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1,.{ BROWNSVILLE BRANIFF Air-FREIGHT is the modern, 


TO MEXICO, CENTRAL 
AND SOUTH AMERICA 


practical method of cargo distribution. The bill of lading 
and freight bill have been combined into one 

simplified document. Savings from 37% to 59% 

over existing charges... choice of pick-up and 


delivery, or airport-to-airport rates. 


For memorandum tariff and further information, write 


BRANIFF AIRWAYS 


General Traffic Office, Love Field, Dallas 9, Texas 
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SAVE TIME... 
SAVE MONEY... 


and Get Better Service with 


KEESHIN 


SCHEDULED OPERATION 
A NEW Idea in Motor Transportation 
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DAYTON 


CINCINNATI 








; :30 PM 
Chicago pend eM Ar. 5 


8:15 PM Ar. 


28 Lv. 
— “A oe Lv. Chicago 


Run No. 545 Ly. Chicago 


Find out what KEESHIN SCHED- 
ULED OPERATIONS can do for 
you. Consult your local termi- 
nal for KEESHIN SCHEDULED 
OPERATIONS to other cities. 





DEPENDABLE SERVICE 


KEESHIN MOTOR EXPRESS CO., INC. 
NATIONAL FREIGHT LINES, INC. 
SEABOARD FREIGHT LINES, INC. 
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MINNESOTA 


AUSTIN, WISCONSIN 


A EDS AT LAE = SO 
MASON CITY gr NEW HAMPTON 





Bridging the heart of 
the Nation 


Serving 5 
Important Gateways 


Chicago 

Kansas City 

Council Bluffs 
(Omaha) 

St. Joseph 

Minnesota Transfer 
(Twin Citles) 


OELWEIN .w@ 
_ ~ RS 
Se 
, © 
o* - 


we > 
o © 
sf oo 


MISSOURI ILLINOIS 


ST. JOSEPH 


ye KANSAS CITY 


The map tells the story—the story of how GREAT 
WESTERN can perform for you in speeding your 
traffic to markets on-time within and beyond this 
circle of activity. 


With wide diversification in facilities and with 
clocklike dependability, GREAT WESTERN can 
serve you advantageously. © 


Your nearest GREAT WESTERN representative 
will be glad to tell how you can use the facilities 
of this railway to advantage. 


Thomas G. Kees, Assistant to Vice-President 
Tratfic Offices in the Larger Cities 





309 West Jackson Blvd., Chicago, Ill. 
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PATENT APPLIED FOR 


Through Safetee’s special laminated construction (pat- 
[= oh ogo) 9) tLe MB Coda PRG ol -t-t-UB of-Toabebabl Meethade)a-Motd:Meelocehmoteel-t-i 
as strong and can be several times as THIN as ordi- 
nary mirrors. The result is unusual brilliance of image, 
is (1000 eX) aM A -3 Ko f ot Mob ole MME ob lop 0M ¢-1-}1-300 belol-ME CoE} lolol <M os ofe! 
cracking. The “‘silvered” surface—only a fraction of an 
inch away from the FIRST surface of glass—is SEALED 
between glass and plastic and is unaffected by salt air 
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available in the same thickness, beginning at one tenth 
of an inch (.100”). 





Here is your TOP VALUE in quality mirrors—for hand- 
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shaving sets, picture frames, wall mirrors, furniture, etc. 

Resilvering is eliminated, as SAFETEE MIRRORS are 

permanently sealed and the image remains sharp and 
Te Vnane brilliant. 
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Full rticulars on sizes and prices sent prompt! 
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PHILADELPHIA 44, PA. 
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nidietin YOUR TENISON STEAK? 


Just after the close of the Civil War far- ‘continental dining cars was considered 
seeing officials of the Chicago and North out of the question. But the cars were 
Western had a happy thought—“Why not built, richly ornate and splendidly lighted 
serve meals on the Overland Route journey _ by ceiling-suspended oil lamps. 


from Chicago to San Francisco ?” ; 
| 5 And the menus were a gourmet’s delight! 





Up to that time a cross-country train ride A choice of plover, quail, pheasant, snipe 
was high adventure, and operating trans- and even venison steak was offered! 








Dining habits of Americans have changed since the 
late 1860s. No longer do tables groan under a large} 


variety of rich food. Instead, simplicity and comfort} 





mark America’s dining habits. Today ‘North Western” 
diners serve the finest food in the land, deliciously pre-} 
pared. Dining cars are wide-windowed and luxurious, 
with an atmosphere conducive to good living. Nextf 
time you go “North Western” you'll find that thef 


; diners accent the pleasure of train travel. 


CHICAGO and NORTH WESTERN SYSTEM 


PIONEER RAILROAD OF CHICAGO AND THE WEST 
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oeeaatie Signode’s shipping protection provides a specialized tool, strapping 
1g. Next and application for all types of shipments from small packages to 
YOUR NAME OR TRADEMARK IN Color cartons, boxes, bundles, crates, bales, skids and bulk loadings . . 
that the Net results are lower costs, greater security and freedom from 
damage in transit. Shippers, carriers and consignees alike endorse 
the Signode System of Steel Strapping. 
Take advantage of Signode's world-wide experience in answering 
Specially lithographed Signode Seals provide quick packaging and stowing problems ... A Signode engineer is ready 
identification for shipments—and valuable advertising. to help you. Write today! 
Special seals can be made up in combinations of yellow, 
red, black with your individual trademark or name. S.A GNODE >. £-&: & 4 $.T fA? -f-ta: Ss co 


2613 N. Western Avenue, Chicago 47, Illinois 
i / 364 Furman Street, Brooklyn 2, N. Y. 451 Bryant Street, San Francisco 7, Calif. 
es | Branches in 21 Principal Cities 
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MOVING TO A SITE ON NEW YORK CENTRAL 
gives you the edge in moving materials and mer- 
chandise to or from the plant or warehouse. Over 
this Railroad’s 11,000-mile right of way, supplies 
reach you dependably. Your finished products 
speed directly to the largest U. S. markets and 
ports. And aboard Central’s famous Great Steel 
Fleet, your executives and sales force travel in 
comfort throughout the heart of industrial and 
commercial America. 


» Yet efficient, modern rail service is just one 


advantage you gain by choosing a location that 
is ‘‘central’’ in every sense. 


“CENTRAL” TO MANPOWER ... . because, on New 
York Central you are in the home area of skilled*me- 
chanical, electrical, chemical and textile workers . . . 64% 
of all U.S. factory labor. 


“CENTRAL” TO MARKETS .. . because New York 
Central links your plant to 7 of America’s 10 biggest cities 


—in a region where 52% of the nation’s buying power is 
concentrated. 


“CENTRAL’’ TO RESOURCES .. . because 
New York Central’s territory -produces the bulk of 
America’s coal and steel, and provides low-cost electricity 
and industrial water sources. 

“CENTRAL” TO FOREIGN TRADE .. . because 


New York Central serves the great ports handling 80% 
of Atlantic Coast imports and exports. 


New York Central 


The Water Level Route 


TRAFFIC WORLD 


You’re on the RIGHT TRACK... 


when you pick a 


CANT 108 
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ASK ABOUT INDUSTRIAL SITES IN THIS KEY AREA 


Write or telephone the New York Central Industrial 
Representatives listed below. Their files cover a 
variety of available sites, and they are prepared to 
undertake surveys to search out special advantages 
you may need. Let them help you find your central 
location...confidentially...and with a saving of 
time for your busy executives. 


BOSTON . South Station A. E. CROCKER 
CHICAGO La Salle St. Station H. W. COFFMAN 
CINCINNATI . 230 East Ninth St. . G. T. SULLIVAN 


CLEVELAND . Union Terminal . A. J. CROOKSHANK 

DETROIT . . Central Terminal A. B. JOHNSON 

PITTSBURGH. P.&L. E. Terminal . P. J. SCHWEIBINZ 

NEW YORK 466 Lexington Ave. W. R. DALLOW 
In other cities, contact our nearest Freight Agent 


BUY 
VICTORY 
BONDS 
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THROUGH, TRANSATLANTIC SHIPMENTS BY AIR 


THE 


NATIONAL 


VIA THE AMERICAN AIRLINES SYSTEM 


ou EMPLOY the fastest, sumplest method 
¥a international shipping when your 
consignments go via the American 
Airlines System. And, you'll find that in 
many cases shipments between inland 
points in the U.S. or Mexico and points 
in Europe actually cost less, when all cost 
factors are considered. 

Your shipment travels from origin to 
destination, not just from port-to-port. 
No expensive delays en route. You save 
time, trouble and money! 

International air shipping is a boon 
to the regular shipper. Low-cost Air- 
freight charges for the domestic and 
Mexican parts of the haul contribute 
toward keeping overall rates low. Large 


saving also can be made in packaging; 
losses in transit are reduced to a mini- 
mum, and “paper-work” is extremely 
uncomplicated. As the basis of new 
marketing and merchandising, air ship- 
ping offers unlimited new opportunities 
for new profits. 

Shippers of many different kinds of 
merchandise already have proved for 
themselves the unprecedented advantages 
of swift, through air service for trans- 
atlantic movement of cargo. Our staff of 
research and sales experts is ready to help 
you find out how air shipping can work 
for you. Write for details to American 
Airlines, 100 East 42nd Street, New 
York 17, N. Y. 3 


AMERICAN AIRLINES System 


AND 


INTERNATIONAL ROUTE OF 


THE FLAGSHIPS 
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to specify for safer, 
more economical 


SS Sas 
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Freight cars bearing this symbol are 
equipped with the EVANS general purpose 
UTILITY LOADER*. The UTILITY 
LOADER permits the loading of from 30% 
to 200% more merchandise—and dunnage 
and its labor costs are eliminated. UTILITY 
LOADERS are adaptable to many com- 
modities. They are not “special” equipment. 
Regardless of size or shape, your load is 
held securely to protect it against damage. 
Ship the modern way by specifying cars 
equipped with the EVANS UTILITY 
LOADER. You'll cut damage 98% and load 
to the full capacity of each freight car. 


* T.M. Reg., U.S. Pat. Off. 


For full details about the general 
purpose UTILITY LOADER, 
write for the new EVANS man- 
ual today. 


EVANS 


PRODUCTS COMPANY \. 


DETROIT 27, MICHIGAN “eure ones 
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A Project Is Launched 


With the recording, this week in Illinois, of articles 

® of incorporation of the Associated Traffic Clubs 

Foundation (described at length elsewhere in this issue 

of the Traffic World), the effort toward obtaining recog- 

nition by industry generally of the value of traffic serv- 

ices leaves, at length, the long and wearisome stage of 
talk and enters the stage of action. 

The period of talk lasted, perhaps, twenty years. 
That seems like a long time. If, however, one of the 
results of approaching the problem gradually can be 
said to be the soundness of the plan now being put in 
operation, the years were well spent. We feel that the 
approach made through the incorporation of the Asso- 
ciated Traffic Clubs Foundation is the wise one. It 
springs directly from discussions held over the years in 
various organizations and innumerable talks among 
individuals. 

It is fitting that the actual effort should be 
launched by the Associated Traffic Clubs of America. 
So far as anything at all has been done concretely up to 
the present, it has been done by that organization. 
Fifteen years ago the association prevailed on the De- 
partment of Commerce to include a study of industrial 
traffic management in its overall inquiry into industrial 
waste. At best this was a negative approach, the idea 
being that the lack of proper technical attention to 
traffic was costing industry many wasted dollars, rather 
than the positive approach of the actual value, beyond 
the money saved, in public service and basic business 
practice. © 

Nevertheless, the job then done, by the late Wayne 
E. Butterbaugh, was thorough and scholarly. Many 
thousands of the printed copies of the resulting 172- 
page book, “Industrial Traffic Management, a Survey of 
Its Relation to Business,” were distributed and so avidly 
read that they are now numbered among the rarities in 
the literature of transportation. 

Published in 1930, the Department of Commerce 
report came just at the dawn of a long business depres- 
sion, which faded only when it gave way to the pressure 
of war. The result was that the seed intended to be 
planted by that report never burgeoned. 

But the discussions as to the need for a greater 
knowledge by the public of the functions of traffic man- 
agement and of its proper place in the industrial organi- 
zation continued. It was not, however, until a concrete 
and feasible plan for promoting the idea, by means of 
potent modern advertising and public relations methods, 


1397 


was placed before the leaders in the Associated Traffic 
Clubs that the spark was struck to set the latent poten- 
tialities into blaze. 

Today there is a full-fledged organization ready 
and able to tackle the job. Its officers and board of 
directors number men in traffic, well known, able and 
respected. If the object is attainable at all, this group 
should be able to attain it. 

We hope, however, that no one makes the mistake 
of thinking that, because men of weight and influence . 
head the movement, it may safely be left for them to 
carry through. Here is a project that requires the 
active support of everyone interested—which means 
everyone in transportation. 

Industry as a whole, and the public as a whole, will 
benefit when the function of the traffic man is better 
understood—but no one in industry and no member of 
the public ought to be more interested in the movement 
than the traffic men themselves. We purposely refrain 
from referring to any direct benefit that might accrue 
to the traffic fraternity or any member of it. This, as 
we see it, is a movement that should be carried on in the 
higher plane of public good. But even on that basis, it is 
just the men directly involved—the traffic men—who 
ought to be most deeply interested and most eager to 
share in the work. 

As we see it, the greatest value in having respected 
and responsible traffic men at the head of the new foun- 
dation is the fact that they lend integrity to its work. 
No one need have any doubt as to whether or not the 
job will be done sanely, conservatively and honestly 
with men like that guiding it. No man now engaged in 
transportation need hesitate to speak on behalf of the 
foundation among industrial and other leaders so long 
as he knows that men of the character of the officers 
and directors of the corporation are in charge of its 
affairs. 

Well, the founding of the organization, while it rep- 
resents the culmination of a generation of discussion 
and two years of hard work, is still only the beginning. 
Where it goes from here, and what it accomplishes is 
the direct responsibility of the thousands of individuals 
in the field. The opportunity is now theirs. We have 
no apprehension that they will not rise to it. 

The Traffic World wishes the Associated Traffic 
Clubs Foundation success in its endeavor. As long as 
its affairs remain in the hands of competent men, we 
shall lend it whatever support this publication can give. 
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S The Liberty Highway Co. a 
Fruehauf User Since 1921 
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Frank C. Schmidt, Founder and 
President of The Liberty High- 
way Company. One of the 
original organizers of ATA, Mr 
Schmidt is now Vice-President 
and member of the Executive 
Committee 


. .. . . Holder of First 
Truck Certificate in Ohio! 


This ratio of 2 Trailers to 1 tractor indicates how 
extensively Liberty Highway utilizes the “shuttle” 
system. On the Toledo-Detroit run, for example, 3 
tractors handle 24 Trailers in a night. Each truck and 
driver makes two complete round trips, pulling 
Map of territory “double bottoms” in both directions—a big saving in 
ae equipment, manpower, time and money. 


Highway Company 
PERFORMANCE AND ENDURANCE 


“The performance and remarkable endurance of 
Fruehauf Trailers, plus full use of the ‘shuttle’ opera- 
tion, are big factors in the low-cost, dependable service 
we are able to give our customers”, says Mr. Schmidt. 

Companies like The Liberty Highway—the pro- 
fessional haulers who depend on their rolling equip- 
ment for their entire earnings—use more Fruehauf 
Trailers than any other make. In fact, the majority 
have used Fruehaufs from the start. 



























BACK IN 1918, Frank C. Schmidt, of Toledo, saw an 
opportunity to render an important wartime service. 
A critical bottleneck had developed in transportation 
between Toledo and Detroit. There was no paved 
highway between the cities—only a mud road—but 
that didn’t stop Mr. Schmidt. 

He bought some 4-wheel-drive Trucks and Trailers, 
and started carrying war supplies between Toledo 
and Detroit. That was the beginning of The Liberty 
Highway Company. 


BOUGHT FIRST FRUEHAUFS * ” 
In 1921 Schmidt bought the first Fruehauf Trailers omiesiee imergeneamaatamans 
purchased by a commercial motor carrier. Through FRUEHAUF TRAILER CO. DETROIT 32 
the years his company has purchased Fruehauf Service in Principal Cities 


Trailers consistently, and today operates a fleet of 
202 Fruehaufs with 114 tractor-trucks, 
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Wiprud on/Rates and “Monopoly” 


The Bulwinkle Bill to exempt agreements between carriers 
from application of the antitrust laws, after approval of such 
agreements’ by the Interstate Commerce Commission, was 
“truly thé legislative road to economic serfdom,” said Arne C. 
Viprud, attorney, of Washington, D. C., former special assistant 
to thé attorney general in charge of the transportation section 
of the Justice Department’s anti-trust division, } dress 
Yecember 5 before the Delta Nu Alpha tra n fra- 
ternity at New York City. 

He said that “the scheme of railroad financing” that had 
been “saddled” on the railroads by “J. P. Morgan & Co. (more 
recently, Mrgan, Stanley & Co.) and Kuhn, Loeb & Co.” was the 
source and center of the railroads’ difficulties and was “the 
real cause of the restrictive practices in the industry.” 

“Bonded to 60 per cent of their capitalization, with generally 
no sinking fund provisions to reduce this top-heavy debt, rail- 
roads have been hard pressed to pay interest charges,’ Mr. 
Wiprud said. “When the bonded obligations matured, they were 
promptly refunded or extended, and usually increased, and the 
refunding or extension bonds sold to the public—at handsome 
profits to the bankers in the form of commissions and fees. 

“This scheme of financing, which always increases but 
never reduces the aggregate of railroad debts, forced railroad 
managements to suppress improvements, curtail services, and to 
seek higher and higher rates—all to the end of preserving this 
unsound scheme of financing, thereby insuring a continuous and 
profitable income to the bankers. If rate increases prove in- 
sufficient to pay interest on the bonded debt, the railroad goes 
into bankruptcy, and the investor pays through the loss of 
his investment.” 

After noting that the Commission, in May, 1944, had re- 
quired competitive bidding for railroad bonds, Mr. Wiprud said 
that independent railroad managements and independent bank- 
ing houses had long fought for this opportunity and that it 
should prove “a great step toward breaking the control” of 
Morgan, Stanley & Co. and Kuhn, Loeb & Co. over the market- 
ing of railroad securities, “provided they do not find some way 
to circumvent it.” 

“Progressive railroad managements, independent of Mor- 
gan or Kuhn, Loeb influence,” he continued, “have brought 
about revisions of their capital structures in accordance with 
sound financial principles and drastically reduced their bonded 
debt. Though some were on the brink of bankruptcy, their re- 
habilitation was accomplished without the outrageous destruc- 
tion of security values characteristic of financial reorganizations 
shaped under the guiding hands of railroad bankers. Thus these 
independent managements have restored the integrity of the 
railroad dollar. This is reflected in the fact that the market 
value of the securities of such reorganized railroads are today 
in excess of Interstate Commerce Commission valuations.” 


Mr. Wiprud averred that as a result of activities of private 
rate making conferences of rail and motor carriers, rates by 
all modes of transportation had been illegally raised to an 
artificially high level without regard to the actual cost of trans- 
portation. 


“This colossal rate-fixing scheme is without parallel in the 
American industrial and business world,” he said. “But it 
works—in the interests of Morgan, and Kuhn, Loeb.” 


He said that the whole public-transportation program of 
“the banker-ruled railroads” was one of planned scarcity and 
high price and charged that “their mon ” had, 
among other things, drained carriers’ revenues through finan- 
cial exploitation, retarded air-freight transport, and obstructed 
the building of pipelines. He said government policies had con- 
tributed to some of those results; that the government.had sup- 
ported private group rate making through extensive \applica- 
tion of its minimum-rate power and otherwise, and that it had 
discouraged the full use of inland waterways. 


“The conclusion is inescapable,” he continued, “that the 
continuance of monopoly controls and practices in transporta- 
tion will destroy the last vestige of private enterprise in pub- 
lic transportation systems. Only through the restoration of 
competition can this industry be preserved as a legitimate field 
for private enterprise.” 

Mr. Wiprud assailed what he said were “efforts of the so- 
called Transportation Association of America, in collaboration 
with its sponsor, the Association of American Railroads, to 
seize monopoly power over the public domain through the es- 
tablishment of competitive integrated transportation systems.” 
_ He described the Bulwinkle Bill as a source of danger to 
Me national well-being, saying that it would perpetuate monop- 
listic rate making by each form of transportation, would au- 
thorize integration of virtually all forms of transport in so far 
as private rate making was concerned and might deprive the 
federal government and the state of Georgia of the opportunity 
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to prove their charges against the railroads in the suits they 
had filed. 

He contended that the chairman of the House interstate 
commerce subcommittee by which hearings on this bill were 
held (the chairman being Representative Bulwinkle, of North 
Carolina, author of the bill) “did not want to hear testimony 
on the serious charges by the government and by the state of 
Georgia of conspiracy and collusion by carriers, their bankers, 
and others, which the bill would legalize.” 

“I predict,” Mr. Wiprud said, “that if the Bulwinkle Bill 
becomes law the private companies operating public services 
in all fields of transportation covered thereby will raise rates 
to still higher levels, with greater abuses than existed in the 
past. This will be so because no public regulatory agency, no 
matter how competently staffed, could possibly police such a 
gigantic combination to fix the prices that the public must pay 
for the privilege of using any form of public transportation. 
Indeed, the power of such a monopolistic combination to re- 
sist control would certainly lead to a breakdown of regula- 
tion, if it did not result in the regulatory agency becoming the 
subservient captive of the ‘regulated’ price-fixing monopoly.” 

“After stating that public transportaion could and should 
be more than an instrument of carriage, that it could enlarge 
market areas, tie industries into an organic economy, help de- 
velop regions and resources, and be a strategic aid in mainte- 
nance of free competition, he said. that the people, through Con- 
gress, should demand that private companies performing public 
transportation services rise to “their great opportunity to per- 
form these functions in the new era that lies ahead.” 


Army Report on Troop Transport 


In a progress report on the transportation phase of repatria- 
tion of American troops from overseas, the War Department 
said that the “steadily increasing” return of troops from the 
Pacific had begun to exceed the ability of the nation’s railroads 
to keep pace with it, and that the movement of troops from 
the west coast ports to demobilization centers was considerably 
behind debarkations. ; 

“With troop returns to increase sharply in December, and 
with civilian holiday travel expected to be heavy, the situation 


= to become worse rather than better,” the department 
said. 


In the four days November 24 to 27, inclusive, a “new 
high” of 157,000 troops debarked at American ports—110,000 
on the east coast and 47,000 on the west coast, according to 


the department. It said that returns by air were not included 
in those figures. 

“From November 1 to 27 inclusive,” it continued, “nearly 
658,000 troops arrived in this country, 447,022 on the Atlantic 
seaboard and 210,836 from the Pacific. Returns by air from 
November 1 to 23 totaled 23,797. Total army returns in the 
period from VE-day through November 27 were 3,095,813. The 
number returned by ship totaled 2,732,348; that by air, 363,465.” 

The department estimated that November returns would 
total about 727.000 and that December returns would total 
about 760,000. Continuing, it said, in part: 


The rail transportation situation on the west coast is rapidly reach- 
ing an extremely serious state. As of November 28, there were in excess 
of 48,000 troops at ports and disposition centers for whom transportation 
had been requested. Some of them had waited since November 22 to 
move east to personnel centers for demobilization or furlough. During 
the past two months it has not been uncommon for men to wait for 
two to four days for passenger equipment, despite the fact that rail- 
roads receive on the average a week’s advance notice of anticipated 
debarkations. Because congestion on the west coast is seriously inter- 
fering with the flow of troop returns, the War Department is sending 


troops on long journeys, some of them cross-country, in day 
coaches. ... 


_ Months ago, when the schedule of debarkation on the west coast 
was set up by the War Department, the railroads advised that they 
could handle the load. However, where army shipping schedules are 
being met or bettered, the railroads are experiencing serious difficul- 
ties in supplying even coaches in sufficient number to move the return- 
ing soldiers.... Eastern railroads dispatched 375 day coaches (late 
in the week ended December 1) to the west coast in an effort to relieve 
the critical congestion in the army’s disposition centers. 


Because more rail equipment is needed, and needed badly, the 
army is taking extraordinary steps to assist the hard-pressed railroads. 
The situation would not have been so serious if the army had at 
least half of the 1,200 troop sleepers which were to be delivered by 
the end of the year. Delays in their deliveries were caused by labor 
difficulties and only 39 cars are in service....The Defense Plant 
Corporation (has) contracted with the Banner Bed Company of Chi- 
cago to convert regular army cots and mattresses for use in the 
sleepers, of which 312 have been completed except for the installation 
of berths. The army has shipped 18,000 of its standard steel cots and 
mattresses to the Chicago firm, which will deliver them after conver- 
sion to the Pullman Standard Car Manufacturing Co. at Hammond, 
Ind....Already 31 army-equipped cars are in service. In the week 
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week thereafter have been promised by the manufacturer. 

Another move taken by the army to add to railroad sleeper equip- 
ment was the assignment of 36 hospital cars and 15 medical kitchen 
cars to troop service.... 





Troops from West Coast 


“Months ago, when the schedule of debarkations on the 
west coast was set up by the War Department, the railroads ad- 
vised that they could handle the load,” said the War Depart- 
ment, in announcing the transfer of 32 ships from the Atlantic 
to the Pacific to speed up the return of troops from the Pacific 
theater. “However, where army ocean shipping schedules are 
being met and bettered, the railroads are experiencing serious 
difficulties in supplying even coaches in sufficient number to 
move the returning soldiers.” A . 

It continued by saying that eastern railroads had dispatched 
375 day coaches to the west coast in an effort to relieve the 
“critical congestion” in the army’s disposition centers. Because 
of a temporary lull in debarkations the War Department said 
the railroads, in the week-end of December 1-2, had been able 
to reduce “backlogged personnel” to about 11,000. : 

Director Johnson, of the Office of Defense Transportation, 
has opposed a War Department suggestion that civilians be not 
permitted to use sleepers for trips under 450 miles, the limit 
now being 400 (see Traffic World, Nov. 17, p. 1207). 

Referring to the conversion of regular army cots and mat- 


tresses for use in sleepers (see Traffic World, Dec. 1, p. 1336), | 


the War Department said 31 of the “makeshift cars” were in 
service, that 40 more cars would be delivered in the week of 
December 10, and 75 a week thereafter. This method of meeting 
the shortage of equipment caused by a strike at a Kenosha, 


Wis., plant, where 1,200 troop sleepers were to have been com-’ 


pleted by the end of December, was “strictly an expedient,” the 

department said. : : 
Describing other measures taken to provide relief, including 

the assignment of hospital cars and medical kitchen cars to troop 


service, the War Department said these measures, while help-'' -~ 


ful, could not provide enough relief to cope with the rapidly- 
developing crisis on the west coast where, it said, the backlog 
of troops waiting for rail transportation was mounting daily. 
In December, it added, when troop returns on the west coast 
would be about 74 per cent higher than in November, even 
longer delays must be anticipated. 

Reduction of unnecessary civilian travel would go far to 
relieve “the rail transportation crisis and thus permit faster 
movement of returning troops from ports of debarkation to 
their demobilization centers and their homes,” said the War 
Department. The use of commercial planes to move men from 
the west coast could not eliminate the backlog, said the de- 
partment, according to which 3,580 men were carried in east- 
bound flights in the week of November 18. : 


Union Tank Terminal Charges 


Union Tank Car Co. and the Louisiana & Arkansas and 
Yazoo & Mississippi Valley railroads have filed exceptions to 
the proposed report of Examiners Way and Diamondson in 
Union Tank Car Co., Ex Parte No. 104, Practices of Carriers 
Affecting Operating Revenues or Expenses, Part II, Terminal 
Services (see Traffic World, Oct 20, p. 975). 


Asserting that the proposed report should be reversed as 
erroneous in law and fact, the two railroads took exception 
to the examiners’ recommendation that the Commission find 
unlawful the railroads’ services in switching empty tank cars 
to, from, and between the shops, buildings, yards, and tracks of 
Union Tank Car Co. at North Baton Rouge, La., for repairs, 
storage, or cleaning, without compensation. 


‘Respondents have contended from the very beginning that 
an inquiry into the services rendered in the handling of.empty 
tank cars to and from repair shops, etc., while within the power 
of the Commission, is certainly not within the scope of Ex Parte 
104, Part II,” said the L. & A. and the Y. & M. V. “That in- 
vestigation deals only with the practices affecting the railroads’ 
operating revenues or expenses in the performance of terminal 
services—terminal services rendered on cars of freight moving 
under line-haul rates.” 


The two railroads said they did not contend that the find- 
ings dealing with the movement of cars of freight were in error, 
although it was their position that they were unnecessary in 
view of the proposed terminal tariff—Curlett’s 154-A, I. C. C. 
No. A-833, effective January 1, 1945. The railroads joined Union 
Tank Car Co. in asking for oral argument. 

Referring to the same findings with respect to switching 
empty tank cars, Union Tank Car Co. said the carriers in fact 
did not perform those switching services without compensa- 
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charge, and that they were compensated by not having the 
cost of switching included in the present mileage allowance. 

“There is compensation to the carriers in the present case 
because of the relation of the switching services to the mileage 
allowance, just as the Supreme Court has held in a number of 
cases that carriers were compensated for various services, be- 
cause of the relation of those services to the line-haul rates,” 
said Union. 


Union also contended that in order that performance of 
service without charge by a carrier should be illegal under the 
Elkins act, it must appear that it was “in reespect of trans- 
portation.” They said the examiners “would have us believe” 
that the switching service at Union’s plant was performed to 
obtain Union’s transportation by reducing or eliminating the 
cost to Union—that the transportation afforded by Union was 
the object of the free switching, which therefore was “in respect 
of transportation.” 

“It is difficult to believe that this proposition is advanced 
seriously,” continued Union. “There is of course not a shred 
of evidence in the record to support it, and particularly since 
ee Pe no transportation of property whatever over the 

Union further contended there was no impropriety in the 
railroads’ performance of switching without charge as set forth 
in the examiners’ recommendation. It said the switching of 
empty tank cars referred to was not properly included in the 
instant proceeding in that it did not and should not properly 
affect adversely the carriers’ operating revenues or expenses. 
It asserted that the examiners should recommend dismissal of 
the investigation of the services rendered by the railroads, to, 
from, and between the shops, building, yards, and tracks of 
Union at Baton Rouge for repairs, storage or cleaning. 


New Equipment for N. Y. C. 


The New York Central has asked the Commission, in Fi- 
nance No. 15138, for authority to assume obligation in respect 
of $17,700,000 of equipment trust certificates to cover approxi- 
mately 80 per cent of the $22,308,500 estimated cost of 2 diesel 
road freight locomotives; 750 steel covered hopper cars; 153 
steel coaches; 4 stainless steel passenger trains consisting each 
of 15 coaches, one full length dining car, one kitchen-lounge 
car and one tavern-observation car; 20 aluminum combination 
passenger-baggage cars; and 50 steel baggage cars. 

The certificates, to be offered at competitive bidding, will 
be under a trust known as the New York Central Railroad 
Equipment Trust of 1946, to be dated January 1, 1946. The 
certificates will be in 10 series of equal amounts, maturing Janu- 
ary 1, 1947, and each January 1 to 1956, inclusive. 

Saying it was of the utmost importance for it to build 
up and maintain a strong cash position in the face of uncer- 
tainties and readjustments following the end of the war, and 
to finance the equipment through the issue of equipment trust 
certificates to conserve funds to be used in paying off maturing 
obligations and retiring other debt having higher interest cost 
than the certificates, the railroad made an estimate of its cash 
position at mid-year, 1946. 

Observing that it had made a net reduction in outstanding 
debt of $33,786,774 in 1944, would retire more than $8,000,000 
of debt in 1945, and would continue that program, the N. Y. C. 
said it had cash in banks amounting to $30,486,905 as of Oc- 
tober 31. Between November 1 and June 30, 1946, it esti- 
mated cash receipts from all sources as about $555,393,000. Cash 
disbursements were estimated at about $562,650,000, with a 
cash balance in banks at the close of June 30, 1946, of about 
$23,230,000. This balance did not include special deposits for 
railroad and retirement and unemployment insurance taxes, 
said the railroad, indicating that those funds would increase by 
$1,493,695 in that period. 


The New York Central said its forecast provided for further 
debt retirement and was predicated on the assumption that no 
extraordinary reduction in gross receipts would occur in the 
period under estimate ‘due to labor unrest or other causes,” 
and that the forecast did not give consideration to any major 
wage adjustment. 


ARROW TUG APPLICATION 


H. E. and P. J. Cherry, doing business as Arrow Tug & 
Barge Co., of Astoria, Ore., have asked the Commission in 
W-393, Sub. 1, for a certificate to institute a new operation as 
a common carrier of all commodities in non-self-propelled ves- 
sels with the use of separate towing vessels, and to perform 
general towing between, from and to all ports and points along 
the Pacific Coast. 
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B. & O. Trackage to Detroit 


Acquisition by the Baltimore & Ohio railroad of trackage 
rights over the New York Central’s owned and leased lines 
between Toledo, O., and Detroit, Mich., and joint use of inci- 
dental terminal facilities, has been authorized by the Com- 
mission, division 4, by a report and order in Finance No. 14891, 
Baltimore & Ohio Railroad Co. Operation. 

No condition with respect to employment was necessary, 
said the division, adding that an appropriate order would be 
entered effective from and after 40 days from November 28. 

Between Toledo and Detroit, said the division, the Pere 
Marquette, which intervened in the proceeding, had a double- 
track route and the New York Central had two lines that 
together formed a double-track railroad. It said that for many 
years the B. & O., and before it the Cincinnati, Hamilton & 
Dayton, a predecessor in interest, had joint through passenger 
service between Cincinnati and Detroit, via Toledo, first in con- 
junction with the Michigan Central, which leased one of the 
New York Central tracks to that railroad, but later in con- 
junction with the Pere Marquette. 

The Pere Marquette had refused to renew or extend its 
trackage agreement with the B. & O., but consented to continue 
its joint service with the B. & O. pending determination of the 
instant proceeding, said the division. 

Operation over the New York Central and under trackage 
rights was proposed by the B. & O. in substitution for the joint- 
service arrangement with the Pere Marquette, which expired 
June 7, said the division. 

“The proposed transaction does not contemplate any as- 
sumption or guaranty of payment of dividends or fixed charges, 
and it will not result in an increase in total fixed charges,” 
continued the division. “No other carrier by railroad has 
requested to be included. So far as adequate service to the 
public is concerned, the transaction will have the effect of 
assuring continuation of such service by substitution of service 
over the New York Central’s line in the joint through service 
from which the applicant practically has been excluded by the 
Pere Marquette.” 

The division said the question in dispute in the proceeding 
related to whether section 5(2) (f) of the interstate commerce 
act required, as a condition of its approval, that the Commis- 
sion should include terms and conditions for protection of Pere 
Marquette employes who might be adversely affected by rea- 
son of cessation of operations of its passenger trains over the 
line when the B. & ‘O. operation over the N. Y. C. tracks began. 

Pointing out that the interveners, Brotherhood of Railway 
Trainmen, Brotherhood of Locomotive Engineers, and Railway 
Executives’ Association, contended that the situation presented 
with respect to protection of Pere Marquette employes was 
the same in principle as that involved in Texas & P. Ry. Co. 
Operation, ‘247 I. C. C. 285, the division continued: 


__ In that case we held that the proceedings under sections 1(18) and 
5(2) were component parts of an inseparable plan of operation and 
that all employes adversely affected thereby were entitled to appro- 
priate protection under the latter section. However, we think the above 
case can be distinguished from the one here under consideration, 
In so far as the interveners’ contention is concerned, on both fact 
and principle. There the same applicants were involved, the operation 
being abandoned was one over which we had jurisdiction, and the 
complete plant amounted to a coordination of facilities such as in 
our opinion the statute was designed to cover. Here the only coordina- 
tion is of Baltimore & Ohio and New York Central facilities. 

If the transaction proposed herein for any reason should fail then 
the applicant’s operation would stop, as now, at Toledo. We are 
without power to compel the Pere Marquette to grant trackage rights 
over its line, Alabama, T. & N. R. Corp. Construction, 124 I. C. C. 114, 
and we think the situation here is essentially different from that in 
Chicago & Alton R. R. Co. vs. T. P. & W. R. Co., 146 I. C. C. 199, 
cited by one of the interveners as authority for us to compel the con- 
tinuance of the present operation on the same terms, because, in 
that case, in so far as is pertinent here, it was found merely that 
‘n operation under trackage rights may not be abandoned without 
our authority. We are of the opinion that the contract between the 


Baltimore & Ohio and the Pere Marquette, based upon the clearly . 


expressed intention of the parties and their understanding thereof, 
the necessary legal effect of the agreement as a whole, and the method 
of operation actually followed, is one providing for a joint traffic 
arrangement and not for an operation under trackage rights. 


_ The Pere Marquette; said the division, had refused and 
still refused to extend the operating agreement dated June 1, 
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1925, to handle trains thereunder, therefore the B. & O. was 
compelled either to make Toledo the terminal for the trains 
in question or make other arrangements for them to reach 
Detroit. The division continued: 


Should it have chosen to stop them at Toledo the matter would 
not have been brought before us and the Pere Marquette employes 
could not have been the recipients of protective measures. If, at a 
later date, the Baltimore & Ohio had made arrangements for trackage 
rights over the New York Central it is hardly probable that the ques- 
tion of affording protection for employes displaced sometime previously 
would have been raised, or at least such a request would have been 
untenable. We do not believe that the situation is altered by the fact 
that the Baltimore & Ohio chose to make a new arrangement in the 
premises to become effective concurrently with the discontinuance of 
the old. In our opinion any detriment to the employes of the Pere 
Marquette will result from an act of that company and not by reason 
of the transaction here under consideration. Our approval of the 
transaction will not result in employes of the carriers by railroad 
affected by our order being in a worse position with respect to their 
employment. The record shows that employes of both the Baltimore & 
Ohio and the New York Central will be benefited. 





Salt from Kan. by Rail, Motor 


The Commission, on reconsideration in No. 28716, Morton 
Salt Co. vs. Alton et al., and related cases, has entered a min- 
imum rate order requiring motor carrier rates to be increased 
on salt and salt mixtures, in truckloads and on so-called quan- 
tity shipments, taking less-than-truckload rates, from Hutchin- 
son, Kanopolis, and Lyons, Kan., to Arkansas, Oklahoma, Mis- 
souri, Iowa, Nebraska, Wyoming, Colorado, to certain points in 
New Mexico, and to Kansas via interstate routes, thus modi- 
fying in part the findings of division 2 in the prior report, 259 
I. C. C. 223 (see Traffic World, December 30, 1944, p. 1678). 

Saying the rail rates “checked in” as the result of Rate 
Structure Investigation, Part 13, Salt, 197 I. C. C. 115, might 
not be condemned on the present record, the Commission said 
the rail lines would be expected to reestablish those rates, in 
accordance with their agreement to do so. 

The Commission required the motor carrier defendants in 
two of the embraced proceedings to establish the prescribed 
rates, from two cents to more than 20 cents higher than those 
in effect at present, on or before March 1, 1946, on not less than 
30 days’ notice. The Commission rejected the cost evidence 
offered, and attached to its reports as an appendix a list of cases 
involving motor carrier rates found too low in the past, showing 
truck-mile earnings ranging from 10.2 cents to 26.5 cents. The 
prescribed rates were contained in an appendix to the report. 

The Commission said the present issues embraced the less- 
than-carload rates from the Kansas salt field to the various 
states named, but that no specific evidence had been adduced 
concerning them. It added that fourth class, 55 per cent of 
first class, was generally applicable on salt in less-than-carload 
quantities in “this western territory,” and that, in the absence 
of evidence to the contrary, rates on that basis were presumed 
to be reasonable. It also said the same rating for less-than- 
truckload shipments as for less-than-carload shipments would 
seem to be logical. 


As to rates to intermediate points not named, the report 
said division 2, in the prior report, had concluded the record 
did not warrant a finding supporting the complainant’s allega- 
tions of discrimination, and had spoken of the difficulty en- 
countered in devising a workable intermediate rule for irreg- 
ular-route carriers. It had found, however, that the rules of 
the regular route carriers were not in the form required by 
rule 4(k) of tariff circular MF No. 3, and should be revised. 
The instant report said there had been partial compliance and 
that some of the carriers had cancelled the intermediate rules 
from their tariffs and published instead point to point rates. 
The Commission said it saw nothing wrong with the finding of 
the division, and directed the carriers, in instances where they. 
had not done so, to revise the rules to conform to rule 4(k). 

Commissioner Splawn, with Commissioners Aitchison, Lee 
and Mahaffie joining his expression, said substantial increases 
in motor carrier rates to a level much higher than the corre- 
sponding rail rates were required on a record that lacked re- 
liable cost data and an adequate showing of many important 
factors bearing on the rate situation. He said the greatest 
spread, truck over rail rates, suggested by any party to the 
proceeding, was 5 cents, advanced by the railroads, while com- 
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plainant had sought a spread, generally, of 2 cents or less over 
rail rates on package salt, minimum 45,000 pounds, to apply on 
both bulk and package salt, producing, as an example, a rate of 
32 cents from Lyons to Des’Moines, or 12 cents less than the 
minimum prescribed. 

Commissioner Splawn said the rates prescribed were so 
high they would force tonnage to the rails and private and 
non-regulated motor carriers, and, in turn, require substantial 
increases in the rates of the common and contract carriers on 
high-grade manufactured articles, such as those involved in the 
reson cited by the majority as having been found taking rates 
too low. 

The majority report observed that the disparity of rates 
described was detrimental to Kansas salt producers who might 
be unable to avail themselves of the extremely low rates. It 
added that stability of rates was not only important but essen- 
tial in conducting the salt business, “as under a diversity of 
rates the producer is unable to determine his sale prices to 
consumers in Iowa or elsewhere.” 

“The minimum-rate power was vested in us to prevent de- 
structive competition and foster the different modes of trans- 
portation,” among other things, said the majority, after a dis- 
cussion of the rate situation as related to the various states 
involved, and quoted from Naval Stores from Mississippi to 
Gulf Ports, 235 I. C. C. 723, a statement that “it is manifest, 
however, that when, because of an insufficient volume of traffic 
or for any other reason, competition is carried to the point 
where the service is clearly being performed at a loss, public 
interest is not being served. Such competition tends to under- 
mine the financial stability of the carriers and thereby to lessen 
their ability to furnish adequate and efficient service. . . .” 


Fertilizers, Southern Ports to South 


Proposed rates on imported fertilizers and fertilizer mate- 
rials, in carloads, from Wilmington, N. C., Norfolk, Newport 
News, and Richmond, Va., to points in northern Virginia have 
been found just and reasonable by the Commission, division 2. 
by a report and order in I. and S. No. 5338, Fertilizers, South- 
ern Ports to South, embracing also fourth-section applications 
No. 21202, Imported Fertilizer Southern Ports to South, and 
No. 21205, Imported Fertilizer Virginia and South Atlantic 
Ports to Virginia. The Commission vacated the order of sus- 
pension, effective December 11, and discontinued the title pro- 
ceeding. 

With respect to the fourth-section applications, the division 
granted authority, on conditions, to establish and maintain 
rates on imported fertilizers and fertilizer materials, in car- 
loads, from Virginia ports, including Richmond, and south At- 
lantic ports to points in northern Virginia and from Virginia, 
south Atlantic, and Gulf ports to points in southern territory, 
without observing the long-and-short-haul provision of section 
4 of the interstate commerce act, and denied all other relief, 
effective February 26, 1946. 

By schedules filed to become effective March 19, and later 
dates, said the division, the respondent rail carriers proposed 
certain changes in rates a ton of 2,000 pounds on imported fer- 
tilizers and fertilizer materials, from southern ports (also on 
fertilizers from these ports originating at points on the Pacific 
coast and British Columbia moving via the Panama Canal), 
including Richmond and other Virginia ports, to destinations 
in the south and northern Virginia, as published in Agent R. H. 
Hoke’s tariff I. C. C. No. 962 and supplement 1 thereto. 

Fourth-section relief in Nos. 21202 and 21205 was not 
granted, said the division, but by the Commission’s order of 
March 15, on its own motion, operation of the proposed sched- 
ules was suspended to October 15. By order issued April 4, it 
said, the order of March 15, was vacated and set aside, except 
in so far as it suspended rates from Newport News, Norfolk, 
and Richmond, Va., and Wilmington, N. C., to Alexandria, 
Harrisonburg, and Staunton, Va., and other points in northern 
Virginia, all in official territory. It said the proposed rates to 
the points in southern Virginia and other points in southern 
territory became effective April 12. 

Contemporaneously with the issuance of the order dated 
April 4, vacating in part the order issued March 15, said the 
division, eighth supplemental and ninth supplemental fourth- 
section orders Nos. 9540 were issued, granting temporary relief 
in respect of the rates permitted to become effective by virtue 
of the vacating order. No relief was granted in respect of the 
suspended rates from the Virginia ports and Wilmington to the 
northern Virginia points, said the division. 


Norfolk and Richmond Increases 


All of the suspended rates from Norfolk and Richmond 
constituted increases in rates presently in effect, recited the 
division. It said most of the proposed rates from Wilmington 
constituted increases and that no changes in rates were proposed 
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therefrom to eleven of the points and reductions in rates were 
proposed to two of the points. To the northern Virginia points, 
it said, distances from Norfolk ranged from 113 miles to 369 
miles; from Richmond they ranged from 24 miles to 280 miles; 
and from Wilmington they ranged from 265 miles to 443 miles. 

From July 1, 1944, to June 30, 1945, the U. S. Commercial 
Co., intervener, imported 40,000 tons of nitrate of sodium 
through the port of Norfolk, said the division, adding that of 
that importation 25,000 tons moved to Virginia points and the 
remaining 15,000 tons to North Carolina points. Of the 25,000 
tons only 1,250 tons, five per cent, moved to points in northern 
Virginia, it said. In support of its position it was shown by the 
Commercial company, said the division, that rates in a truck- 
competitive scale established to northern Virginia points Janu- 
ary 20, 1941, were on the same level as rates in a distance 
scale of intrastate rates maintained for application in Virginia; 
and that whereas rates of $2.35 a ton of 2,000 pounds applied 
on imported nitrate of sodium from Savannah, Ga., to Americus 
and Montezuma, Ga., and from Norfolk to Alexandria and 
Lynchburg, Va., and Burlington, N. C., short-line distances 
ranging from 194 miles, Norfolk to Lynchburg, to 207 miles, 
Norfolk to Burlington, the respondents proposed’ to increase 
the Norfolk-Alexandria rate on improved fertilizers to $3.20, 
the short-line distance given having been 196 miles. Continuing, 
the division said: 

The lower rates to points in southern territory appear to be truck- 
competitive rates and their maintenance does not necessarily establish 
that the rates from Norfolk to northern Virginia should be on the 
same basis. As hereinbefore indicated the latter rates average a lower 
percentage of the first-class rates than the basis prescribed for appli- 
eation in trunk-line territory in Eastern Fertilizer Cases, 198 I. C. C. 
ve Rates on nitrate of sodium, domestic or imported, minimum 60,000 
pounds, from Baltimore to six of the northern Virginia points, namely, 
Aleandria, Leesburg, Orange, Luray, Harrisonburg, and Staunton, 
are instanced by the Commercial company. Indicated short-line dis- 
tances and rates are, to Alexandria, 53 miles, $1.65; to Leesburg, 87 
miles, $1.95; to Orange, 129 miles, $2.05; Luray, 157 miles, $2.35; to 
Harrisonburg, 188 miles, $2.65; and to Staunton, 196 miles, $2.85. To 
all of those points except Staunton the present rates from Norfolk 
exceed rates from Baltimore, the differences ranging from 10 cents to 
$1.35. To Staunton the present rate from Norfolk is 20 cents less than 
from Baltimore. The proposed rates from Norfolk to all of the six 
points exceed the rates from Baltimore, the differences ranging from 60 
cents, in the rates to Staunton, to $2.08 ,in the rates to Leesburg. The 
Commercial contends that where Baltimore is nearest port, the 90- 
percent basis should be used to determine rates from the Virginia ports 
as well as other more distant ports. The Commercial also ships nitrate 
of sodium from Baltimore. There is no evidence of record that is suffi- 
cient support for approval only of rates not exceeding the 90-percent 
basis from Virginia ports in instances where such rates are no lower 
than rates from Baltimore to the same destinations. 


In finding that the rates proposed were just and reasonable, 
the division said the rates of $2.235, $2.85, and $3.65 were just 
and reasonable for application from Norfolk to Tunstall, 
Brooke, and Bridgewater, Va., respectively. 


Fourth-Section Findings 


In fourth-section application No. 21205, the division said, 
the evidence warranted the conclusion that for distances within 
the circuity limitations imposed by fourth-section order No. 
9540, as supplemented, rates proposed for application to the 
Northern Virginia points were reasonably compensatory. Con- 
tinuing, it said: ach 

An instance is.disclosed where the degree of circuity of a route fo 
which relief is desired is beyond the limit of that authorized. From 
Norfolk to Charlottesville, the distance over the direct route is 182 
miles, formed by the Chesapeake & Ohio as an originating and des- 
tination line, with the Richmond, Fredericksburg Potomac Railroad Co. 
as an intermediate carrier. Over the circuitous single-line route of the 
Southern for which relief is desired, the distance is 330 miles, 80 per 
cent longer than the direct route. For that distance the proposed rate, 
$3.15, would yield 9.5 mills per ton-mile and a minimum of 28.6 cents 
per car-mile. The highest-rated intermediate point is Amherst, Va., 
286 miles, to which the proposed rate is $3.30. For the distance over the 
Southern to Charlottesville the proposed rate, $3.15, is reasonably 
compensatory. There is but one other natural and logical route from 
Norfolk to Charlottesville, which is over the Chesapeake & Ohio, That 
line and the Southern are the only ones that reach Charlottesville. The 
desirability of maintaining competitive service warrants the relief 
sought in this situation. 


In fourth-section application No. 21202, the division said, 
the rates maintained on the basis authorized were reasonably 
compensatory, and the degrees of circuity of routes for which 
relief was desired exceeded in some instances the limitations 
set forth in the order. No justification appeared, however, It 
said, for any exception to the circuity limitations imposed in 
connection with rates to points in southern territory. It con- 
cluded that only relief subject to the conditions prescribed, 
was justified. 


Fourth-Section Relief 


With respect to relief granted in the fourth-section cases, 
the division said: 
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Applicants in No. 21205 having circuitous lines or routes will be 
authorized to establish or maintain over their routes, for the trans- 
portation of imported or intercoastal fertilizer and fertilizer materials; 
as described in item 500 of Agent R. H. Hoke’s tariff I. C. C. No. 645, 
as amended, in carloads, minimum weight 60,000 pounds, from Vir- 
ginia and south Atlantic ports to points in Virginia on the lines of the 
Chesapeake & Ohio, Norfolk & Western, and Virginian (other than the 
Durham and Winston-Salem Divisions of the Norfolk & Western, and 
points on said lines in Virginia on and south of the line of the Norfolk 
& Western from Salem to Lynchburg, thence Chesapeake & Ohio, James 
River Line, through Richmond and Newport News to Fort Monroe, 
inclusive), also other points in Virginia on other rail lines north of 
Lynchburg, Richmond, and Norfolk, rates the same as those concur- 
rently in effect on like property over the direct lines or routes from 
and to the same points, constructed on the basis and in the manner set 
forth in application No. 21205, and to maintain higher rates to inter- 
mediate points, subject to a proviso that the rates to such higher-rated 
intermediate points shall not exceed rates constructed on the same 
basis as rates on like property to the next more-distant competitive 
point and shall in no case exceed the lowest combination of rates sub- 
ject to the act, and subject to a further proviso that the authority 
shall be subject to the same circuity limitations and methods of com- 
pliance therewith as prscribed in order No. 9540, which limitations, 
however, will not be made applicable to the route of the Southern 
from Norfulk to Charlottesville. ; 

The relief sought in application No. 21202 as to rates on imported 
or intercoastal fertilizer and fertilizer materials, in carloads, from 
Virginia, south Atlantic and Gulf ports to points in southern territory 
included in application No. 21202, and set forth or described in Agent 
R. H. Hoke’s import fertilizer tariff I. C. C. No. 962, will be granted 
by further modification of order No. 9540 and the other orders tem- 
porarily modified in like manner under which relief has heretofore 
been granted in connection with rates on like property, so as to pro- 
vide that the relief will apply to rates constructed in the manner set 
forth in the application, hereinbefore described, and computed on the 
basis of the same scales as those used in computing the rates on like 
property heretofore authorized by the said orders, to which may be 
added increases of the same amounts as those authorized in correspond- 
ing rates in general increased-rate proceedings, provided that rates 
from and to higher-rated intermediate points (1) shall not be increased 
except where increases may result from the use of the described basis 
or as hereafter may be authorized by this Commission, and (2) shall 
not exceed lowest combination of rates subject to the act. 


Forwarder Status of P. C. W. A. 


Finding the Pacific Coast Wholesalers’ Association, Los 
Angeles, Calif., to be exempt from provisions of part IV of the 
interstate commerce act, relating to regulation of freight for- 
warders, the Commission, division 4, by a report and order in 
Ex Parte No. 160, Pacific Coast Wholesalers’ Association—In- 
vestigation of Status, has discontinued that proceeding and has 
also found the activities of G. A. Olson and Sol Smith in con- 
nection with P. C. W. A. business not shown to violate part IV. 


“We find that respondent corporation is an association of 
shippers engaged in consolidating and distributing freight for 
its members, on a nonprofit basis, for the purpose of securing 
the benefits of carload, truckload, or other volume rates,” said 
the division. 

The proceeding had been instituted on the division’s own 
motion and on petition of the Freight Forwarders Institute to 
determine whether P. C. W. A.’s operations were in violation of 


part IV or any rule or regulation issued pursuant to that part 
of the act. 


Quoting P. C. W. A. as contending that its operations were 
not subject to the Commission’s jurisdiction under part IV, but 
were embraced in the exemptions provided in section 402 (c), 
the division said: 


_ it has been established in this proceeding that the traffic handled 
is for members of the association, that the association was founded 
and has been operated in good faith, for the purpose of effecting 
savings in freight charges for its members by securing the benefits 
of carload, truckload, or other volume rates, and that the association 
is operated on a non-profit basis. These are operations of the character 
contemplated by the exemption referred to, and may be continued with- 
out obtaining authority therefor from this Commission. 


The division noted that the Freight Forwarders Institute 
contended that the association was merely a “cloak” to cover 
the freight forwarding services of G. A. Olson, its general man- 
ager, and that through his bureau he was conducting a regular 
'reight-forwarding business (see Traffic World, Sept. 29, p. 
826). If that contention was sustained, continued the division, 
it would be necessary to find that these services were in viola- 
tion of part IV, for the reasons, among others, that neither the 
corporation nor Mr. Olson held a permit, issued by the Com- 
mission, authorizing either of them to engage in such service, 


and neither of them had filed a tariff covering the service. The 
division continued: 


The evidence clearly establishes that Olson exercises extensive 
control over the business of the association and occupies a dominating 
position over its shipping activities; that he has made all arrange- 
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ments for the assembling, consolidating, forwarding, and distributing 
services, prepares the billing and keeps the freight accounts, and is 
a principal stockholder in the Transport Terminal Co., which consoli- 
dates and forwards the shipments at Chicago; that he maintains offices 
at Los Angeles and elsewhere; and that he employs the personnel 
engaged in the operations. The directors and officials of the Associa- 
tion have but little knowledge of the actual operations, and have 
exercised but little, if any, supervision over physical handling of the 
freight, other than to meet and consider Olson’s reports and recom- 
mendations and authorize or ratify his undertakings. Their principal 
interest in the concern appears to be that of providing a means of 
transporting their goods and receiving the savings in transportation 
that result from such operations, and they evidence but little interest 
in Olson’s net compensation. 


P. C. W. A., however, assumed responsibility for the opera- 
tion of the business, which was carried on in the name of the 
corporation, said the division, adding that all contracts for as- 
sembling, loading, unloading and distributing freight, and for 
insurance, were in the name of the association and were ex- 
ecuted by either its president and secretary, or by Mr. Olson 
as general manager, and approved by the board of directors, 
and all funds were received and disbursed in its name and with 
its approval. 

Mr. Olson was employed by, and his employment was at 
the will of, the corporation, said the division. He was paid at 
the rate of 13 cents a 100 pounds for all freight handled for 
the members, out of which must be met all expenses directly 
connected with the assembling, consolidating, forwarding, and 
distribution of the freight, including the salaries of 10 persons 
in Los Angeles and two in Seattle, Wash., the rent for the Los 
Angeles offices, and other expenses, said the division. In addi- 
tion, it continued, Mr. Olson received 2.25 cents a 100 pounds to 
defray the cost of billing and mailing arrival notices. 

Based on 42,018,232 pounds of freight handled in 1944, 
compensation of 13 cents received by Mr. Olson produced a gross 
income of $56,623.70, said the division. It added that his ex- 
penses were not shown, but that since he was paid a fixed 
amount a 100 pounds, out of which he was personally responsi- 
ble for all expenses, a disclosure of the amount of these expenses 
was not deemed necessary to a determination of the status of 
the corporation. 


L. E. A. & W. CONSTRUCTION 


Application of the Lake Erie, Alliance & Wheeling Rail- 
road Co. for authority to build a branch line in Harrison and 
Jefferson counties, O., has been denied by the Commission, di- 
vision 4, by a report and order in Finance No. 14805, Lake Erie, 
Alliance & Wheeling Railroad Co. Proposed Construction. 

The proposed branch, said the division, was to extend from 
a point on the L. E. A. & W. approximately 0.5 mile north of 
Hopedale Junction easterly approximately 2.8 miles. 

Immediate purpose of the proposed construction, said the 
division, was to enable the New York Central railroad, parent 
company of the L. E. A. & W., to serve the Waco Collieries, Inc., 
a coal-mining company owning 100 acres and holding approx- 
imately 605 acres of coal lands under lease in the tributary ter- 
ritory. It said the two tracts were contiguous and were to be 
operated as one property. It added: 


While it is clear from the record that access to the coal lands in 
question, either through construction of the branch or through trackage 
rights over the competing line, would be advantageous to the applicant 
and its parent company, the New York Central affording large quan- 
tities of traffic and fuel coal, such access, however accomplished, would 
be an invasion of the territory tributary to the Pittsburgh & West 
Virginia railway, deprive that carrier of traffic which could be handled 
more conveniently and economically by it, and is not shown to be in 
the public interest. 


KNOPP FORWARDER OPERATIONS 


By a report, amended permit, and order in FF-56, Sub. No. 
1, A. T. Knopp Extension of Operations, embracing also FF-56, 
Same, Freight Forwarder Application, the Commission, division 
4, effective January 31, has granted A. T. Knopp, doing business 
as Superior Fast Freight, Los Angeles, Calif., authority as a 
freight forwarder of commodities generally (1) from points in 
Oregon and Washington and points in a specified Idaho ter- 
ritory, to points in six California counties, and (2) between the 
aforementioned points in Oregon, Washington, and Idaho, on 
the one hand, and, on the other points in a specified California 
territory. The division said a permit of May 6, 1943, issued in 
FF-56, to the extent it authorized operation as a freight for- 
warder, would be superseded and canceled. 





INTER STATE FORWARDER LEASE 


The Commission, division 4, by an order in FF-102, Inter 
State Express Lease, has authorized lease by System San 
Diego Express, of Los Angeles, Calif., of the freight forwarder 
rights of Paul R. Williams and George E. Croy, doing business 
as Inter State Express, of Los Angeles. The order makes it 
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lawful for System San Diego Express, doing business as Inter 
State Express, to perform the following general-commodity 


freight forwarder service of Inter State until November 21, 
1950: 


(1) From Los Angeles to all points in the United States, except 
California; (2) from New York, N. Y., to Chicago, Ill., and points in 
Arizona, California, Colorado, Idaho, Kansas, Minnesota, Missouri, 
Montana, Nebraska, Nevada, New Mexico, Oklahoma, Oregon, South 
Dakota, Texas, Utah, Washington, and Wyoming; and (3) from Chi- 
cago, Ill., to points in Arizona, California, Colorado, Idaho, Massachu- 
setts, Montana, Nevada, New Mexico, Oregon, New Jersey, New York, 
Pennsylvania, Utah, Texas, Washington, and Wyoming. 


The order said System San Diego Express held a permit 
authorizing it to forward commodities generally from Los 
Angeles to San Diego. 


SEABOARD TRUCK OPERATIONS 


By an order in MC 86687, Seaboard Air Line Railway Co., 
and 13 sub-numbered applications, the Commission has assigned 
those applications for further hearing at the Sir Walter Hotel, 
Raleigh, N. C., January 22, before Examiner B. E. Stillwell. 
In a proceeding involving those applications, he Supreme Court 
of the United States reversed the district court for the eastern 
Virginia district on the ground that the joint board and the 
Commission had excluded evidence as to the economic effect on 
existing motor carriers of the proposed railway operation of 
motor trucks (see Traffic World, June 23, p. 1662). 

By another order involving eight further sub-numbered 
Seaboard applications, the Commission has assigned the appli- 
cations for hearing at the same time. The controversy in con- 
nection with these applications revolved around the aforemen- 
ioned decision of the Supreme Court. The railroad asked further 
hearing “for the reception of further evidence.” American 
Trucking Associations, Inc., and other protestants took the po- 
sition that Seaboard was in error in advising the Commission 
that operations had been performed under the rights for a con- 
siderable period of time (see Traffic World, July 7, p. 28). They 
also asked for further hearing. 


INTRASTATE FARES 

The Commission has issued an order in No. 28846, increases 
in Texas Rates, Fares and Charges, modifying the order in that 
proceeding by suspending the increases permitted in Texas in- 
tratstate traffic to a date 6 months after the legal termination 
of the war, whereupon the orders originally granting the in- 
creases, and suspending them, will automatically expire. 

The action was taken, on motion of the defendants, after 
the issuance of a similar order in Ex Parte 148. 


TEXAS 


G. M. & O. PURCHASE OF ALTON 


The Commission, division 4, has issued a corrected report 
in Finance No. 14931, Gulf, Mobile & Ohio Railroad Co. Pur- 
chase, Securities, etc., embracing Finance No. 14932, Same, Se- 
curities, etc., in which the G. M. & O. was authorized to pur- 
chase the properties of the Alton and to issue the necessary 
securities and assume the necessary obligations (see Traffic 
World, Sept. 20, p. 814). 

The corrected report contains only minor changes, and the 
original order stands unchanged, 





UNION TANK TERMINAL CHARGES 


Secretary Bartel of the Commission announced that Union 
Tank Car Co., Ex Parte No. 104, Practices of Carriers Affect- 
ing Operating Revenues and Expenses, Part II, Terminal Serv- 
ices, was assigned for oral argument on January 10, at 10 a. m., 
at the Commission’s offices, before division 3. 


WESTERN PACIFIC REORGANIZATION 


The Commission, division 1, has vacated an order institut- 
ing an investigation and has discontinued the proceeding in No. 
29374, Accounting of the Western Pacific Railroad Co. in Re- 
spect of Opening Journal Entries in Connection with its Reor- 
ganization under Section 77 of the Bankruptcy Act, as Amended. 

The Western Pacific, said the division, submitted corrected 
journal entries in this preceeding that conformed to the Com- 
mission’s uniform system of accounts for steam railroads. It 
said the inquiry related to the railroad’s accounting performed 
pursuant to provisions of section 20, of the interstate commerce 
act, and the uniform system of accounts prescribed thereunder, 
in respect of the opening journal entries in connection with the 
Western Pacific’s reorganization. 


MOTOR CARRIER ACCOUNTS 
In response to a petition filed by American Trucking Asso- 
ciations, asking that the Commission modify its orders pre- 
scribing a uniform system of accounts for Class I motor carriers 
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of property, Secretary Bartel has issued a notice asking inter- 
ested parties to give the Commission the benefit of their views 
in writing on or before December 19. 

The association had asked for certain “refinements” in ‘the 
system of accounting as now prescribed, which would require 
common carriers of general freight having annual revenues of 
$400,000 or more for 1945 to keep more detailed accounts and 
statistics. 

The association asked the January 1 effective date because, 
it said, it was anticipated hearings would be held in the general 
motor class rate investigations in 1946 and the basic data, 
if available, would be of importance to the Commission and all 
interested parties. 

The secretary’s notice asked those submitting their views 
to send an original and 14 copies and to serve one copy on the 
association. It said a copy of the petition might be obtained 
by addressing the American Trucking Associations, Inc., 1424 
Sixteenth St., N. W., Washington 6, D. C. 





ANDERSON-PRICHARD PIPE LINE DEPRECIATION 


By sub-order P-82, the Commission, Commissioner Mahaffie, 
has prescribed percentage rates for use in computing deprecia- 
tion charges on the gathering lines of Anderson-Prichard Pipe 
Line Corporation, effective with accounts for January, 1946. 





WATER CARRIER RATE DEPRECIATION 


The Commission has prescribed depreciation rates appli- 
cable to the transportation property of carriers by water, in 
accordance with provisions of the “Uniform System of Accounts 
for Carriers by Water,” in WD 76, 77, 78, and 79, respectively, 
for Automotive Trades Steamship Co., Coyle Lines, Foss Launch 
& Tug Co., and Patton-Tully Transportation Co. 





Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC-431, Sub. No. 2, W. R. Lorentson, South Bend, Wash. 
Certificates granted. Household goods, over irregular routes, 
(1) between points in Pacific county, Wash., on the one hand, 
and, on the other, points in four Oregon counties, and (2) from 
points in Pacific county, Wash., to points in Washington county, 
Ore., and to points in Multnomah and Clackamas counties, Ore., 
within 30 miles of Portland, Ore. 

*MC 105469, Ben McCullough, Gowrie, la. Certificate 
granted. Commissioner Lee concurring. Live stock from Gowrie 
and points within 25 miles thereof, to Omaha, Neb., and live 
stock, feed, seed, and building materials from Omaha to Gowrie 
and points within 25 miles thereof, over irregular routes. 


COMMISSION ORDERS 


Ex Parte 104 Part 2, Practices of carriers affecting operating reve- 
nues or expenses, terminal services, American Smelting & Refining Co. 
Order of October 1, modified to become effective on or before February 
11, 1946, instead of January 10, 1946. 

Ex Parte 104 Part 2, Practices of carriers affecting operating reve- 
nues or expenses, terminal services, United States Smelting, Refining 
and Mining Co. Order of October 1, modified to become effective on 
or before February 11, 1946, instead of January 10, 1946. 

1. & S. M-2559, Airplane parts (2). Suspension order of July 24, 
vacated in so far as it suspends operation of Items 6 on pages 7 of 
Supplements 27 to MF ICC 14, ICC 14 and FF ICC 14 of C. F. Jack- 
son, Agent. 

MC-C 246, Transportation activities of Brady Transfer and Storage 
Co. Requests of Creston Transfer Co., Department of Agriculture, and 
All States Freight, Inc., for oral argument, denied. 

MC-FC 20933, David Slomiansky, purchase, Gold Line Express, Inc. 
Petition of applicant, David Slomiansky, that hearing in proceeding 
be closed, denied. 

MC 52928, O. K. Transfer & Storage Co., Inc., contract carrier 
application. Reopened for reconsideration on present record. 

MC 92976, Sub. 1, Raphael Villanova, extension, novelties, paper, 
and paint. Order of September 19, by which recommended order of 
examiner becomes: effective as of September 19, vacated. 
for further hearing. 

MC-F 2587 (supplemental), E. W. Stimble, Jr., purchase, Adams 
Transfer & Storage Co. Purchase by E. W. Stimble, Jr., dba The 
Service Line, of certain physical property and operating rights of 
Adams Transfer & Storage Co. granted by order of November 5, in 
MC 61965, approved and authorized. 

Finance 14638, Chicago, Burlington & Quincy R. R., abandonment. 
Effective date of certificate of division 4, of June 19, modified so as 
to become effective December 20. 

No. 28813 and Subs. 1 and 2, Summer & Co. vs. Erie et al., 
No. 29103, Summer & Co. vs. N.Y. C. et al., No. 29104, Shirrell Kasle 
et al., dba South Bend Steel Co. vs. N. Y. C. et al., No. 29104, Sub. 1, 
Empire Sheet & Tin Plate Co. vs. N. Y. C. et al., and No. 29227, 
Empire Steel Corp. vs. P. R. R. et al. Orders entered in 28813 and 


Subs. 1 and 2 thereto on February 24, in 29103, 29104 and Sub. 1 ff 


thereto on May 8, and in 29227 on October 16, further modified to 


Reopened 
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become effective January 10, 1946, on not less than 10 days’ notice, 
instead of December 9. 

MC-F 2998, All American Bus Lines, Inc., control, Eastern Trails, 
Inc. The 30-day period specified as time within which compliance 
may be made with conditions of order of October 30, granting tem- 
porary authcrity under section 210a(b), extended to expire Decem- 
ber 15. 

No. 13535 et al., Consolidated. southwestern cases. Petition filed by 
Ww. F. Knobeloch on behalf of Southwestern Lines defendants, for 
modification of findings to permit establishment of a rate of 75 cents 
per 100 pounds on canned citrus fruit and citrus fruit juices, in straight 
or mixed carloads, from stations in Texas shown in certain tariff items 
to Colby, Goodland, Leonora, Osborne, Prairie View, and Stockton, 
Kan., denied. 

No. 13535 et al., Consolidated southwestern cases. Order of April 
5, 1927, as since amended, further amended by eliminating rubber, 
artificial synthetic or neoprene, and aluminum silicate brick, zircon 
brick, and silicate carbide brick, from requirements thereof, and from 
said proceedings. Order of April 5, 1927, as since amended, further 
amended to permit publication, without at same time publishing reduc- 
tion in rates to and from other points, of rates on carload traffic to and 
from Haywood and Savanna, Okla., which do not exceed lower or cor- 
responding rates concurrently applicable to and from such stations. 

Finance 14149, Missouri Pacific Railroad in Nebraska, trustee aban- 
donment. Period for which jurisdiction was reversed in certificate of 
December 13, 1943, for consideration of question of whether conditions 
should be imposed for protection of applicant’s employes who may have 
been adversely affected by abandonment permitted, extended for an 
additional period of 2 years. : 

No. 29251, Elkhorn Sand Co., Inc., vs. C. & O. et al. Reopened for 
further hearing on December 27, at 9:30 o’clock a. m., at Washington, 
D. C., before Examiner Brown. 


MOTOR FINANCE CASES 


MC F-3021, W. E. Benton—Control—Contract Trucking Co., Inc. 
Application for authority under section 210a(b) of W. E. Benton, 
doing business as Benton Van & Storage, of Albuquerque, N. M., for 
temporary operation of motor-carrier rights and properties of Contract 
Trucking Co., Ine., of Hobbs, N. M., denied with respect to lease of 
that portion of lessor’s operating rights covering transportation of new 
automobiles, but granted with respect to lease of the operating rights 
of lessor in No. MC-41309 (except rights to transport new automo- 
biles) and No. MC-41309 (Sub. No. 2), with conditions. 

MC F-3029, Wilson Storage and Transfer Co.—Lease—Earl F. Buck- 
ingham et al.; and MC F-3030, Earl F. Buckingham et al.—Lease— 
Wilson Storage and Transfer Co. Applications for authority under 
section 210a(b) of Wilson Storage and Transfer Co., of Sioux Falls, 
S. D., and Earl F., Glen O., Harold D., and Oliver L. Buckingham, 
doing business as Buckingham Transportation Company, of Rapid City, 
S. D., for temporary operation by each of a portion of the motor- 
carrier rights of the other, granted with conditions. 

MC F-2842, Gordon F. and Alice E. Raymond—Control; Raymond 
Bros. Motor Transportation, Inec.—Purchase—Shafer Transport, Inc., 
embracing No. MC F-2755, A. C. Elsholtz et al.—Control; Midnite 
Express, Inc.—Control and Merger—Shafer Transport, Ine. (1) Pur- 
chase by Raymond Bros. Motor Transportation, Inc., of St. Cloud, 
Minn., of certain operating rights of Shafer Transport, Inc., of Fargo, 
N. D., and acquisition of control of said operating rights by Gordon F. 
and Alice E. Raymond, both of St. Cloud, through the proposed pur- 
chase, approved and authorized, subject to condition. (2) Application 
of Midnite Express, Inc., of Fargo, N. D., for authority to acquire 
control of Shafer Transport, Inc., and to merge the operating rights 
and property of the latter into the former, and of A. C., William C., 
and Willis E. Elsholtz, all of Fargo, for authority to acquire control 
of said rights and property through the proposed merger, dismissed. 

MC F-2436, The Greyhound Corporation—Control—Florida Motor 
Lines Corporation, embracing No. MC F-2437, The Greyhound Corpora- 
tion—Issuance of Securities. (1) Acquisition by The Greyhound Cor- 
poration, of Chicago, Ill., of control of Florida Motor Lines Corpora- 
tion, of Jacksonville, Fla., through ownership of capital stock, approved 
and authorized, subject to condition. (2) Authority granted The Grey- 
hound Corporation to issue not exceeding 239,127 shares of common 
stock without par.value in exchange for capital stock of Florida Motor 
Lines Corporation. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 15073, Illinois Terminal Railroad Co. 
Bonds, granting authority to issue upon the surrender for cancellation 
of $13,500,000 of outstanding first and refunding mortgage bonds, 4 
per cent series due 1967, an equal principal amount of 25-year first 
mortgage 4 per cent bonds, series A, in exchange therefor. Approved. 

Report and order in F. D. No. 15074, Purchaser Railway Corpora- 
tion Purchase, and F. D. No. 15075, Purchaser Railway Corporation 
Stock, ete. (1) Authorizing purchase by the Purchaser Railway Cor- 
poration of the railroad properties of the Illinois Terminal Railroad 
Co.; (2) Dismissing that portion of the application in F. D. No. 15074 
whereby the Illinois Terminal Railroad Co. seeks authority to sell the 
aforesaid railroad properties; (3) Granting authority to the Purchaser 
Railway Corporation (a) to issue not exceeding $2,500,000 of common 
capital stock, consisting of 500,000 shares of the par value of $5 each, 
to be sold at not less than $8.75 a share and the proceeds used to pur- 
chase the railroad properties of the Illinois Terminal Railroad Co. and 
for working capital, and (b) to assume obligation and liability in 
respect of not exceeding $13,500,000 of 25-year first mortgage 4 per 
cent bonds, series A, and $957,000 of 2 per cent serial equipment-trust 
ertificates, consisting of $336,000 of series A and $621,000 of series B, 

f the Illinois Terminal Railroad Co. Approved. 

_. Report and order in F. D. No. 15095, Delaware, Lackawanna & 
estern Railroad Company et al. Merger, authorizing merger of the 
properties of the Syracuse, Binghamton & New York Railroad Com- 
vany, the Sussex Railroad Company, the Erie & Central New York 
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Railroad Company, the Passaic & Delaware Railroad Company, the 
Chester Railroad Company, the Newark & Bloomfield Railroad Com- 
pany, and the New York, Lackawanna & Western Railway Company 
(of Pennsylvania) into the Delaware, Lackawanna & Western Railroad 
Company for ownership and continued management and operation. 
Approved. 


Railroad Abandonments 
Burlington 


On consideration of the petition of five railway labor or- 
ganizations for reopening and reconsideration, the Commission, 
division 4, in Finance No. 14146, Chicago, Burlington & Quincy 
Railroad Co. Abandonment, has extended for an additional two 
years the period for which jurisdiction was reserved in a cer- 
tificate issued in this proceeding (see Traffic World, Dec. 25, 
1943, p. 1578), for consideration of the question of employe 
protection. 

The certificate authorized abandonment (1) of a line ex- 
tending from Tecumseh Junction to Rockford, approximately 
24.07 miles; (2) of a connecting track at Beatrice, approximately 
264 feet; and (3) of operation under trackage rights over the 
line of the Rock Island between Rockford and Beatrice, ap- 
proximately 8.41 miles, all in Johnson and Gage counties, Neb. 

Petitioning organizations were the Brotherhood of Main- 
tenance of Way Employes, Brotherhood of Locomotive and En- 
ginemen, Order of Railroad Telegraphers, Order of Railway 
Conductors of America, and Railway Labor Executives’ Asso- 
ciation. 


Lackawanna 


The Commission, division 4, has discontinued its proceed- 
ing in Finance No. 13957, Delaware, Lackawanna & Western 
Railroad Co. Abandonment, finding that imposition of condi- 
tions for protection of employes as a result of the Lackawanna’s 
abandonment of a branch line in Susquehanna county, Pa., was 
not required. The division said that by the original report and 
certificate in this proceeding (February 23, 1943, 254 I. C. C. 
813), the Lackawanna was permitted to abandon a branch line 
extending fro ma connection with the main line at Alford Junc- 
tion to Montrose, Pa., about 9.93 miles, on the understanding 
that the Commission would reserve jurisdiction for two years 
to consider employe protection questions. 

Sufficient time had elapsed since the abandonment to show 
definitely its effect on the employes involved, said the division, 
adding that two hearings were held and the petitioner, The Or- 
der of Railroad Telegraphers, had ample opportunity to estab- 
lish the injury, if any, that resulted from tre abandonment 
authorized. 


Montrose was the only agency station on the branch, and 
F. W. Trump, agent-operator at that point, was the only em- 
ploye directly affected by the abandonment, said the division. 
It concluded that Mr. Trump’s voluntary election to accept a 
position close to his home even though his seniority entitled him 
to any one of several positions producing compensation equal 
to or exceeding that which he received at Montrose, precluded 
any valid claim on his behalf. 


M. P. in Nebraska 


The Commission, division 4, has denied the Missouri 
Pacific’s application for abandonment of approximately 70 miles 
of railroad line in five Nebraska counties by a report and order 
in Finance No. 14232, Missouri Pacific Railroad Corporation 
in Nebraska Trustee Abandonment. 

The line proposed to be abandoned, said the division, ex- 
tended from Talmadge Junction, a point about two miles 
north of Auburn, northwesterly to Crete, in Nemaha, Otoe, 
Johnson, Lancaster, and Saline counties, Neb. 

By a report, certificate and order, 257 I. C. C. 802, the 
division previously had denied permission to abandon a portion 
of the branch extending from Talmadge Junction to Talmadge, 
approximately 11.9 miles, in Otoe and Nemaha counties, and 
permitted abandonment, effective one year from the date of the 
certificate, of the portion of the branch: extending from Tal- 
madge to Crete, approximately 58.1 miles, in Otoe, Johnson, 
Lancaster, and Saline counties. 

Following petitions for rehearing and reconsideration filed 
by various protestants, said the division, it set aside the certifi- 
cate and order, reopening the proceeding and assigning it for 
further hearing for the purpose, among other things, of obtain- 
ing complete operating results for the years 1943 and 1944, 
and of determining probable results of operating the line from 
Talmodge to Crete based on the assumption that operation 
between Auburn and Talmadge would have to be continued in 
any event. The division continued: 


The protestants construed the part of our order last mentioned as 
a definite commitment on our part that operation of the portion of 
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the line from Auburn to Talmadge must be continued. It is not 
believed that the order is properly susceptible of that construction, 
particularly in as much as we therein specifically vacated and set 
aside the original order which denied that portion of the application. 
Our order also required the applicant to permit the protestants to 
examine the division sheets of the former used in connection with 
the branch traffic. The protestants later advised us that the division 
sheets in question had been inspected in accordance with the terms 
of the order. A further hearing has been held. 


In the instant proceeding the division found that the line 
served a substantial public need in connection with movement 
of agricultural products and other commodities and in connec- 
tion with servicing elevators and other business enterprises; 
that the Missouri Pacific’s showing was inadequate to support 
a finding that abandonment should be authorized, and in some 
respects was incomplete; that the line had not been operated 
at an out-of-pocket loss for the last two years; and that on the 
record the division would not be warranted in assuming that 
traffic would decrease materially in the immediate future. 

The division also found that the Missouri Pacific had not 
availed itself of all possible means of reducing operating ex- 
penses to conform with a decreased demand for service and 
that while some extraordinary maintenance expense apparently 
must be incurred, the railroad’s program was based on economy 
and efficiency in operation over a long period that was a matter 
for “sound managerial discretion predicated on judgment as to 
the time that a volume of traffic comparable to that existing 


at the present time may be expected to continue over the line.” 
The division continued: 


In as much as our conclusions relate to the entire line it is 
unnecessary to consider the segments from Auburn to Talmadge, 
and from Talmadge to Crete, separately. 

We are not to be understood as saying that the applicant must 
continue operation of its line regardless of operating results. If after 
having made all possible efforts to reduce operating expenses and render 
the most efficient service possible consonant therewith it finds that 
the traffic offered is insufficient to permit operation to be performed 
without substantial loss the application may be renewed. 


Commissioner Porter did not participate in disposition of 
the proceeding. 


The division said that in accordance with its order the 
railroad submitted data with respect to operation of the seg- 
ment of the branch extending from Talmadge to Crete showing 


among other things, that on the segment 1,574 carloads were 
handled in 1943, and 1,329 in 1944. 


Results of operation as shown by the railroad for 1943 and 
1944, in order, said the division, were: System revenues— 
$138,554, $140,029; railway operating expenses—$88,329, $86,- 
067; taxes—$2,371, $3,048; cost of handling traffic beyond the 
line on a 50 per-cent basis—$55,218, $56,839;. and loss $7,724, 
$5,925. It said that based on a 50 per-cent ratio for handling 
traffic beyond the line, profits of $3,320 and $4,432 for the re- 
spective years were indicated. 

The division said that the protestants’ primary objections 
to the railroad’s revenue computations arose either in connec- 
tion with movement of grain or other materials inbound to 
Crete and the outbound products therefrom, usually under 
transit arrangements, or in connection with grain originating in 
local elevators on the branch and shipped to Kansas City and 
then forwarded to points beyond over the Missouri Pacific. 
Continuing, the division said: 


Under all the circumstances the following conclusions with respect 
to transit traffic are believed warranted: (1) That the revenues as- 
signed by the applicant to the branch in connection with traffic moving 
into and out of Crete under through rates should be accepted as 
fairly indicating the value of the branch to the system, for the move- 
ment of that traffic, (2) that on traffic having its final destination on 
the branch, that is, not forwarded to points beyond on transit balances, 
the entire system revenues should be shown from the first origin 
even though transit may have been accorded enroute, and (3) that 
the branch should be credited with additional system revenues for 
the movement of grain beyond Kansas City which originated on the 
branch if and where it can be determined under the ordinary method 
of identifying transit shipments that an additional movement over the 
Missouri Pacific is in fact secured. At the oral argument both the 
applicant and the protestants acquiesced in similar findings by the 
examiner. 

The net effect of conclusion (1) above is to find that the pro- 
testants were not prejudiced by the failure of the applicant to include 
as system revenue attributable to the branch the revenue received 
by it on grain originating at Kansas origins and initially stopped at 
Kansas City or St. Joseph but under conclusions (2) and (3) the appli- 
eant should have included additional revenues accruing to the Mis- 
souri Pacific or its subsidiaries up to the transit point where such 
traffic later terminated on the branch, and which accrued beyond 
Kansas City in connection with grain originating on the branch. In any 
event the protestants’ computations of additional revenues previously 
shown would be reduced probably from $8,000 to $10,000 annually for 
each of the years 1943 and 1944 by reason of the effect of conclu- 


sion (1). 
M. T. & W. 


The Marinette, Tomahawk & Western Railroad Co., in 
Finance No. 15137, has asked the Commission for authority to 


TRAFFIC WORLD 





abandon a portion of its main line of single track railroad, 
about 9.4 miles, extending from Kings to Harrison, Lincoln 
county, Wis. The applicant said the segment was no longer 
economically useful or otherwise required in connection with 
the operation of its lines and that present and prospective traf- 
fic was such that continued operation could not reasonably be 
expected to be profitable. 


FINANCE APPLICATIONS 


Finance No. 15136, Erie Railroad Co. asks authority to purchase 
all of the properties of the Paterson & Ramapo Railroad Co., including 
all of the capital stock of Union Rail Road Co., and the Erie and 
Union ask approval of a merger of Union with the Erie. Ramapo is 
controlled by the Erie, and Union is controlled by Ramapo, according 
to the application, which also says the Ramapo and Union have no 
employes, all work for those corporations being done by the Erie. The 
Ramapo will be dissolved as a corporation. The proposed transactions 
will result in a simplification of the corporate and financial structure 
of the Erie System, the application says. 

MC F-3053, Service Coach Line, Inc., of Dublin, Ga., asks authority 
to lease certain operating rights of Queen City Coach Co., of Charlotte, 
x. c. 

MC F-3054, Emery Transportation Co., of Cincinnati, O., asks author- 
ity to purchase certain operating rights of Columbian Storage & Trans- 
fer Co., of Grand Rapids, Mich. 

MC F-3055, Ray Stone Transfer Corporation, of Martinsville, Va., 
asks authority to purchase certain operating rights of Bassett Furni- 
ture Trucking Co., Inc., of Bassett, Va. 

Finance No. 15133, Knappton Towboat Co., of Portland, Ore., asks 
authority to purchase the operating rights, equipment and property of 
the Willamette River Towing Co., also of Portland. 

Finance No. 15134, Chambers-Liberty Counties Navigation District, 
of Houston, Tex., asks authority to construct a belt line of railroad, to 
extend from a point within Liberty, Tex., to Moss Bluff, Tex., in 
Liberty county, 12 miles long, to serve proposed sulphur mine with 
an estimated production of 250,000 tons a year, at Moss Bluff. 


PETITIONS FOR REHEARING, ETC. 


No. 13535 et al., Consolidated Southwestern Cases. Southwestern 
Lines, defendants, ask for modification of findings and orders in Con- 
solidated Southwestern cases, 123 I. C. C. 203, ete., by eliminating 
brick, pouring (mold hot tops) and hot top compounds and rings. 

No. 28873, Andrews Hardware & Metal Co. vs. Calmar Steamship 
Corp. et al. Complainant asks Commission for an order for payment 
of overcharges in accordance with Commissioner Splawn’s finding of 
February 26, 1944. 

No. 29176, Colgate-Palmolive-Peet Co. vs. A. G. S. et al. Defendants 
ask for argument before, and reconsideration by entire Commission 
of decision of division 2, of October 8. 


MC-F 2922, Scott Bros., Inc., merger, Peninsula Auto Express Co. 
Applicants ask that application be dismissed for lack of jurisdiction. 

No. 28958, Products-From-Sweden, Inc. vs. Lehigh Valley et al., and 
No. 28959, Same vs. Same. Defendants ask for reconsideration of de- 
cision of division 2. 


Finance 14996, Central Railroad of New Jersey trustees abandon- 
ment. Applicants ask for an order rescinding order of Commission of 
November 29, revoking certificate of November 9, and reinstating and 

restoring to effect said certificate. 


No. 21332, Advance Bag & Paper Co., Inc., et al. vs. B. & O. et al. 
Southwestern Lines, defendants, ask Commission to vacate outstanding 
order insofar as it concerns rates to Joplin and Springfield, Mo., or in 
alternative, to suspend said order for a period of not less than seven 
months after February 25, 1946. 


No. 29114, Van Waters & Rogers, Inc. of California vs. B. & O. et al. 
Defendants ask for reconsideration of decision of September 18. 


MC-F 2788, L. R. Strickland, control; Strickland Transportation Co., 
Ine., lease, Dallas & Fort Worth Motor Freight Lines, Inc., and J. P. 
Tarry. Rail protestants ask for reconsideration on present record by 
entire Commission. 


Finance 15000 and 15001, Chateaugay and Lake Placid R. R. and 
Delaware and Hudson R. R., abandonment. Protestant, Village of 
Saranac Lake, New York, asks for continuation or reopening of hear- 
ing held November 13 and 14, in applications. 








WATER AUTHORITY REVISION 


The Puget Sound Navigation Co., of Seattle, has asked the 
Commission to revise its certificate, by an application in W-361, 
Sub. 2, in order to permit it to continue serving government 
installations after December 31. The revision asked is to enable 
it to perform freight-car ferry service by non-self-propelled 
vessels with the use of separate towing vessels between Ta- 
coma, Bremerton (including Puget Sound Navy Yard), Ostrich 
Bay and Keyport, Wash., as a common carrier in the transporta- 
tion of general commodities. 


At present, said the applicant, it had, among other author- 
ity, temporary car barge service authority between Tacoma, on 


the one hand, and Naval Ammunition Depot, Ostrich Bay and 


Keyport, on the other, limited to the transportation of am- 
munition and explosives. As it was likely that section 311(a) 
of the interstate commerce act would not be further amended 
to extend such temporary authority beyond December 31, said 
the applicant, it would be necessary to revise the certificate in 
order properly to serve the navy. 
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December 8, 1945 


C. & N. W. Motor Extension 


Joint Board No. 162 had recommended that the Commis- 
sion grant, in part, an application in MC 42614, Sub. 13, Chi- 
cago & North Western Railway Co. Extension—lIllinois, Mich- 
igan, and Wisconsin, and deny the application in part, including 
the elimination of so-called condition 3 on six routes served by 
the railroad with motor trucks. 

The authority recommended covers nine routes between 
various Illinois points, over which, the board said, the railroad 
would be offering the same type of service it had been render- 
ing for many years. Most of the routes recommended, it said, 
would form connecting links between applicant’s presently au- 
thorized routes. The authority should be broad enough, said 
the board, to permit applicant to combine these routes with its 
presently authorized routes in forming other routes. 

As to the amendment of condition 3 to provide that it 
would not apply on traffic moving betweén stations in Wiscon- 
sin, on the one hand, and, on the other, in Michigan, the board 
observed that no additional facts had been cited that might 
warrant elimination of that condtiion. Its elimination over cer- 
tain routes, it said, would enable applicant to render a motor 
service in no way related to its rail service, adding that the 
condition had been imposed in the “grandfather” proceeding to 
prevent that situation from arising. It said no effort had been 
made to show existing motor carrier service inadequate. 

In connection with operations wholly within Illinois, the 
board said, the applicant sought authority to use additional 
highways or to operate over irregular routes, the latter for the 
purpose of making greater use of vehicles by moving them 
from stations on one route to stations on another to complete 
loading. However, it said, most of the road’s stations could be 
served efficiently and economically over regular routes and that 
the applicant had no real need for irregular-route authority. 
In connection with its recommendation of authority, the board 
said use of some additional highways would improve the serv- 
ice and would not adversely affect other carriers. 


Wilbur J. Smith Water Rights 


By a proposed report in W-413, Sub. 1, Wilbur J. Smith 
Extension Common Carrier Application, Examiners J. Edgar 
Snider and M. J. Walsh have recommended that the applicant 
be granted authority to extend his operation as a common Car- 
rier (a) by non-self-propelled vessels with the use of separate 
towing vessels, in the transportation of commodities generally, 
and (b) in the performance of general towage between points 
in Oregon and Washington on the Columbia River and its 
tributaries from Bonneville, Ore., to the Pacific Ocean, except 
that operation on the Willamette River is to extend only to 
Oregon City, Ore., and points on the Pacific coast in Oregon 
and California extending from the mouth of the Columbia River 
to and including Crescent City, Calif. 

The examiners said the evidence was convincing that points 
on the Pacific Coast in Oregon and California, extending from 
the mouth of the Columbia River to and including Crescent 
City, had not been accorded sufficient water transportation and 
that their development required such service. 





Northland Greyhound Denial 


Joint Board No. 96, in a proposed report in MC 1509, Sub. 
54, Northland Greyhound Lines, Inc., Extension—Milwaukee— 
Wisconsin Dells, Wis., has recommended that the Commission 
deny the application for authority to transport passengers and 
their baggage, and newspapers, express and mail, over regular 
routes, between Wisconsin Dells, Wis., and Milwaukee, Wis., 
over a specified route, serving 14 intermediate points. 
_ The board said the extension would be a connecting link 
in a new through route between the Twin Cities and Chicago, 
tentatively providing two round trips daily. It said the Chi- 
cago, Milwaukee, St. Paul & Pacific was the only protestant to 
offer evidence, and that its general passenger agent had esti- 
mated the company would lose $100,000 if the application was 
granted. He said the issue was not one between the applicant 
and the protestants, but that the loss to the Milwaukee would 








cause a curtailment of “admittedly excellent Milwaukee Road 
service to some of these intermediate points with a resulting 
impairment of service to the public -and a consequent adverse 
effect on the public interest.” 

The board said the national transportation policy did not 
mean that authority should be granted to a competing mode 
of transportation when such authority might result in an im- 
pairment of already existing efficient rail service. It would be 
better, it said “to preserve service ... than to force a curtail- 
ment by spreading the revenue thinly with a consequent un- 
favorable economic effect on the railroad revenues from this 
source.” Later it said that, although passengers using the 
Milwaukee, the North Shore Line and the Chicago & North 
Western for points beyond Milwaukee had to change at Mil- 
waukee, the through service, while desirable, did not seem 
essential, nor, of itself establish public convenience and 
necessity. 


ST. LOUIS MOTOR PURCHASE 


Examiner Cox, in a proposed report in MC F-2809, W. 
Leo Murphy, et al.—Control; Gateway City Transfer Co., Inc. 
—Purchase—Highway Merchandise Carriers, Inc., has recom- 
mended that the Commission deny the application of the Gate- 
way City firm, of LaCrosse, Wis., for authority to purchase 
for $6,000 certain operating rights of Highway Merchandise, 
a St. Louis, Mo., carrier, and of W. Leo, Eugene W., and John 
— Murphy to acquire control of the rights through the pur- 
chase. 

Rights involved in the proposed purchase, said the examiner, 
included general commodity common carrier transportation be- 
tween Chicago, Ill., and St. Louis, via Kankakee, Onarga, Ed- 
wardsville, and Collinsville, Ill., serving the off-route point of 
Chicago Heights, Ill., for pick-up of glassware. The examiner 
said the proposed sale and retention of rights involved a “split” 
of operating authority, resulting in two operations growing from 
the rights of a single carrier, such as had been frequently dis- 
approved by the Commission. 


Proposed Reports 


Rule 34 Change 


I. and_S. No. 5347, Rule 34—Substitute Provisions. By 
Examiner O. G. Barber. Recommended that Commission order 
suspended schedules canceled and proceeding discontinued and 
find not just and reasonable proposed change in section 2 of 
rule 34 of the Consolidated Freight Classification. Section 2 
(a) of rule 34, known as the carriers’ convenience rule, said the 
examiner, governed the application of minimum weights where 
closed cars furnished and used were of greater length than the 
cars ordered. At present, he said, section 2 (a) read as follows: 
“If carrier is unable to furnish closed car of length ordered and 
furnishes longer car, minimum weight shall be that fixed for 
car ordered except that when loading capacity of car is used, 
minimum weight shall be that fixed for car furnished.” The 
suspended schedules in the instant proceeding, he said, would 
revise the provision to read as follows: “If carrier is unable 
‘to furnish closed car of length ordered and furnishes longer 
car, minimum weight shall be that for car ordered, provided 
shipment could have been loaded in closed car of length or- 
dered.” The basic purpose of the section 2 provisions, said the 
examiner, was to enable the carrier to substitute other equip- 
ment when it was unable to promptly or conveniently furnish 
a car of the size ordered. But such substitution, he continued, 
might be done only under conditions that were designed to place 
the shipper in the same position as he would have been in had 
his order been filled. He said the proposed rule did not ade- 
quately accomplish this result. Use of the rule, continued the 
examiner, would open the way for preference and discrimination 
among shippers and tend toward extensive litigation. The rule 
was impractical of application, said the examiner, adding that 
it was not stated with that degree of “certainty and particu- 
larity” required by section 6 of the interstate commerce ace. 


Bomb Body Parts 


No. 29173, the Murray Co. et al. vs. Grand Trunk Western, 
et al., by Examiners R. M. Brown and R. L. Feuerstein. Follow- 
ing the decision of division 2 in Anderson Brass Works, Inc., vs. 
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Grand Trunk W. R. Co., 263 I. C. C. 134, the examiners rec- 
ommend that the Commission find the assailed rate of- $1.08 
on bomb body parts, in carloads, from Detroit, Mich., to Dal- 
las, Tex., shipped between October 11, 1943, and May 9, 1945, 
had been, was, and for the future would be unjust and unrea- 
sonable to the extent it had exceeded, or might exceed a rate 
of 94 cents, minimum 70,000 pounds, and that reparation be 
awarded. Transportation of the parts was attended with no 
difficulty, said the examiners, adding that they had been moving 
in considerable quantity. 


Roofing Slabs 


No. 29332, Geo. Rackle & Sons Co. vs. Baltimore & Ohio, 
et al. Examiners E. L. Glenn. Recommends finding unreason- 
able applicable joint class 12 rates charged on shipments of rein- 
forced cement or concrete building or roofing slabs, in carloads, 
from Cleveland, O., and Detroit, Mich., to Gadsden, Ala., since 
February 22, 1944, to the extent the rates exceeded or might 
exceed $5.28 from Cleveland and $5.39 from Detroit, minimum 
60,000 pounds. Also recommends award of reparation. 


TATMAN FREIGHT FORWARDER 


The Bureau of Water Carriers and Freight Forwarders, in 
a proposed report in FF-15, R. B. Tatman Freight Forwarder 
Application, has recommended that the Commission issue a 
permit, with conditions, to R. B. Tatman, doing business as 
Rogers Package Car Co., El Paso, Tex., as a freight forwarder 
of commodities generally from points in middle Atlantic states 
and New England to El Paso county, Tex., and Dona Ana 
county, N. M. 





MOTOR CERTI FICATE REVOCATION 


By a proposed report in MC C-494, R. L. Williams—Revoca- 
tion of Certificate, Examiner Allan F. Borroughs has recom- 
mended that the respondent, doing business as R. L. Williams 
Tank Lines, of Enid, Okla., be found not rendering reasonably 
continuous and adequate service under the certificate issued 
in MC 2076. The examiner said the respondent had been author- 
ized to transport petroleum products, in bulk, over irregular 
routes, (1) from Enid to points in Morton, Stevens, Seward, 
Meade, Clark, Comanche, Barber, Harper, Sumner, Cowley, 
Chautaugua, Montgomery, Lebette, and Cherokee counties, Kan., 
and (2) from Cushing, Okla., to Fort Smith, Ark., with no 
transportation for compensation on return to the specified 
origin points. 

He said the Commission’s records indicated the respondent 
was not in compliance with its insurance regulations and was 
not conducting the services authorized. He said respondent 
should be required to institute such service and comply with 
the insurance regulations within 45 days after service of the 
report, failing in which, his certificate should be revoked. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’ type, with name of town or 


Florida (Jacksonville)—-MC 106089, John G. Lane, common 
carrier. Certificate proposed. Bakery products and bakery ad- 
vertising matter, crates, and racks from Jacksonville, Fla., to 
points in Ga., located within 175 miles of Jacksonville, Fla., 
over irregular routes; and stale or rejected bakery products, 
empty bakery products containers and crates and racks on 
return. 

Indiana (Loogootee)—-MC105906, Clarence L. Haag, con- 
tract carrier. Permit proposed. (1) Animal and poultry feed, 
paint, animal and poultry tonics and medicines, insecticides, 
and advertising matter and premiums used in the sale and 
distribution of the above-described commodities, from Quincy, 
Ill., to points in a described portion of Ind., over irregular 
routes, and (2) dried blood, tankage, bone meal and meat 
scraps, from Evansville, Fort Branch, Loogootee, Newberry, 
Palmyra, and Terre Haute, Ind., to Quincy, Ill., over irregular 
routes. 

New Jersey (Camden)—MC 105857, Rebecca Katz, contract 
carrier. Denial of permit proposed. Waste paper from Camden 
to Caln Township and Bridgeport, Pa., and paper and paper 
board from Caln Township and Bridgeport to New York City, 
over irregular routes. 

New Jersey (Allwood)—-MC 105683, Consolidated Inter- 
state Lines, Inc., common carrier. Denial of certificate pro- 
posed. Passengers and their baggage, express, mail, and news- 
papers in the same vehicle with passengers, between Little 
Falls, N. J., and New York, N. Y., over a specified route, serving 
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all intermediate points except those between N. Y. and the 
junction of N. J. highways 3 and S-3, just west of Secaucus, N. J. 

Massachusetts (Hadley)—-MC 105617, Sub. 1, Walter ¢c. 
Wanczyk. Permit proposed. Fertilizer, fertilizer materiais, 
agricultural chemicals, insecticides, and fungicides, from East 
Windsor, Conn., to points in specified counties in Mass., N. H., 
and N. Y., and return with rejected shipments and empty, used 
containers to East Windsor from points in the aforementioned 
counties, over irregular routes. 

Pennsylvania (York)—MC 102616, Sub. 305, Coastal Tank 
Lines, Inc. Certificate proposed. Petroleum products, in bulk, 
in tank trucks, from Duncansville, Mt. Union, Mechanicsburg, 
York and Lancaster, Pa., and points within 10 miles of each, to 
points in specified portions of Md., Va., and W. Va., including 
points on the indicated portions of the highways specified; and 
damaged or rejected shipments of the same commodities on 
return; over irregular routes. 

Oregon (Forest Grove)—-MC 88864, Sub. 2, Ted Haney 
(Adelaide Haney, Administratrix). Certificate proposed. (1) 
Household goods, nursery stock, and farm, agricultural, and 
horticultural products between points in Washington and Yam- 
hill counties, Ore., on the one hand, and, on the other, points 
in Wash. located west of the summit of the Cascade Mountains, 
over irregular routes; (2) canned goods, frozen fruits and vege- 
tables, cement, products, clay products, and brick from points 
Washington and Yamhill counties, Ore. to the Washington afore- 
mentioned points, over irregular routes; (3) lumber and lumber 
products, from points in Washington and Yamhill counties, Ore., 
to points in Clark county, Wash., over irregular routes; and 
(4) fruits and vegetables, from points in Yakima county, Wash., 
to points in Washington County, Ore., over irregular routes, 
with return of empty fruit and vegetable containers. 

Washington (Seattle)—-MC 88433, Sub. 5, Dependable Auto 
Transport Co., Inc. Denial of certificate proposed. Passenger 
automobiles, new and used, in truckaway service, between points 
in Washington and between points in Washington on the one 
hand, and, on the other, points in Ore., Ida., Mont., Calif., and 
Utah, over irregular routes. 

New Jersey (Summit)—MC 81837, The Summit Express 
Co., Inc., common carrier. Certificate proposed. Household 
goods, between points in N. J., on the one hand, and, on the 
other points in Conn., N. J., N. Y., and Pa., and (2) general 
commodities, with exceptions, between points in Union, Essex, 
Hudson, Bergen, Morris, and Somerset counties, N. J., on the 
one hand, and, on the other, points in N. Y. and in the New 
York, N. Y., commercial zone, over irregular routes. 

_ Florida (Jacksonville)—-MC 73299, Sub. 2, Southern Truck 
Lines. Permit proposed. Dairy products, between Lewisburg, 
Tenn., and Jacksonville, Fla., and empty dairy products con- 
tainers, from Jacksonville over specified route to Lewisburg, 
serving the intermediate points of Fayetteville, Tenn., and 
Atlanta, Macon, and Waycross, Ga.; and raw cream, condensed 
milk, and cream containers, between Fayetteville, Tenn., and 
Charlotte, N. C., over a described route and return over same 
route serving no intermediate points. 


Illinois (Chicago—MC 69842, Sub. 2, D. L. Wartena, Inc. 
Denial of certificate proposed. Automobiles, from Detroit, Mich., 
and Evansville, Ind., to Memphis, Tenn., Little Rock and E! 
Dorado, Ark., Jackson and Vicksburg, Miss., Monroe, Minden, 
New Orleans and Shreveport, La., and certain points in Texas, 
over specified routes. 

__ Illinois (Chicago)—-MC 67450, Sub. 1, Frank Peterlin. Cer- 

tificate proposed. (1) non-ferrous metals, in ingots, from Chi- 
cago, Ill., to points in Ohio, the lower peninsula of Mich., and 
to all points in Ind., except Gary, East Chicago, Whiting, and 
Hammond, Ind., over irregular routes; and (2) scrap metal 
from points in the aforementioned destination territory, to Chi- 
cago, over irregular routes. 

New York (New York—MC 66562, Sub. 652, Railway Ex- 
press Agency, Inc., Certificate proposed. General commodities, 
between Providence and East Greenwich, R. I., over U. S. high- 
way 1, and return over the same route, with service at all in- 


termediate points on the described route, subject to certain } 


restrictions. 


Ohio (Sandusky)—-MC 63381, Sub. 2, Millott Transfer & 
Storage Corporation. Certificate proposed. (a) General com- 
modities, between Sandusky, O., on the one hand, and, on the 
other, points in Sandusky county, O., and (b) Household goods, 
between points in Erie and Ottawa counties, O., on the one 
hand and on the other, points in Mich., Ind., Ill., Ky., Va., W. 
Va., Md., Pa., N. Y., N. J., and D. C. over irregular routes. 

Indiana (Michigan)—-MC 41260, Sub. 8, Northwestern 
Transit, Inc. Denial of certificate proposed. General commodi- 
ties, with exceptions, between Michigan City, Ind., and Indian- 
apolis, Ind., over a described regular route, serving all inter- 
mediate points, with restrictions. 

Wisconsin (Green Bay)—MC 31466, Sub. 5, Joseph Pompro- 
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witz. Permit proposed. Cheese from specific points in Wis., to 
specific points in Mich., and dairy products, dairy by-products, 
manufactured or prepared food and materials, supplies, and 
equipment used or useful in the production thereof, between 
points in a described area of Wisconsin, on the one hand, and 
on the other, points in described areas in IIl., Ia., and Minn., 
and St. Louis, Mo., over irregular routes. 


Texas (Paris)—MC 21025, Sub. 2, H. A. Thompson. Cer- 


tificate proposed. Household goods, between points in Lamar, 
Red River, Delta and Fannin counties, Tex., on the one hand, 
and points in Ark., and La., on the other, over irregular routes. 

California (Los Angeles)—-MC 15905, Arthur Kenneth Os- 
bourn, common carrier. Certificate proposed. (1) Mining, con- 
struction, and building materials and equipment, petroleum and 
petroleum products in containers, compressed gas containers, 
lime and lime products, and machinery and machinery parts 
between points in Los Angeles county, Calif., on the one hand, 
and, on the other points in a described Nevada area; (2) pe- 
troleum and petroleum products in containers and compressed 
gases in containers from Huntington Beach, Calif., to the afore- 
mentioned Nevada points, with return of empty petroleum and 
gas containers, and (3) cement from Victorville, Colton, and 
Crestmore, Calif., to the aforementioned Nevada points, with 
return of empty cement containers, over irregular routes in each 
instance. 

New Jersey (Newark)—MC 3647, Sub. 56, Public Service 
Interstate Transportation Co. Denial of certificate proposed. 
Passengers and their baggage, express and newspapers, in the 
same vehicle with passengers between Little Falls and North 
Bergen, N. J., over a specified route serving all intermediate 
points those between 32nd Street in North Bergen and the 
junction of N. J. highways 3 and S-3 just west of Secaucus, 
N. J. 

New Jersey (Trenton)—MC 2017, Sub. 1, Anthony V. Citro. 
Certificate proposed. Serving Hightstown and Mount Holly, 
N. J., and Doylestown and Center Point, Pa., as off-route points 
in connection with applicant’s otherwise authorized regular- 
route operations, the service at such points being limited to the 
pickup of eggs destined to New York, N. Y., and the delivery 
of empty egg crates and egg-crate fillers on return. 

lowa (Tama)—MC 14291, Sub. No. 1 (Corrected), Darlo 
Flowers. Permit proposed. Paper mill machinery and machine 
parts thereof and commodities used in the manufacture Of paper 
products, between Tama, on the one hand, and points in Til., 
Neb., Mo., and Wis., on the other; and fiber egg cases, and egg 
case cup flats from Kansas City, Mo., to Tama, over irregular 
routes. 

idaho (Caldwell)—MC 104534, Sub. 2, James Vermaas. 
Certificate proposed. Passengers and their baggage, in special 
operations between the plant of the J. R. Simplot Dehydrating 
Co., on the one hand, and, on the other, Ontario, Ore., and 
points in Ore. within 5 miles of a line between Ontario and 
Nyssa, Ore., and between Nyssa and Adrian, over irregular 
routes. 

Rhode Island (Portsmouth)—MC 104224, Sub. 6, Arthur 
Anthony Lopes. Permit proposed. Commercial chemical fer- 
tilizers, from North Weymouth, Mass., to points in Kent and 
Washington counties, R. I., and Windham and New London 
counties, Conn., over. irregular routes, and return with no 
transportation for compensation. 


New Jersey (Linden)—-MC 101686, Berwick Transporters, 
Inc. Permit proposed, on further hearing. Hot liquid asphalt, 
in vehicles with insulated tanks, from Baltimore, Md., to 
York and Lancaster, Pa., and Gloucester, N. J., and from 
Paulsboro, N. J., to Lancaster, over irregular routes. 


California (San Francisco)—-MC 78786, Sub. 153, Pacific 
Motor Trucking Co. Certificate proposed. General commodities, 
between Crocket and Martinez, Calif., and between Avon and 
Tracy, Calif., over specified routes, returning over same routes, 
serving all on-rail intermediate points and certain on-rail off- 
route points, with eight alternate routes authorized with no 
service at intermediate points. Subject to conditions that 
service be limited to that auxiliary to railroad or railway ex- 
press service, carrier not to serve any point not a station on a 
railroad, and carrier not to transport shipments between Oak- 
land, Banta, Lyoth and junction of U. S. highway 50 and 
Calif. highway 33, Calif., or through, or to, or from more 
than one of said points; no shipment to be transported moving 
between points on and north of U. S. highway 50, on the one 
hand, and, on the other, points south or east of that highway. 

Minnesota (St. Paul) —-MC 76266, Sub. 37, Merchants Motor 
Freight, Inc. Denial of certificate proposed. Empty trucks, in 
Til. and Mo., over an alternate route for operating convenience, 
between Rock Island, Ill., and St. Louis, Mo. 

_ Florida (Jacksonville)—-MC 75863, Sub. 9, St. Johns River 
Line. Certificate proposed. General commodities, with excep- 
tions, between Bunnell, Fla., and junction U. S. highways 17 
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and 92, over a specified route, serving no intermediate points, 
as an alternate route. 

Pennsylvania (New Castle)—-MC 52470, Joe V. Bowman, 
Jr., contract carrier, embracing MC 52470, Sub. 1, J. V. Bow- 
man, Jr., and Glenn G. Peebles. Certificate proposed. Con- 
tinuance in operation, (1) earthenware and clay products, from 
New Galilee, Pa., to Chicago, Ill., and points in O. and Ind. 
other than Youngstown, O., and points within 2 miles of 
Youngstown; from New Castle, Pa., to Chicago and points 
in O. and Ind.; (2) strip steel, from New Castle to Chicago and 
points in Ind.; and (3) brass fittings, from Frankfort, Ind., to 
Salem, O., Ford City and New Castle, Pa., and Camden, N. J., 
with no transportation for compensation on return except as 
otherwise authorized. Applicant to request cancellation of per- 
mits issued in MC 52470 and Sub. 1. 

Iinois (Chicago)—-MC 42614, Sub. 13, Chicago & North 
Western Railway Co. Certificate proposed. 

Indiana (Terre Haute)—-MC 39212, Sub. 1, Charles A. 
Turner. Certificate proposed. Passengers and their baggage, 
and express and newspapers, between Sullivan, Ind., and Rob- 
inson, Ill., over a specified route, and return, serving all inter- 
mediate points. 

Ohio (Montpelier)—-MC 8075, Sub. 1, F. M. Waldron. Cer- 
tificate proposed. Household goods, and new furniture, un- 
crated, between points (except Bryan) in Williams County, O., 
on the one hand,. and, on the other, points in Ind. and the 
lower peninsula of Mich., and store fixtures, constructed prin- 
cipally of wood, set up, uncrated, between Montpelier, O., on 
the one hand, and, on the other, points in Ind., and the lower 
peninsula of Mich., over irregular routes. 

Michigan (Detroit)—-MC 6945, Sub. 7, National Transit 
Corporation. Certificate proposed. General commodities, with 
exceptions, (1) between Toledo, O., and Perrysburg, O., and 
(2). betweén Kenton, O., and Springfield, O., over specified 
routes, for operating convenience only, with no service at 
intermediate points. 





WARD TEMPORARY WATER AUTHORITY 


A. P. Ward, of Pensacola, Fla., under an order of the Com- 
mission, division 4, in W-229, Sub. No. 1, A. P. Ward Temporary 
Authority Application, effective until December 31, has been 
authorized to operate as a contract carrier by towing vessels 
in the towage of empty barges from New Orleans, La., to 
Houson, Tex., and barges loaded with ammunition from Hous- 
ton to Memphis, Tenn., by way of the Gulf Intracoastal Water- 
way and the Mississippi River. 








HUDSON & MANHATTAN FARES 


By an order in I. and S. No. 4394, Passenger Fares of Hud- 
son & Manhattan Railroad Co., the Commission has “clarified 
and interpreted” a clause in its previous reports providing “for 
application during the remaining period of the war and six 
months after its termination” of an increase of the company’s 
fare on its New York City downtown line from eight cents 
to 10 cents, or 11 tokens for one dollar. As clarified, said he 
commission, the clause would now read “for application during 
the remaining period of the war and six months after its legal 
termination.”’ 

The Commission also reopened the proceeding for further 
hearing at a time and place to be announced. 

H. & M. had asked the Commission to eliminate the proviso 
with respect to the war period limitation, and to allow it to 
continue the increased fares in effect, “in any event” pending 
disposition of its petition (see Traffic World, Oct. 27, p. 1037). 





MONON REORGANIZATION 


The Commission, division 4, has issued a certification of 
the results of the voting on the plan of reorganization in Finance 
No. 10294, Chicago, Indianapolis & Louisville Railway Co. 
Reorganization. 

The plan was submitted for acceptance or rejection by four. 
classes of creditors, with the following results by class numbers 
and their description: 

(4) Holders of debtor’s refunding mortgage bonds, 99.13 
per cent for acceptance, 0.87 per cent for rejection; (5) Holders 
of debtor’s first and general mortgage bonds, 79.22 per cent 
for acceptance, 20.78 per cent for rejection; (6) Holders of 
Indianapolis & Louisville Railway Co. first mortgage bonds, 100 
per cent for acceptance; and (11) Chase National Bank of New 
York and Railroad Credit Corporation as holders of the debtor’s 
secured promissory notes, 100 per cent for acceptance. 


LIGHT AND BULKY MOTOR RATINGS 


: The Commission, Division 3, has assigned I. and S. M-2404, 
incandescent Electric Lamps or Bulbs, and five related suspen- 
sion cases, involving motor carrier ratings on light and bulky 
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commodities, for oral argument before the division at Wash- 
ington, D. C., January 16. 

The respondent motor carriers had asked for oral argu- 
ment, having objected to the standards for classification of such 
traffic set forth by the division in its report in those proceed- 
ings (see Traffic World, June 2, p. 1437). 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2606, from December 4 until January 1, 1946, 
schedules as published in Supplements Nos. 6 to tariffs MF- 
I. C. C. Nos. 8 of L. H. Mitchell, doing business as Mitchell 
Transfer Service, and Andrew Tofte, Jr., doing business as 
Tofte Service, both of Duluth, Minn. The suspended schedules 
propose to reduce commodity rates on petroleum products in 
bulk in tank trucks from Superior, Wis., to 15 points in Minne- 
sota. 

I. and S. M-2607, from December 4, until July 4, 1946, 
tariff MF-I. C. C. No. 115 of National Automobile Transporters 
Association, Agent, Detroit, Mich. The suspended schedules pro- 
pose rates, rules and charges for truckaway and drive-away 
service on freight or passenger motor vehicles from Charlottes- 
ville, Norfolk and Roanoke, Va., to points in Virginia, North 
Carolina and South Carolina, also between points in the Caro- 
linas. 

I. and S. M-2604, from November 30, until June 30, 1946, 
schedules published in Supplement No. 17 to tariff MF-I. C. C. 
No. A-165 of Middle Atlantic States Motor Carrier Conferences, 
Inc., Agent, Washington, D. C. The suspended schedules pro- 
pose to increase classification exceptions ratings on electric 
lamps, electric lamp bulbs, and fluorescent fixtures, applicable 
between points in Middle Atlantic States territory and points 
in New England territory, for the account of Harrison Motor 
Freight. 

I. and S. No. 5371 (Corrected), from December 1, until 
July 1, 1946, schedules published in The Central Railroad Co. 
of New Jersey’s tariffs I. C. C. Nos. 6527, 6528, 6529, 6530, 6533, 
and 6534. The suspended schedules propose to increase by 20 
per cent the commutation passenger fares between New York, 
N. Y. and Points in New Jersey on the Central Railroad Co. of 
New Jersey, The New York and Long Branch Railroad Co., 
and the Reading Co., also the local commutation fares of the 
C. of N. J. between Easton, Pa. and points in New Jersey ex- 
tending from Phillipsburg to Elizabeth. 

I. and S. M-2605 from December 1 until July 1 certain 
schedules published on original pages 68A, 69A, 70A, 71A, 72A, 
73A, 74A, 75A and 77A to tariff MF-I. C. C. No. 4 of Elmer Ahl, 
agent, Huntington Park, Calif. The suspended schedules pro- 
pose to increase the rates on live stock, in truckloads, from 
points in Arizona to points in California when handled by Wells 
Truckways, Ltd. 


North-South Motor Rate Increase 


The Commission, December 5, voted not to suspend sched- 
ules of four motor carriers proposing elimination of 6 per cent 
and 3 per cent increases in rates between Belleville, and East 
St. Louis, Ill., and St. Louis, Mo., and related points, on the 
one hand, and, on the other, points in Georgia and Tennessee, 
provided in note R of item 13848-K, and on pages 215 through 
217, section 11, supplement 145 to tariff No. 1-B (North-South 
tariff) MF-I. C. C. No. 58, Central & Southern Motor Freight 
Tariff Association, Inc., agent, effective December 6. 

The proposed elimination of the increases was published 
for Hoover Motor Express Co.; Red Oak Express Co.; Service 
Lines, Inc.; and Wilson Truck Co., Inc., and were protested 
by the publishing agent. It said the rates had been in effect 
since March 18, 1942, at which time, it said, “the motor car- 
riers embraced the increases in rates granted the rail carriers 
under Ex Parte 148.” Service Lines, it said, proposed publica- 
tion of the elimination for its account, and the other three 
carriers announced their desire to participate in order to 
remain competitive with Service Lines. 

Referring to the additional 4 per cent increase granted 
the carriers in 1944, the publishing agent said, the carriers 
“generally manifested an urgent need of revenues in amounts 
sufficient to maintain a going transportation system caused by 
constantly increasing operating costs. Since these increases 
are over rail competitive rates, they are indicative of the 
precarious financial position in which the motor carriers find 
themselves.” 


These carriers, said the association, were the first to depart 
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from the increases, ‘also being the first carriers to set into 
motion a potential to reduce all rates by these percentages as 
a matter of principle.’ After citing operating ratios, the 
publishing agent said the proposed rates were unjust and un- 
reasonably low, and would “provide a principle” for the further 
reduction of rates from and to other points. Competitive car- 
riers who might later reduce their rates “predicated on this 
principle’ would be forced to meet such reductions or go out 
of the business involved, it said, adding that ‘experience has 
taught that such an adjustment cannot be held in the narrow 
bounds originally intended, but spreads in many ways.” 

The publishing agent said the protested rates would also 
create undue preferences and advantages, and cited alleged 
examples, and also expressed its opposition to other steps taken 
or to be taken in line with the proposed rates. 


INTERSTATE MOTOR FREIGHT CONTROL 


Having entered into an agreement with John P. Altwater, 
of Hamburg, N. Y., by which he would obtain 55 per cent of the 
stock of Interstate Motor Freight System, the respondents in 
MC F-2181, United States Freight Co.—Investigation of Con- 
trol—Interstate Motor Freight System, and MC F-2224, A. S. 
Hickok—Investigation of Control—Interstate Motor Freight 
System, have asked the Commission to approve the agreement 
as in “substantial” fulfillment of its order that they divert them- 
selves of control of Interstate. 

Mr. Altwater, according to an affidavit attached to the 
statement of compliance, was a vice-president of M. Morgan 
Transportation Lines, in charge of sales, operations and policy 
from 1934 until 1941, and after merger with Associated Trans- 
port, was a director of that organization and responsible for 
the sales and labor policies of the company. He now holds 
1,552 shares of Interstate formerly held by other interests than 
United States Freight or Hickok, the affidavit says. 

From time to time, because of difficulties encountered in 
disposing of the Interstate stock, the Commission has postponed 


es ~ aoe date of its order in those proceedings to Decem- 
er 31. ; 


RULE 10—PAPER SHIPMENTS 

The New England Paper & Pulp Traffic Association has 
asked the Commission to vacate its order in I. and S. No. 
5367, Paper, Rule 10 Carload Mixture, C. F. A. and N. E. to 
Northwest, and to discontinue the proceeding. 

The association said the suspended schedules proposed to 
establish an exception to rule 10 of Official Classification so as 
to provide for the shipment of paper and paper articles in mixed 
carloads with pulpboards, subject to the actual weight and 
at the straight carload class or commodity rate applicable to 
each article (the so-called “streamlined” Rule 10) from origins 
in New England Freight Association and in Central Freight 
Association territories to designated stations in the northwest 
and in extended zone C. : 

Although it had been anticipated that, in accordance with 
the general practice of the railroads of maintaining uniform 
regulations in the three Official Classification territories, the 
Trunk Line Association would concurrently publish and file, 
effective October 15, the effective date of the suspended sched- 
ules filed by Agents Jones and Doe (see Traffic World, Oct. 20, 
p. 972), that had not been done. However, the association said, 
Agent Curlett in supplement No. 74 to I. C.-C. A-797, MF- 
I. C. C. A-50 and MF-I. C. C. A-4, item 463, had published the 
same exception as contained in the Doe and Jones supplements. 

Therefore, it said, uniformity would exist except for the 
suspension of the latter agents’ schedules and the ground for 
suspension of the schedules had now been removed. No protest 
had been filed to the Curlett schedules, effective December 10, 
the association said. 


NOMINATIONS TO COMMISSION 
The Senate Interstate Commerce Committee, on Decem- 
ber 7, ordered favorably reported the nominations of Commis- 
sioners William E. Lee and William J. Patterson. 





CQMMISSION HOLIDAY WORKWEEKS 


The administrative workweeks for the Commission. begin- 
ning December 24 and December 31, will be from Tuesday 
through Saturday, according to a notice issued by Secretary 
Berkel. For these two weeks the working days will be Wednes- 
day, Thursday, Friday, and Saturday, he said adding: 


“Rule 21 of the general rules of practice of the Commission 
provides for the manner in which time therein prescribed or 
allowed shall be computed. Accordingly, in computing time pe- 
riods, whenever the last day of such period falls on December 
24 or December 31, 1945, the period will be extended to and 
including December 26, 1945, and January 2, 1946, respectively.” 
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Heavy Loading Rate Cuts 


Tratfic Executive Association Conducts Third Hearing; 
Plowman Proposes Dunnage Plan for Iron and Steel; 
Tire Shippers Propose 35,000-Pound Minimum: 
Paint Pigment, Licorice Weights Accepted 


By N. C. HUDSON 


The third public hearing held in Chicago by the Traffic 
Executive Association of the eastern railroads, on proposals 
to establish rates 10 per cent lower than the existing rates on 
domestic shipments of higher carload minimum weights on 
specified commodities in Official Territory, opened at the Union 
League Club, December 4, with the following schedule of com- 
modities and weights proposed: 


Iron and steel articles, manufactured, 100,000 pounds; welding rods, 
bars, or wire, 100,000; brass, bronze, copper, cupro nickel or nickel 
silver articles, 80,000; radios, 40,000; coffee, 70,000; paint pigments, 
70,000; oilcloth, 50,000; and linoleum, 70,000. 


The association held earlier hearings on other commodities, 
in September and October (see Traffic World, September 15, p. 
681; September 22, p. 759; November 3, p. 1093). 


Iron and Steel Articles 


E. G. Plowman, vice-president, traffic, U. S. Steel Corpora- 
submitted a substitute proposal based on dunnage allowances, 
which he suggested the carriers accept. Mr. Plowman’s three- 
point program was as follows: 

1. No change in present allowance of 250 pounds for 
weight of dunnage in closed cars, subject, however, to actual 
present carload minimum weight, or in the provision for weight 
of dunnage on shipments in open cars. 

2. That Rule 30 of the Consolidated Freight Classification 

be amended by adding a separate item or phrase providing for 
free transportation of all dunnage required for shipments of 
iron and steel moving in closed cars, provided the payload 
equals or exceeds 125 per cent of the present carload minimum 
weight. 
"3. That there be published a dunnage allowance tariff 
similar in general wording to Southern Pacific Railroad Ter. 
Tariff 230-K, Item 1510, second section, now applicable on 
Arizona intrastate traffic, providing for payment to shippers of 
allowance of $5.00 per car, open or closed, when the payload 
equals 200 per cent of the present carload minimum weight. 

The Plowman proposal was supported by W. E. Fowler, 
general traffic manager, Youngstown Sheet & Tube Co.; C. W. 
Gottschalk, general traffic manager, Jones & Laughlin Steel 
Corporation; E. H. Dorenbusch, traffic manager, American 
Rolling Mill Co., Middletown, O.; H. D. Rhodehouse, veneral 
traffic manager, Republic Steel Corporation; and F. W. Klos, 
assistant general traffic manager, Wheeling Steel Corporation. 

Charles Donley, representing the Chain Institute, Inc., 
which comprised the producers of most of the chain moving 
in Official Territory, he said, stated that while his group be- 
lieved in using railroad equipment to the maximum, the pro- 
posal for a minimum of 100,000 pounds could not be used, be- 
cause of the extra cost involved, the greater damage to goods, 
the impossibility in most cases of loading to such weight, the 
customers’ requirements, and the uncertainty of sales in the 
reconversion period. The average loading of chain during the 
war was 60,000 pounds a car, said he, but this was not typical 
of peacetime loadings. 

The carriers’ proposal was opposed by a representative of 
the U. S. Gypsum Co., on the grounds that “whenever dual rates 
exist, an unstable pricing condition is created.” He also said 
that the proposal would create credit problems, dealer storage 
problems, and believed the proposal ran counter to the tendency 
to decentralization of industry. He suggested a minimum of 
60,000 pounds. 

J. A. Brough, traffic manager of the Crane Co., Chicago, 
Said that his products would load to 100,000, but that com- 
mercial conditions, lack of loading facilities, and the extra cost 
involved would not permit such loads. A rate reduction of 10 
per cent would be attractive for loading 80,000 pounds, but not 
for 100,000, said he. 

Frank B. Townsend, director of traffic, Minneapolis Traf- 
fic Association, said companies in his area were consumers and 
not producers of steel. They would not be interested in Mr. 
Plowman’s dunnage proposal, said he, advocating an 80,000- 
Pound minimum with a 15 per cent rate cut. 

M. K. DeWitt, appearing for the American Institute of Nut 
and Bolt Manufacturers said that average loading of bolts and 
rivets was between 40-50,000 pounds in peacetime, and under 
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O.D.T. reached 60,000. The loading and unloading methods 
used made it physically impossible to attain loads of 100,000 
pounds, said he. 

Mr. Fowler said he liked Mr. Plowman’s dunnage proposal 
because it would mean the men who load the steel would get a 
little benefit from heavier loading. Details could be worked out, 
he said, adding that it should apply to open cars too. 

H. N. Holdren, general traffic manager, Pittsburgh-Des 
Moines Steel Co., said the fabricating industry was unanimously 
opposed to dual minima. 

E. H. Burgess, chairman of the association and of the hear- 
ing, announced that the testimony presented on iron and steel 
at the hearing September 13-14 would be considered as part of 
the record. 

Welding Rods, Bars or Wire 


H. W. MacArthur, general traffic manager, Air Reduction 
Co., Inc., said that during the war, it was possible to ship to 
100,000 pounds because of multiple cars, but that now the 
orders were in L.C.L. quantities. “The only way we could help 
the carriers achieve heavier loading is by obtaining permission 
to use multiple cars or two or three stopoffs,” he said. 

Under the price system used, the purchaser of 80,000 pounds 
was entitled to a discount of 10 cents a 100 pounds, he said, 
which would erase any benefit shippers might receive from the 
proposal. He suggested a maximum of 75,000 pounds, a proposal 
that was supported by C. H. Beard, general traffic manager, 
Union Carbide and Carbon Corporation. 

Wesley H. Lees, traffic manager, Westinghouse Electric 
& Manufacturing Co., Pittsburgh, suggested a maximum of 
80,000 pounds, and urged that the same minimum be made effec- 
tive in other territories to permit transcontinental shipments. 


Brass, Bronze, Copper, Nickel 


W. H. Rubin, speaking for several companies, opposed the 
proposed 80,000-pounds minimum as being impractical and too 
costly. Some customers order several different specifications of 
ingots in one shipment, he said, and when these are loaded over 
70,000 pounds, the ingots become mixed. Average loading under 
O.D.T. was 45,000 pounds, he said. 

F. H. Vickery, traffic manager of Chase Brass & Copper 
Co., Inc., and also speaking for 42 companies fabricating brass 
and copper, stated that under the proposal a carload saving of 
$56.00 a car of 80,000 pounds from New York City to Chicago 
would be achieved. Continuing, he said: 


The average carload of over 50,000 pounds, as a general rule, must 
be double-decked and/or sub-floored. Double decking or sub-flooring 
a car brings about an additional cost of 50 per cent over and above 
the normal unit weight cost of dunnage and bracing any car. Some 
of our members have stated that on every car over 50,000 pounds they 
will actually be money out of pocket if they attempt to load over that 
weight under your proposal... . 

Our price schedules are based upon a 30,000-pound minimum car. 
A purchaser pays more for a quantity less than 30,000 pounds than he 
does for a quantity greater. This practice is standard throughout the 
industry and has been for a longer period of years. ... 

The brass and copper industries, which I represent today, suggest 
the following percentage of rates based upon the following minimums: 

For a car of 30,000 pounds, 100 per cent of the Class 40 rate in 
Official Classification Territory; 

For a car of 40,000 pounds, a reduction of 7% per cent of the 
Class 40 rate; 

For a car of 50,000 pounds, a reduction of 15 per cent of the Class 
40 rate. 

Mr. Vickery said that added cost of bracing a car loaded to 
80,000 pounds would run as high as $60. 


Radios 


Mr. Lees of Westinghouse Electric & Manufacturing Co. 
said his company had just begun to manufacture home radios, 
that the present minimum is 18,000, and that he doubted 
whether radios constituted a product which would lend itself to 
heavier loading. “During the war we loaded to 40,000 pounds, 
but it won’t be like that in peacetime,” he said ‘The com- 
mercial situation will create a tendency for cars to move ata 
bare minimum.” 

E. F. Stecher, general traffic manager, Stewart-Warner 
Corporation, said he favored the carriers’ proposal, subject to 
its granting three stops in transit as now enjoyed. Because of 
the present shortage of materials, it was necessary to allocate 
radios, he said, conceding that it was possible to load to 40,000, 
and on table model sets to go higher. 

P. E. Anderson, traffic manager, Zenith Radio Corporation, 
—— Mr. Stecher in the request for three stopover privi- 
eges. 

Coffee 


E. M. Brinckman, traffic manager, Jewel Tea Co., Inc., sub- 
mitted a statement on behalf of himself and the following ship- 
pers, who, said he, handled a very large percentage of all the 
green and roasted coffee transported in Official Territory: 
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Great Atlantic & Pacific Tea Co., New York City; Hills Bros. 
Coffee, Inc., San Francisco; Kroger Grocery & Baking Co., Cincinnati; 
Standard Brands, Inc., New York; National Tea Co., Chicago; Bordens, 
New York City; General Foods Corporation, New York City; and Cali- 
fornia Packing Corporation, San Francisco. 


Representatives of the above shippers, he said, met Novem- 
ber 29 and agreed to request the carriers to withdraw their 
proposal as being unacceptable to the shippers. He said none 
of the following factors was taken into consideration by the 
carriers in arriving at the present proposal: 


1. The rate relationships on which most of the present rates were 
built. 


2. That rates must apply on both green and roasted coffee. 

3. The same classification rules and regulations and exceptions 
and the same terminal and transit privileges or services must apply as 
are applicable in connection with the present rates. 

4. That rates must apply to both domestic and import shipments. 

5. That rates and weights must alternate with all (not just a few) 
of the present rates. 


6. The extra expense to, and the disruption of trade practices of, 
the shippers. 

7. A reasonable gross ton mile revenue. 

8. A reasonable and safe loading weight.as the carload minimum. 


Mr. Brinckman requested a further meeting between small 
committees representing the coffee shippers and the carriers, 
and stated he was unable to suggest what figures would be ac- 
ceptable to the shippers. 

E. L. O’Brien, representing the Thomas J. Webb Co. of 
Chicago, said he opposed the proposal as presented. He was 
not opposed to dual minima, but did not agree that the same 
rate should apply to both green and roasted coffee, he said. He 
suggested a minimum of 60,000 pounds on green coffee, said 
that now was not the time to publish a new rate, and added 
that the proposed figure was an “odd” one, inasmuch as coffee 
is usually sold in quantities of either 250 or 500 bags, or multi- 
ples thereof. 


Louis A. Schwartz, general manager of the New Orleans 
Joint Traffic Bureau, summarized the testimony presented by 
him at the hearing October 30, and suggested the subject be 
withdrawn from the docket. 


Paint Pigments 


W. A. Smith, assistant traffic manager, New Jersey Zinc 
Co., accepted the proposal of the carriers for a 70,000-pound 
minimum with a rate reduction of 10 per cent, and proposed 
additional multiple minima, whereby a reduction of 15 per cent 
would be granted for loading to 80,000 pounds, and a reduction 
of 25 per cent for 100,000 pounds. 

Though there were objections to heavier loading on the 
part of labor, and though costs rose with such loading, said he, 
loss and damage claims have not gone up with heavier loading, 
due to care. 

J. W. Brown, traffic manager, Du Pont de Nemours & Co., 
Wilmington, Del., concurred in Mr. Smith’s proposal for multi- 
ple minima, as did John B. Sanford, general traffic manager, 
Sherwin-Williams Co., and F. R. Hysell, general traffic man- 
ager, Glidden Co. 


Linoleum 


E. George Siedle, general traffic manager, Armstrong Cork 
Co., as chairman of the traffic council of eastern hard-surface 
floor covering manufacturers, testified on behalf of the follow- 
ing companies: 


Armstrong Cork Co., Lancaster, Pa.; Bird & Son, Inc., East Wal- 
pole, Mass.; Bonafide Mills, Inc., New York City; Carthage Mills, Inc., 
Cincinnati; Congoleum-Nairn, Inc., -Kearny, N. J.; Delaware Floor 
Products, Inc., Wilmington, Del.; Mannington Mills, Inc., Salem, N. J.; 
Sandura Co., Inc., Philadelphia; and Sloane-Blabon Corporation, Tren- 
ton, N. J. 


“The carload minimum of 70,000 pounds you suggest is too 
high to be practicable,” he said. “Its realization could be ob- 
tained under conditions which are the exception rather than the 
rule and then only by a few manufacturers.” 


Loading characteristics of the industry’s goods, he said, 
could be shown by pointing out that one manufacturer reported 
having a total of 483 different-sized packages, adding: 


There is no such thing as uniform loads. Each carload presents 
an individual loading problem. In many cars, particularly mixed loads 
of linoleum and felt-base goods, extensive shoring and bracing are 
necessary. In some instances this amounts to as much as 600 pounds 
per car. 

Another extremely important factor is the need to guard against 
loading to the point where the weight of the goods on top will crush 
and damage the goods underneath. Many of the rugs cannot be loaded 
on end because their length is greater than the height of the car. 
Felt-base yard goods will crush if loaded too heavily. Drums contain- 
ing adhesives also crush or buckle when loaded too high in a car. 

Another factor is feasibility. Crates, each weighing the best part 
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of 1,000 pounds, offer difficulties. They call for mechanical devices or 
extra labor not always available to put such crates in place and to 
get them down when the car reaches destination. 


Heavier loading has resulted in a substantial increase in 
damage claims, Mr. Siedle said, stating that one manufacturer 
reported an increase of 40 per cent in claims comparing a four- 
month period after heavier loading had come into play. “On the 
whole, heavier loading of cars for all of the manufacturers 
shows an average increase in claims well in excess of 50 per 
cent. That means waste of materials, which is always a serious 
matter,” he said, adding that the damage picture had improved 
in the last six months. 

“Our carefully considered opinion is that the alternate car- 
load minimum should not exceed 50,000. pounds,” concluded Mr. 
Siedle. 

He offered photographs portraying carload shipments, to 
show what loading problems confronted the shippers. In re- 
sponse to a question from Mr. Burgess, he said_that during a 
four-month period in 1942, of a total of 5,178 cars loaded, not 
a single car attained 70,000 pounds. 

R. C. Chamberlain, assistant traffic manager, Paraffine 
Companies, Inc., San Francisco, stated that during the war 
70,000-pound carloads were not attained. “It is a difficult prob- 
lem to encourage customers to buy that much material,” he 
stated. “If the proposal were published, it would create a 
chaotic sales situation.” ; 

No witnesses appearing to speak on the carriers’ proposal 
for a 50,000-pound minimum on oil cloth, Mr. Burgess announced 
that letters on that commodity had been received from the 
Burlington Shippers Association, from Standard Coated Prod- 
ucts, and from the Columbus Coated Fabrics Corporation, and 
would go into the record. The hearing adjourned to 10 a. m. 
December 5. 


Rubber Tires 


The first commodity considered at the December 5 session 
was rubber tires, for which the association proposed a mini- 
mum weight of 40,000 pounds. 

H. J. Carroll, general traffic manager, Goodyear Tire & 
Rubber Co., Akron, said that the physical capacity of a box 
car was only 35,000 pounds, and proposed that as a minimum. 
Mr. Carroll’s proposal was concurred in by J. W. Harley, di- 
rector of traffic, United States Rubber Co., New York City, 
by H. J. Zimmerman, general traffic manager, B. F. Goodrich 
Co., Akron, and by a representative of the Firestone Tire & 
Rubber Co. 


Rubber Shoddy 


On the proposal to establish a minimum of 80,000 pounds 
for rubber shoddy, Mr. Carroll, speaking for the Eastern Rub- 
ber Reclaimers Association and for the Rubber Manufacturers 
Association, which, he said, constituted the entire industry, 
stated the proposal was endorsed. Average loading today, he 
said, was approximately 80,000 pounds, as compared to a peace- 
time loading between 40-60,000 pounds. 

A. C. Metter, traffic manager, Midwest Rubber Reclaiming 
Co., East St. Louis, Ill., said that heavier loading was more ex- 
pensive for shippers. “We ship in slabs, 25-30 pounds to a slab, 
and about 20 per cent of our shipments are on skids or pallets,” 
he said. “We can load a car with the material on skids or pal- 
lets in one hour or one hour and a half.” 

Customer credit rating and commercial practices were fac- 
tors which would reassert themselves after the war, he added. 
Mr. Metter suggested a 10 per cent reduction for 60,000 pounds, 
and a 20 per cent reduction for 80,000 pounds. He said that the 
average load in a 40-foot 6-inch box car was 30 skids of 1,500 
pounds each, or 45,000 pounds; in a 50-foot car, 40 skids, or 


60,000 pounds. There was little difference to the shipper in the | 


cost of preparing shipments on skids, he said, but it was more 
efficient and saved on warehousing. Only those consignees pre- 
pared to handle skids wanted the rubber so shipped now, said 


Mr. Metter, adding that the shortage of lumber was the reason 


only 20 per cent of shipments moved on skids. With skids there 
was no danger of the rubber piles falling over in the ware- 
house, and there was no chance of mixing the various qualities 
of rubber, he said. 

It cost about $28 to hand-load a car. In response to a ques- 
tion from E. H. Burgess, chairman, he said the peacetime load- 
ing average of his company was about 50,000 pounds. 


Bakery Goods 


Speaking on the proposal to establish an alternate mini- 
mum of 36,000 pounds on bakery goods, A. E. Hueneryager, 
traffic manager, Zion Industries, Inc., Zion, Ill., stated that the 
present minimum was 20,000 pounds; that the 1944 average car- 
load weight for both box and refrigerator cars was 25,090; 
and that 98 per cent of his company’s shipments moved in dry, 
non-iced refrigerator cars which protected the bakery goods 
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from heat or cold. He accepted the proposal of dual minima, 
he said, but believed that 36,000 pounds was too high, suggest- 
ing a minimum of 28,000 pounds. It was questionable whether 
the 10 per cent rate reduction would cover the increased loading 
expense, said he, proposing a 15 per cent reduction. : 

Average pre-war loading did not exceed 20,000 pounds, said 

Mr. Hueneryager, adding that when a car was loaded beyond 
98,000 there was damage to the lading, especially with fibre 
containers which, said he, were inferior to pre-war containers. 
“A minimum of 36,000 pounds would not be used if published,” 
aid he. , 
‘ H. E. Wiggin, traffic manager, National Biscuit Co., New 
York, stated that his firm, and the Loose-Wiles Biscuit Co. 
and others, had a different operation than the Zion Industries, 
in that the former maintained their own branches and shipped 
to themselves. His company made 675 varieties in normal times, 
put today made only 250 varieties, due to shortages in materials 
which wouldn’t be overcome until the middle of 1946, Mr. 
Wiggin declared. ; ; 

With heavier loading, the cost of bracing material alone 
increased 50 per cent, he said. Loadings in October, 1945, av- 
eraged 39,961 pounds, he said, of which 54.2 per cent of the 
cars were under 30,000 pounds, 36.1 per cent were loaded to 
30-36,000, and only 9.7 per cent, over 36,000 pounds. His firm 
never used refrigerator cars, he stated. 

A 36,000-pound minimum would be used only on 10 per cent 
of shipments, he said, suggesting a minimum of 30,000. He ex- 
pressed concern lest the present minimum of 20,000 pounds be 
destroyed, stating that his company was built on that minimum, 
and that if it were removed, it would be difficult to operate or 
expand. Mr. Burgess stated that there was no proposal to dis- 
turb the existing minimum. : ' 

“We prefer the ‘tobacco formula,’ which would provide for a 
20 per cent reduction on shipments in excess of 20,000 pounds. 
We believe this would be conducive to heavier loading,” said 
Mr. Wiggin. “We prefer it because the proposed 36,000-pound 
minimum is beyond our reach.” 

P. W. Croker, assistant traffic manager, Curtiss Candy Co., 
Chicago, said his company manufactured cookies and other 
bakery goods as well as candy. “We feel the 10 per cent reduc- 
tion on an 80 per cent weight increase is not equitable,” he 


| said. “Our product must get a quick turnover. Losses on stale 
) items are great, and we have found it more desirable to ship 
» smaller quantities more frequently.” 


Mr. Croker asked a minimum of 30,000, with a 10 per cent 
reduction. He said the average loading of straight bakery goods, 
based on six cars, was between 22-26,000 pounds. There was 
considerable additional cost in heavy loading, said he, because 
of the overhead loading and additional bracing. His company 
used refrigerator cars mostly, and shipped in fibreboard con- 
tainers complying with Rule 41, the largest package weighing 
20% pounds. The saving per car with heavier loading would be 
6-7c cents a 100 pounds, which would aggregate over $21 a 
car, he said. 

George M. Mack, traffic manager, United Biscuit Co. of 
America, opposed the carriers’ proposal, “because it is im- 
practical to load more than 27,000 pounds. To load heavier 
would result in excessive damage. The reduced rate proposed 
would benefit only 10 per cent of the industry,” he said. 


If the minimum were set at 27,000 pounds, he would not 
object, Mr. Mack stated. His normal peacetime loadings 
averaged 24,000, almost all of which moved in box cars. The 
O. D. T. 18-A order forced his company to move a greater pro- 
portion of its shipments by trucks, he stated. 

Mr. Blake, western sales manager, Consolidated Biscuit 
Co., Chicago, said that the 10 per cent reduction for 36,000 
pounds would not repay the shipper for the added costs of 
using heavier containers and bracing. His company used box 
cars for 95 per cent of its shipments, he said, the peacetime av- 


|) erage load being 20-24,000 pounds. Under O. D. T., he had 
| loaded to 28,000, he said. “The quality of cartons today is not 


e reason | as good as pre-war,” said Mr. Blake, “the cost is about the 


same, but the damage record is poorer with the lighter present- 
day containers.” 

Harold H. Moss, executive secretary of the Pretzel Insti- 
tute and of the Biscuit and Cracker Institute, said the shippers 
he represented used box cars only. After describing the diff- 
erent methods of shipping pretzels, Mr. Moss stated that the 
proposed minimum could not be used, but that there were no 
objections to its publication. In the loading of biscuits and 
crackers, the visible and blind damages increased greatly with 
heavier loading, he said, adding that the damage is too great 
if a car was loaded beyond 27,000 pounds. 

Licorice 

Mr. Burgess announced he had received several letters 
from companies favoring the association’s proposal of an 80,- 
pound minimum on licorice. ‘ 

FP. J. 1, representing the J. S. Young Co., Baltimore, 









1413 


stated that the industry generally accepted the 80,000-pound 
proposal. Prior to the war, shipments averaged 36,000 pounds, 
but during the war they rose to 80,000 pounds, said Mr. Crystal. 
With no rate inducement, they would revert to the lower figure 
in many cases, said he. 


Sulphate of Aluminum (Alumina) 


There being no shippers appearing to testify on the car- 
riers’ proposal to establish an alternate minimum of 80,000 
pounds on shipments of sulphate of aluminum (alumina) or 
paper makers’ alum, Mr. Burgess stated he had received letters 
from the American Cyanamid Co., the General Chemical Co., 
Du Pont, and the Pennsylvania Sulphate Co., and that the com- 
mittee would act on the basis of the correspondence received. 


Carbide Calcium 


H. W. McArthur, general traffic manager, National Car- 
bide Corporation, said his firm had four plants, and had con- 
cluded that the 80,000-pound proposed minimum was too high. 
He suggested 70,000 pounds, with at least three stopoffs per- 
mitted. Average loading under O. D. T. was about 65,000, he 
said. “We hope to take advantage of a 70,000-pound minimum, 
should you accept that figure,” said he, “but without additional 
stopoffs it would be difficult.” 

Mr. McArthur asked also for a 10 per cent reduction in the 
movement of calcium carbide in container cars. He said that 
12 five-ton containers, specially constructed, could be mounted 
on a flat car. Container cars were used for economy in handling, 
= a rate incentive would increase the use of such cars, he 
said. 
A decline in demand was the reason cars were loaded no 
heavier than 65,000 pounds, he said, stating that the ordinary 
box car could take 80,000 pounds. He said the unit loading 
cost was less when loaded to 80,000 pounds than when loaded 
to 40,000, but that unloading costs were higher. The commodity 
moved in drums, usually containing 100 pounds, said he. Peace- 
time loading averaged 50,000 pounds, and a load of 80,000 ex- 
ceeded commercial requirements, said he. 

C. H. Beard, general traffic manager, Union Carbide & 
Carbon Corporation, New York City, said his views were very 
similar to those of Mr. McArthur. Loadings averaged 63-64,000 
pounds, he stated, though loadings as high as 120,000 in a stand- 
ard box car had been achieved. He asked that one multiple load 
provision be continued, and’ that three stopoffs in transit be 
granted. His company was not shipping in container cars at 
present, but was studying the matter, said he, joining with Mr. 
McArthur in requesting an incentive rate for such cars. Mr. 
Beard asked that no dual minimum be established unless agree- 
ment was received from the Western Trunk Line roads. He 
testified that it cost 5 cents less per ton to load 80,000 than to 
load 40,000, but said it cost 22 cents a ton more to unload the 
heavier car. His company used lift trucks, loading to 80,000 
meant triple tiering, and it was difficult to unload the third or 
fourth tier in a car, said he. On a movement of an 80,000-pound 
car from Sault Ste. Marie, Mich., to Columbus, O., the saving 
per car would be approximately $32, he said. 


Dry Calcium Chloride 


No shippers appeared to testify on the association’s pro- 
posal to establish a dual minimum of 85,000 pounds on ship- 
ments of dry calcium chloride. Mr. Burgess stated no com- 
munications from shippers had been received on that com- 
modity, and that the roads would infer there is no objection 
to the proposal. 


Carbonate of Calcium 


F. D. Clark, assistant traffic manager, Diamond Alkali Co., 
Pittsburgh, stated his company did not favor the proposal for 
a dual minimum of 75,000 pounds on carbonate of calcium. 
“Calcium carbonate is sold f.o.b. plant, and any reduction would 
benefit the customer ‘only,” said he. “The increased cost of 
loading would fall on the shipper.” 


Loading averaged 60,000 pounds normally, he said, but 
under .O. D. T. it reached 80,000. It cost 64 cents a ton to 
load a car to 60,000 pounds, and about 90 cents a ton beyond 
that, he said. When a car is loaded above six tiers, the union 
objected, said Mr. Clark, and it was necessary to pay extra 
for loading beyond 60,000. There were also sales objections 
to heavier loading. A 10 per cent reduction would amount to 
3 cents per 100 pounds, and on a carload shipment from 
Chicago to Paynesville this would total $22.50, Mr. Clark 
stated. The trade ordinarily did not want cars loaded to 
80,000 pounds. When cars were loaded to 80,000, there were 
claims on practically every car, because the commodity, loaded 
in paper bags, was damaged, he said. 

Mr. Burgess, in adjourning the hearing, stated that here- 
after, if further subjects were docketed, no hour would be 
— so that the subjects could follow one another without 

elay. 


Members of the committee conducting the hearing stated 
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that none of the dual minima proposals would be published 
until committees from the southern and western roads had 
an opportunity to meet with a committee from the eastern 
roads and review the proposals. Agreement of the other roads 
would be sought, it was stated. 


Armor Plate Reparation 


Attorney General Tom Clark has announced the negotia- 
tion of an agreement with eastern and western railroads for 
the payment of approximately $4,000,000 in reparations as the 
result of the Commission’s decision in No. 29067, James V. 
Forrestal, Secretary of the Navy vs. Abilene & Southern Rail- 
way Co. et al., and four embraced cases. The agreement, he 
said, would eliminate the possibility of years of litigation. 

In those proceedings, the Commission found unreasonable 
interstate rates on steel armor plate and shapes, in carloads, 
throughout the United States, except in Southern Classification 
territory and between that territory and Official Classification 
Territory, and awarded reparation. It made the rates found 
reasonable effective December 4 (see Traffic World, Sept. 15, 
p. 665). 

Mr. Clark said the government, in 1944, had instituted a 
claim before the Commission that it had been overcharged on 
about 50,000 shipments of armor plate since the beginning 
of World War II. He said the mutual agreement settling the 
claims had been executed by himself, for the government, and 
by George H. Muckley and A. S. Knowlton, representing west- 
ern and eastern railroads, respectively. 

“The railroads, after contesting the matter before the In- 
terstate Commerce Commission, acceeded to virtually all the 
requests of the government,” said Mr. Clark. Not only would 
further litigation be avoided, he said, but the government would 
also have the benefit of the new rates beginning immediately. 

“By the settlement,” he said, “the government will recover 
the entire reparation authorized by the Interstate Commerce 
Commission and also additional substantial sums in connection 
with movements over land grant railroads,” adding that “the 
agreement fully protects the public interest.” 

He said the railroads had agreed that the amounts to be 
returned to the United States Treasury by the individual car- 
riers involved would be computed by the government’s General 
Accounting Office. 

The agreement, according to Mr. Clark, was negotiated for 
the government by Assistant Attorney General John F. Son- 
nett, of the Department of Justice; Col. Thomas Sands, of the 
War Department; and Capt. Clifton Toal, of the Navy Depart- 
ment. 


Export and Bunker Coal Rates 


Saying it seemed highly unlikely that rates voluntarily 
established many years ago and permitted to remain in effect 
until the present time “would suddenly be regarded by the 
railroads as unremunerative,” the Price Administrator, on his 
own behalf and on behalf of the Director of War Mobilization, 
has asked the Commission to suspend certain railroad tariffs 
proposing to increase rates on bituminous coal from producing 
points in Alabama to Mobile, Ala., Pensacola, Fla., Gulfport, 
Miss., New Orleans, and Port Chalmette, La., for export and 
bunkerage use. 

The Administrator quoted the Southern Freight Association 
as saying the rates had been established in the hope they would 
assist Alabama mines to sell coal in competition with lower 
priced coal available at Hampton Roads ports, and also in an 
effort to retard the change-over of steamers using the ports 
involved from the use of coal to fuel oil moved into the ports 
by water. The railroads said experience had proved the de- 
pressed rates had not accomplished their purpose, as the move- 
ment had been very small and decreasing year by year. 

Saying it was well established that export rates generally, 
and export and bunker rates in particular, should be lower 
than the rates to the ports proper, because in the nature of 
proportional rates, the Administrator referred to the reductions 
proposed by the respondents in I. and S. No. 4482, Bunker Coal 
from Alabama Mines to Gulf Ports, 227 I. C. C. 485, and said 
the Commission, with exceptions, had found the rates justified. 
However, he added, the carriers had been directed to make a 
six-months’ study and report to the Commission, and that re- 
port, he said, should be used as a guide for measurement of 
the reasonableness of the rates now protested. The rates the 
carriers sought to cancel were the same as those they had 
heretofore sought to reduce, he said, but that, “in this instance, 
they propose to establish substantial increases instead of sub- 
stantial reductions.” 

The following tariffs, published to become effective De- 
cember 15 were protested: G. M. & O., supplement No. 16 to 
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Tariff I. C. C. No. 105; Seaboard, supplement 11 to tariff 
I. C. C. No. A-1095; St. Louis-San Francisco, supplement 40 to 
tariff I. C. C. No. 11254; L. & N. supplement 28 to Tariff I. C. c. 
No. A-16524; Illinois Central, supplement 27 to tariff I. C. c 
No. E-1823; Central of Georgia, supplement 19 to tariff I. C. Cc 
No. 3134; and Southern, supplement No. 22 to Tariff I. C. ¢. 
No. A-11035. 









Motor Minima in East, Midwest 


The Eastern-Central Motor Carriers’ Association has asked 
the Commission for postponement, to “not earlier than March 
31, 1946,” of the effective date of the supplemental and original 
orders in MC C-360, Minimum Class-Rate Restrictions—Central 
and Eastern States. 

In the supplemental order the Commission, Division 2, on 
reconsideration, modified in certain respects the bases of 
maximum reasonable class-rate restrictions of the respondent 
motor common carriers on movements of freight in truckloads 
between points in Trunk Line Territory and interterritorially 
between points in Central, Trunk Line and New England Terri- 
tories, as prescribed in the original report, 44 I. C. C. 367, (see 
Traffic World, Oct. 6, p. 875). 

Eastern-Central said it believed the carriers should be 
extended a 31-day period, or until December 26, to file indi- 
vidual exceptions, and a reasonable period thereafter for assem- 
bly and distribution to all respondent carriers of the exceptions 
so filed, to be followed by a meeting in January for consulta- 
tion and for incorporation, where possible, of individual excep- 
tions lower than the prescribed stops, into the rate scales. 

It said that, at a meeting of carrier representatives in Ak- 
ron, O., on November 19, Eastern-Central was advised that the 
carriers would require additional time to consult with one an- 
other on the question of maintenance of joint through rates and 
routes, an opportunity to decide to what extent carriers might 
desire to maintain single-line stops over joint through routes, 
and cancellation of joint through routes, and other matters per- 
tinent to compliance with the order. 





























POTOMAC EDISON FINANCING 

The Potomac Edison Co., having informed the Commission 
that market conditions required modification in its plan to 
exchange 63,784 shares of 4% per cent cumulative preferred 
stock for a like number of outstanding 7 per cent and 6 per 
cent stock, has filed a modified plan. Authority for exchanging 
the stock had been granted in Finance No. 14908, Potomac 
Edison Co. Stock (see Traffic World, Sept. 8, p. 605). 

In Finance No. 15139, the company asks authority to make 
the exchange offer, but also proposes that, after a period of 
10 days from the time of the exchange offer, January 19, it 
will offer to sell those shares of new stock not needed for 
exchange at competitive bidding. 

It proposes to exchange the new stock for the old on a 
basis of one share for one share, plus an amount in cash equal 
to the difference between the price paid to it’ for the new 
shares sold and the redemption prices of the old stock sur- 
rendered for exchange, together with a cash dividend adjust- 
ment. 


NICKEL PLATE BUYS WHEELING STOCK 


At a meeting in Cleveland, December 5, the board of di- 
rectors of the Nickel Plate Road authorized the purchase, sub- 
ject to authorization by the Interstate Commerce Commission, 
from the Chesapeake & Ohio Railway Co., of certificates of de- 
posit for 78,145 shares of common stock of the Wheeling & 
Lake Erie Railway Co. at a price of $70 a share, and obtained 
a one-year option on the C. & O.’s remaining holdings in the 
Wheeling & Lake Erie, consisting of certificates of deposit for 


115,369 shares of prior lien stock and 1,658 shares of 5% per } 


cent preferred stock, at prices of $115 and $105 respectively. 


Purchase will bring the Nickel Plate’s ownership in the Wheel- | 


ing up to 47 per cent, and it will have an option on an additional 
20 per cent of Wheeling stock. 


RIVER TRANSIT APPLICATION 


Thurston Crawford, doing business as River Transit Co., 
of Columbus, Ga., has asked the Commission in W-935, for 
authority to institute a new operation as-a contract carrier of 
property “from various sources of pulp wood and logs on Gulf 
Intracoastal Canal, from Mobile, Ala., to Carabelle, Fla., and 
= Apalachicola-Chattahoochee River system to Port St. Joe, 

a. 
L. C. L. EMBARGO, K. C. AND OMAHA 

Because of truck strikes causing congestion of freight 
houses of railroads serving Omaha, and South Omaha, Neb. 
and Council Bluffs, Ia., and Kansas City, Mo.-Kan., the Com- 
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December 8, 1945 


mission, division 3, has issued service orders Nos. 391 and 392, 
effective December 5, at 12:01 a.m., embargoing less-than-car- 
load freight. Service order No. 391 expires December 10, at 
12:01 a.m., and service order No. 392 on January 4, at 12:01 


Pertinent portions of the orders follow: 


Service Order No. 391 
(a) No common carrier by railroad subject to the interstate com- 
merce act serving, Omaha, South Omaha, Nebraska or Council Bluffs, 
Ia., shall accept any outbound less-than-carload shipment of freight at 
those points, except such freight loaded by shipper which does not 
require handling through railroad freight houses. 


Service Order No. 392 


(a) No common carrier by railroad subject to the interstate com- 
merce act serving, Kansas City Mo.-Kan., shall accept on any Monday or 
Wednesday any outbound less-than-carload shipments of freight at those 
points, except perishables. 


TWIN CITIES EMBARGO SUSPENSION 


Effective December 1, at 12:01 a. m., the Commission, divi- 
sion 3, by amendment No. 1 to service order No. 380, has sus- 
pended service order No. 380 prohibiting railroads serving Min- 
neapolis, St. Paul, and Minnesota Transfer, Minn., from accept- 
ing any outbound less-than-carload shipment of freight at those 
points (see Traffic World, Dec. 1). 


SERVICE ORDER VACATIONS 

The Commission, division 3, has vacated two of its war- 
time orders, one prohibiting peddling of grapes from cars, and 
the other setting up a permit system for the movement of 
cotton. 

By revised service order No. 153-A, the Commission vacated 
revised service order No. 153, in effect since October 5, 1944, 
prohibiting the peddling of grapes from cars, including refrig- 
erator cars. 

By revised service order No. 249-A, the Commission va- 
cated service order No. 249, which placed the movement of cot- 
ton under permits to compresses in Arkansas, Louisiana, Mis- 
sissippi, Missouri, and Tennessee. The original order was issued 
November 2, 1944. 

BOX CAR SERVICE ORDER 

Director Clinger, of the Commission’s Bureau of Service, 
announced on December 5, the issuance of amended general per- 
mit No. 1, under service order No. 368. 

The service order required railroads at all points, including 
ports, where the railroads had the duty of unloading freight, to 
unload “forthwith” all such freight in their possession, held in 
box cars, 10 days from date of arrival of the cars at those 
points, including ports (see Traffic World, Nov 17, p. 1206). 

Effective November 30, at 5 p.m., until December 15, at 
11:59 p.m., amended general permit No. 1 permitted railroads to 
disregard the provisions of service order No. 368 in so far as 
it applied in New York harbor to: 


1. Cars containing freight, (such as chemicals, explosives, etc.) 
which due to its nature cannot be unloaded on the piers because of port 
security regulations. 


2. Cars containing freight which the railroad definitely knows will 
be delivered by car float or by connecting rail line to vessel within 5 
days of the date such cars become 10-day cars. 


3. Cars containing freight which are covered by orders for delivery 
to vessels within 5 days of the date such cars become 10-day cars. 


CAR UNLOADING SERVICE ORDERS 


By service orders Nos. 386, 387, and 388, respectively, the 
Commission, division 3, effective immediately, has ordered the 
unloading of 81 cars at specified points, as follows: 


No. 386, Missouri Pacific, 79 cars containing automobile parts and 
supplies at Leeds Station (Kansas City), Mo., provided, however, no 
box car with mechanical designation of XAP or XAR in the Official 
Railway Equipment Register would be subject to the order. 

No. 387, Charleston & Western Carolina, two cars containing lum- 
ber at Hampton, S. C. 


_ No. 388, Chicago, Milwaukee, St. Paul & Pacific, two cars contain- 
ing empty bottles at Watertown, Wis. 


EMPTY BOTTLES CAR UNLOADING 
The Commission, division 3, by service order No. 390, ef- 
fective immediately, has directed the Santa Fe railway to un- 
load “forthwith” four cars containing empty bottles and three 


on earth, on hand in the San Francisco Bay area, 
alif, 


0.D.T. ON BOX CAR SHORTAGE 


_ Continued acute shortage of railroad box cars may be at- 
tributed in part to the heavier carloadings of grain this year 
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as compared with last, the Office of Defense Transportation 
says. 

In the first 45 weeks of 1945, a total of 2,374,788 cars of 
grain and products were moved as compared with 2,204,397 in 
the same period of 1944, or an increase of 170,391 cars, it said, 
continuing: 

Up to and including the week ending March 17, the 1945 movement 


of grain and grain products was 104,787 below 1944. This was due to 
the heavier winter snowstorm in the northeast. 

But beginning with the week ending March 24, the grain movement 
each week has been heavier than in the corresponding week of 1944, 
with the single exception of the week ending July 7. 


The fact that in these 34 weeks the railroads were able to 
offset the deficit shown in the first eleven weeks indicates, 
according to Director Johnson, of the O.D.T., that “the railroads 
and all interested in the grain and grain products movement 
have been doing an exceptionally good job.” 


SAN FRANCISCO BAY CAR UNLOADING 
The Southern Pacific Co. has ordered by the Commission, 
division 3, by service order No. 389, effective immediately, to 
unload “forthwith” 54 cars containing numerous commodities 
on hand in the San Francisco Bay, Calif., area. 


T. P. & W. Offices Close 


The Toledo, Peoria & Western Railroad, whose operations 
ceased October 1 when the road was returned to its owners 
after three and one-half years of government control (see Traf- 
fic World, October 6, p. 883), has instructed 21 off-line traffic 
offices to close by December 31. In wires sent to off-line offices 
from coast to coast, C. R. Barnewolt, traffic manager, directed 
that all furnishings of the offices be offered for sale, and that 
notice of vacating be given to landlords. Agencies to be dis- 
continued include New York City; Washington, D. C.; Pitts- 
burgh; Cleveland; Cincinnati; Detroit; Indianapolis; Birming- 
ham; Memphis; Chicago; Keokuk; Minneapolis; Omaha; Tulsa; 
Wichita; Kansas City; Denver; Seattle; Portland, Ore.; San 
Francisco, and Los Angeles: 

The phone at the T. P. & W. office in Chicago has been dis- 
connected. 

George P. McNear, Jr., president of the railroad, on No- 
vember 13 wrote to the chairman of the National Mediation 
Board, stating that “we do not feel that our present situation 
is a renewal of the strike of 1941, ’but that if the board should 
concur with the position of John C. Collet, Stabilization Admin- 
istrator, Office of War Mobilization and Reconversion, that the 
dispute is a renewal of the strike which occurred in 1941, the 
railroad would like the emergency board to consider the basic 
issues existing in 1941, particularly the railroad’s refusal to in- 
— “featherbed rules” (see Traffic World, November 17, 
p. : 


TRANSPORT SAVINGS FOR AGRICULTURE 


The current issue of the “USDA,” a bulletin published by 
the Department of Agriculture, credits savings of ‘well over 
half a billion dollars in the freight bill of American farmers 
in the last 6 years” to the transportation rates and services 
division of the marketing facilities branch, production and mar- 
keting administration, headed by Charles B. Bowling. 

Observing that “transportation is perhaps the largest single 
cost item in the marketing of farm products,” the bulletin refers 
to the action of the department in petitioning the Commission 
to reconsider and suspend its order in Ex Parte 148. Successive 
suspensions of the order in that proceeding, it said, had saved 
about $75,000,000 a year in freight charges. 

“In addition,” the article continues, “the division handles 
a large number of negotiations and cases on railroad, truck 
and boat freight rates that cover every American farm product. 
In the 1945 fiscal year, for example, farmers in every state 
were benefited by adjustments made during the year (average, 
32 to the state). Actions ranging from rate reductions on 
particular commodities between specified points to adjustments 
covering the whole country for groups of commodities have 
resulted from the division’s activities.” 

Mr. Bowling, according to the article, joined the govern- 
ment in 1930 as traffic representative for the Federal Farm 
Board, later the Farm Credit Administration. His work in 
the department, it said, began in July, 1939, as Chief of the 
transportation division. Before coming to the government, it 
continued, Mr. Bowling represented steamship lines in traffic 
work, was a broker in marine insurance and foreign exchange, 
did rate work before various transportation regulatory agencies, 
and was director of transportation for a large growers’ exchange 


that marketed cotton cooperatively in both domestic and export 
channels. 


























































































































































































































































































































































































































































Broad plan for promotion of appreciation of the work 
of the traffic man by industry generally is launched 
—Associated Traffic Clubs Foundation incorporated 
in Illinois to carry on advertising, publicity and pub-| 
lic relations—Leaders in field to direct the work 


By ROBERT J. BAYER 


For upwards of 
twenty years there has 
been an awareness 
among transnortation 
men of the need for 
appreciation on the 
part of industry and 
industrial leaders of 
the value of responsi- 





ble traffic management. . 


The subject has long been discussed 
inmeetings of transportation and traffic 
organizations, and there have been in- 
numerable resolutions on it adopted as 
the years passed. Occasionally there 
arose activity that indicated something 
concerted was to be done about it. These 
activities began to take on the semblance 
of organization nearly two years ago 
when there was presented to members 
of the board of directors of the Asso- 
ciated Traffic Clubs of America, and 
later to the presidents of the member 
units of that association, a plan for a 
unified and well-financed scheme of 
promotion. That was at the last annual 
meeting of the association, in Cleveland, 
O., early in 1944. Presentation of the 
plan was made to the board by E. F. 
Hamm, Jr., president of the Traffic Serv- 
ice Corporation, a member and commit- 
tee chairman of the Traffic Clubs of 
Chicago. 

It was so enthusiastically received 
that: the board of directors authorized 
action to insure carrying out the plan. 
Subsequently, numerous meetings of a 
committee, appointed to study the mat- 
ter and to recommend an outline of the 
organization necessary to put it in ef- 
fect, were held. Arthur H. Schwietert, 
director of traffic, Chicago Association of 
Commerce, past president of the Chicago 
Traffic Club, was chairman of that com- 
mittee, and F. A. Doebber, traffic mana- 
ger, Citizens Gas and Coke Utility, In- 
dianapolis, Ind., president of the Asso- 
ciated Traffic Clubs, sat in and contrib- 
uted to the discussions. 


Meanwhile, President Doebber, and 
others of the association’s officers and 


“members of its board, presented the ten- 


tative plan to many of the association’s 
130 member units, scattered pretty well 
over the whole country. They reported 
unanimous approval—indeed, enthusiasm 
—as the result of which a number of 
the clubs adopted resolution pledging 
financial and moral support to the pro- 
gram. 


Legal Steps Taken 


John S. Burchmore, Chicago attorney, 
among other things of counsel for the 
National Industrial Traffic League, un- 
dertook the legal steps necessary to 
bring the projected organization into be- 
ing. His proposal, as recommended by 
the committee, was laid before the board 
of directors of the Associated Traffic 
Clubs at a meeting last June, where it 
was approved with minor modifications, 
and the committee instructed to proceed 
with the formalities of organization. 

The organization had its birth with 
the recording this week of articles of 
incorporation, filed with the Secretary 
of State at Springfield, Ill., of the As- 
sociated Traffic Club Foundation, the ob- 
jects of which are stated as follows: 

“The object of this corporation is for 
the development of public appreciation 
of the value, responsibility and integrity 
of traffic administration in directing the 
assembly and distribution of goods and 
carriage of passengers, and the traffic 
man’s responsibility to the general wel- 
fare of industry (including agriculture, 
mining, manufacture and other branches 
of commerce) carriers and the public 
through the efficient use of all types of 
transportation.” 


Officers Elected 


The board of directors of the new or- 
ganization held its first meeting and se- 
lected Mr. Doebber as its president; T. 
C. Burwell, vice-president, A. E. Staley 
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Manufacturing Co., Decatur, IIl., as its 
treasurer; R. A. Ellison, manager, trans- 
portation department, Cincinnati, O., 
Chamber of Commerce, as its secretary, 
and William Noorlag, Jr., transportation 
editor, Chicago Journal of Commerce, 
as its assistant secretary. 

Mr. Doebber and Mr. Burwell are also 
members of the board. The other nine 
members are: 

Charles W. Braden, general traffic 
manager, National Distillers Products 
Corporation, New York; A: H. Schwiet- 
ert, traffic director, Chicago Association 
of Commerce; John B. Keeler, assistant 
general traffic manager, Koppers Co., 
Inc., Pittsburgh, Pa.; Alonzo Bennett, 
vice-president, Federal Compress & 
Warehouse Co., Memphis, Tenn.; N. J. 
Brennan, director of transportation, 
Chrysler Corporation, Detroit, Mich., W. 
O. Narry, traffic manager, Richfield Oil 
Corporation, Los Angeles, Cal.; M. M. 
Emmert, director of traffic, Coca-Cola 
Company, Atlanta, Ga., George H. Shafer, 
general traffic manager, Weyerhaeuser 
Sales Co., St. Paul, Minn., and Joseph 
P. Gudger, traffic manager, Gulf Com- 
panies, Houston, Texas. 

The new foundation is tied directly 
to the Associated Traffic Clubs in a num- 
ber of ways, one of them being the re- 
quirement that active members be, as 
far as possible, either sustaining mem- 
bers of the association or officers of one 
of its member units. 


Promotion Campaign Planned 


The Associated Traffic Clubs Founda- 
tion, under the terms of its by-laws, will 


‘strive to accomplish the above-quoted 


objects “by the preparation, publication 
and circulation of literature, pamphlets, 
booklets, books and various forms of 
advertising matter; by organizing, plan- 
ning, conducting and encouraging ad- 
dresses and discussions in public or pri- 
vate meetings; and in other ways dis- 
seminating information to the general 
public, and particularly within the traf- 
fic fraternity, among executives in trans- 
portation companies, in business enter- 
prises, in civic and trade associations, 
and among colleges and educational in- 
stitutions.” ’ 

The organizational set-up which will 
undertake the financing and performing 
of this work consists of a board of three 
trustees, which remains at the moment 
to be selected; the board of directors, in 
active charge of the foundation, and an ad- 
visory committee, on which it is planned 
to enlist the services of front-rank 
industrial, financial and agricultural 
executives who have indicated their ex- 
isting appreciation of the value of traffic 
management and whose support and en- 
dorsement of the work of the foundation 
may be counted on to lend weight to the 
foundation’s efforts among the general 
body of American industry, agriculture 
and finance. 


Working Committees 


The actual work of the foundation will 
be divided broadly between two major 
committees—a finance committee and a 
production committee. 

The finance committee will consist of 
a chairman, six or more regional vice- 
chairmen and members, who will plan 
and supervise the acquiring of funds 
with which the work of the foundation 
will be done. 

The production committee will be 
made up of a chairman, two vice-chair- 
men and members. It will be charged 
with the planning, production and dis- 
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tribution of the advertising, the printed 
pamphlets and other material, and the 
preparation and publication of articles 
in magazines aimed toward the founda- 
tions objectives. The committee will also 
supervise, plan and conduct the speech- 
making activities and the work in edu- 
cational institutions: outlined in the by- 
laws and above summarized. There are 
provisions for the use of professional 
services in these activities. 


Classes of Memberships 


In addition to the active members, the 
by-laws of the corporation makes provi- 
sions for four other classes of members. 

Participating members will be those 
who contribute not less than $2 a year 
to the foundation; contributing members, 
those who contribute not less than $5 a 
year, and senior contributing members, 
those who contribute from $25 a year 
and up. There is a class of honorary 
members, on invitation only, extended to 
“persons having and manifesting great 
interest in the activity and work of traf- 
fic men and who are distinguished 
standing in business, or in civic or trade 
organizations, or in educational institu- 
tions, or with departments, offices or 
commissions of the state and federal 
governments which have to do with 
transportation.” 

The experience of Mr. Doebber and 
others, in visits to traffic clubs, indicates 
that there is a deep desire among mem- 
bers of those clubs to participate in the 
work of the foundation through member- 
ships of the classes outlined. It is antici- 
pated that a considerable portion of the 
funds needed to carry on the work, 
thoroughly and consistently, can be ac- 
quired from such sources. 

In addition, contributions to the funds 
of the foundation will be accepted from 
industrial and transportation companies, 
organizations interested in progressive 
and efficient traffic management, and 
from any other interest sympathetic 
with the objectives of the foundation. 

No particular goal has been set as 
yet for the total of funds to be attained, 
but it is recognized that the job to be 
done will require the expenditure of 
considerable money, and that those ex- 
penditures will have to be carried on over 
a long period of time. The newly or- 
ganized board will doubtless consider 
that matter at an early meeting and, 
through the finance committee, set up 
a campaign that will reach as nearly as 
possible everyone who has the cause of 
the foundation at heart. 

Funds available will be budgeted and 
the foundation’s promotion campaign cut 
to fit that budget. The selection of men 
of the highest type for the board and the 
working committees, it is felt, insures 
the carrying on of the work with a mini- 
mum of administrative expense, so that 
as large a proportion as possible of the 
funds contributed will be used directly 
In the planned work. 

A not-for-profit corporation; the Found- 
ation is already prepared to accept con- 
tributions to its fund. They should be 
made payable to the Associated Traffic 
Clubs Foundation and sent to T. C. Bur- 
well, Vice-President, A. E. Staley Manu- 
facturing Co., Decatur, Ill. 


Follows a Pattern 


In the original presentation, seen and 
approved by the board of directors of the 
Associated Traffic Clubs of America, and 
by the presidents of its member units, 
and later displayed at many meetings of 
individual clubs, the possibilities in the 





recommended campaign were illustrated 
by outlining a similar project carried out 
successfully in another industrial field. 

Some years ago the Associated Busi- 
ness Papers, Inc., an organization made 
up of leading business publications, set 
up a promotion campaign to instill in 
business executives an appreciation of 
the value of the industrial advertising 
manager. The presentation ‘mentioned 
went into some detail to show how that 
plan was carried out and the success its 
continuing efforts have met. It pointed 
out that, although there were many 
points of difference between the business 
publication field and the field of traffic 
management, the primary object of the 
A.B.P.’s campaign were similar to that 
so long regarded as necessary in the 
traffic field. 

For instance, an early A. B. P. mail- 


_ object of this 


corporation is for the de- 
velopment of public ap- 
preciation of the value, 
responsibility and integ- 
rity of traffic administra- 
tion in directing the as- 
sembly and distribution 
of goods and the carriage 
of passengers, and the 
traffic man’s responsibil- 
ity to the general welfare 
of industry (including ag- 
riculture, mining, manu- 
facture and other branches 
of commerce), carriers 
and the public through the 
efficient use of all types of 
transportation. 





ing piece—of which some 30,000 have 
been distributed—was a brief, interest- 
ingly written pamphlet entitled “Mr. 
President, Meet Your Advertising Man- 
ager.” In like manner, it is pointed out, 
the production committee of the new A. 
T. C. Foundation might immediately pre- 
pare and distribute a pamphlet entitled 
“Mr. President, Meet Your Traffic Man- 
ager.” 

Advertising in general business publi- 
cations, such as News Week, The United 
States News and Fortune might also be 
used to bring the objectives of the 
foundation to the attention of top busi- 
ness executives, just as the A. P. B. 
used general publications in the pub- 
lishing field. 


It is pointed out, however, that the 
parallel between the two promotion cam- 
paigns is illustrative at most, since the 
specific problems of the two fields differ 


The Men in Charge 


No program to “sell” traffic manage- 
ment to industry can be better than the 
men who conduct it. Those who have 
been placed in charge of the destinies of 
the Associated Traffic Clubs’ Founda- 
tion represent the very highest rank 
among industrial traffic managers. Their 
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widely, one from the other. Those who 
have studied the matter, however, agree 
that, for effectiveness, the traffic field 
lends itself even better to the type of 
effort to be expended than the other 
group. 

A great deal remains to be done in 
order to put the organization on a firm 
working basis. The earliest necessity is 
the selection of trustees, advisors and 
chairmen and members of the finance 
and production committees. At the first 
meeting of the board, the newly elected 
president, treasurer and secretary were 
appointed a committee to nominate men 
for these places, by and with the advice 
of the members of the board, the actual 
selection to be made at another meet- 
ing of the board in the near future. 
Meanwhile, the board set up a depository 
for funds to be received, and pledges 
already received augured immediate be- 
ginning of the work. 


The first material to be prepared will 
be a brochure addressed to traffic ex- 
ecutives outlining the organizations and 
objectives of the foundation and sug- 
gesting the help that can be rendered 
to it by individuals and groups. The ob- 
ject of the brochure is to familiarize 
men in traffic with these facts so that 
they can assist, not only in obtaining 
contributions directly, but in spreading 
word of the plan among others outside 
the field. It is expected that a second 
pamphlet, addressed directly to indus- 
trial executives will be ready within a 
short time. 


Timeliness 


Those who have considered the plan 
agree that the present is an ideal time 
for launching it. Preceded by years of 
discussion and by long and careful di- 
rect planning, it comes to the public 
soundly outlined and responsibly sup- 
ported. With the nation newly out of a 
great war, in which the importance of 
efficient traffic direction was most em- 
phatically demonstrated, industry is now 
more than ever conditioned to receive a 
message such as the foundation has to 
deliver. In the words of the foundation’s 
first pamphlet: 


“Management will surely be impressed 
when told how vital the work of trans- 
portation managers has been in expe- 
diting the flow of materials and products 
—and in reducing the costs of handling 
and shipping. 

“The stress of war made gigantic de- 
mands to move more goods with greater 
dispatch than ever before. The skill and 
ingenuity of traffic management played 
a big part in doing the job well. 

“Now business enters a new competi- 
tive era in which efficient control over 
distribution costs will be more impor- 
tant than ever. Traffic and transporta- 
tion managers, if given the proper op- 
portunity, can make a vital contribution 
to the success of their companies’ op- 
erations. The situation emphasizes the 
desirability of the Associated Traffic 
Clubs of America undertaking a broad, 
aggressive program right now.” 


names, as they appear earlier in this 
outline, are familiar to practically every- 
one in transportation. The integrity of 
the foundation is attested by the per- 
sonal reputation of each one of these men. 

However, so that their qualifications 
for this new and important work may 
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be fully understood, we add a brief 
biography of each. 


President Doebber 


F. A. Doeb- 
ber, after sev- 
eral years of 
experience else- 
where in trans- 
portation, was 
appointed traf- 
fic manager for 
the Citizens Gas 
and Coke Util- 
ity, Indianapo- 
lis, Ind., in 1916. 
Simultaneously, 
he was appoint- 
ed traffic man- 
ager of the 
Milburn By- 
Products Coal 
Co., Milburn, W. Va. His list of serv- 
ices in transportation organizations is a 
long one, leading to the presidency of 
the Associated Traffic Clubs of America 
and now to the presidency of the A. T. C. 
Foundation. He has served as president 
of the Indianapolis Traffic Club; as a 
member of several committees, a mem- 
ber of the executive committee and re- 
gional vice-president of the National 
Industrial Traffic League; a member of 
the freight and traffic committee of the 
Indianapolis Chamber of Commerce; a 
member of the traffic council and of the 
executive committee of the Indiana 
State Chamber of Commerce, and as 
secretary and executive vice-president 
of the A. T. C. of A. He is a graduate 
of the Indiana Law School and a former 
president of Gamma Chapter of Sigma 
Delta Kappa, national law fraternity. 
He is a practitioner before the Inter- 
state Commerce Commission. During 
the war he served as a member of the 
War Transportation Efficiency Commit- 
tee of the Office of Defense Transporta- 
tion, of a special committee to confer 
with the O. D. T. and the Commission 
on war transport policies, and is pres- 
ently a member of the Indiana Trans- 
portation Survey Committee, appointed 
by the governor of that state. He has 
taught traffic management at Indiana 
University and at Butler University. 





F. A. Doebber 


Treasurer Burwell 


T. C. Burwell 
was born in 
Moultrie Coun- 
ty, Ill., and edu- 
cated at Sulli- 
van, Illinois. He 
worked as mes- 
senger, teleg- 
rapher and re- 
lief operator for 
the Wabash 
Railroad before 
joining the traf- 
fic department 
of the A. E. 
Staley Manu- 
facturing Co., 
Decatur, Ill., as 
chief clerk in 1917. He was made traffic 
manager for that company in 1921, and 
in 1925 was elected a director and vice- 
president. He is also a member of the 
company’s executive committee. He has 
served as trustee, secretary, treasurer 
and director of the Decatur City Public 
Hospital and also as a trustee of Eureka 
College, Eureka, Ill. He is a member of 
the board of directors and of the execu- 
tive committee of the National Indus- 





T. C. Burwell 








trial Traffic League, and director and 
chairman of various committees of the 
Illinois Territory Industrial Traffic 
League. He has also served on various 
committees of the Illinois Manufactur- 
ers’ Association. He has been active in 
the affairs of the. Associated Traffic 
Clubs since it was ‘founded and is a 
past president of that organization. 


Secretary-Treasurer Ellison 


R. A. Ellison 
was born in Pa- 
ris, Ky., and 
educated at the 
public and busi- 
ness schools of 
Paris and Cin- 


cinnati, O. He 
worked for 17 
years in the 


traffic depart- 
ment of the 
Pennsylvania 
System Lines, 
and has had 
more than 20 

te years’ experi- 
R. A. Ellison ence in indus- 
trial traffic work. Presently he is a con- 
sulting traffic manager; manager of the 
transportation department, Cincinnati 
Chamber of Commerce; and instructor 
in traffic management, evening college, 
University of Cincinnati. He is a mem- 
ber, and past president, of the Cincinnati 
Traffic Club; a member of the Traffic 
League of Cincinnati; a member and 
active on several committees of the As- 
sociation of I. C. C. Practitioners. He 
is a member of the board of directors, 


* National Industrial Traffic League. He 


is a member, and past general chairman 
of the Ohio Valley Transportation Ad- 
visory Board. 


Director Schwietert 


Arthur HH. 
Schwietert was 
born at St. 
James, Minn., 
and educated 
at Butterfield, 
Minn. He _ be- 
gan work as a 
freight trucker 
for the Chicago 
and North 
Western at 
Tracy, Minn., in 
_1913. He worked 
for that railroad 
and the C. St. 
Pp. M. & O. at 
various places 
and in various capacities until he en- 
tered the U. S. Navy in the first world 
war. In 1921, he came to Chicago as 
manager of the freight rate department 
of the Chicago Association of Com- 
merce. He was appointed assistant traf- 
fic director of the A. of C. in 1921 and 
traffic director in 1940, serving, mean- 
while, for three years, as acting traffic 
director while the traffic director was on 
the staff of the Federal Coordinator of 
Transportation. He has completed sev- 
eral traffic and transportation courses 
in commercial and correspondence 
school, and was graduated with high 
honors from the John Marshall Law 
School, Chicago, in 1934. He is a mem- 
ber of the Illinois bar and a practitioner 
before the Commission. He was first 
president of the Junior Traffic Club of 
Chicago and is a past president of the 
Traffic Club of Chicago. Other organ- 
izational affiliations include the pres- 


A. H. Schwietert 
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idency of the Illinois Territory Indus- 
trial Traffic League; alternate genera] 
chairman and chairman of a number of 
committees of the Mid-West Shippers’ 
Advisory Board; member of the traffic 
committee of the Mississippi Valley As. 
sociation; chairman and member of sev. 
eral committees, and member of the 
board of directors and executive com- 
mittee of the National Industrial Traffic 
League, and a member of the board of 
directors of the Associated Traffic Clubs 
of America. He was chairman of the 
committee that drew up the plan of or- 
ganization. of the A. T. C. Foundation. 


Assistant Secretary Noorlag 


William Noor- 
lag, Jr., former- 
ly assistant traf- 
fic director of 
the Chicago As- 
sociation of 
of Commerce, is 
transportation 
editor of the 
Chicago Jaurnal 
of Commerce, 
He served the 
Association of 
Commerce for 
20 years, since 
1925. He edited 
the transport 
and traffic de- 
partment of “Commerce” magazine, and 
since 1940 served as secretary of the 
Industrial Traffic Council of the asso- 
ciation. He is a graduate of the College 
of Advanced Traffic. He has represented 
shippers of the middle west in legisla- 
tive matters in Washington and before 
the Illinois general assembly. He is a 
member of the Association of I. C. C. 
Practitioners; a member of the execu- 
tive committee of the Mid-West Ship- 
pers’ Advisory Board; a member of the 
trustees and finance committee of the 
Traffic Club of Chicago; and a past pres- 
ident and past chairman of the board of 
the Junior Traffic Club of Chicago. 


Director Braden 


Charles W. 
Braden was 
born in Brook- 
lyn and edu- 
cated in the 
New York City 
public schools. 
He began work 
at sixteen with 
the Missouri 
Pacific in New 
York and in the 
following years 
worked in vari- 
ous capacities 
for that rail- 
road, for _ the 
Cotton Belt and 
the Big Four, eventually becoming com- 
mercial agent for the latter railroad. In 
the period of the first world war he was 
chief clerk for the United States Ship- 
ping Control Committee at Newport 
News, Va. In 1919 he joined the Na- 
tional Distillers Products Corporation as 
eastern traffic manager, being elevated 
to the position of ‘general traffic man- 
ager in 1924, which position he now 
holds. He is a past president of the 
Traffic Club of New York. He has been 
in the forefront of activities of the Na- 
tional Industrial Traffic League, even- 
tually becoming its president. He is now 
chairman of its special committee on 
transportation policy. His work in the 


William Noorlag, Jr. 


Charles W. Braden, 
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Associated Traffic Clubs also goes back 
many years, including service on many 
committees. He is now the association’s 
executive vice-president. 


Director Keeler 


John B. Keeler 
was born in 
Litchfield Coun- 
ty, Conn., and 
was educated 
there and at 
Waterbury, 
Conn. At the 
age of 21, he 
moved to Wash- 
ington to be- 
come employed 
in the War De- 
partment. After 
a brief stay 
there, he joined 
the _ Interstate 
Commerce Com- 
mission, where he was, successively, 
confidential clerk to Chairman Daniels; 
chief of the Bureau of Informal Cases; 
member of the Board of Reference; 
Special Examiner, and Attorney Exam- 
iner. In 1928, he resigned to become 
assistant traffic manager for the Kop- 
pers Company. He has since been ele- 
vated to the position he now holds, that 
of assistant general traffic manager. He 
holds a degree of Bachelor of Laws 
from Georgetown University and was an 
instructor in the Law School of National 
University for three years. He is a past 
president of the Traffic Club of Pitts- 
burgh. He served on many of the com- 
mittees of the National Industrial Traf- 
fic League and was president of the 
league from 1943 to 1945. He has also 
been active in the affairs of the Asso- 
ciated Traffic Clubs of America over a 
period of years. 


John B. Keeler 


Director Bennett 


Alonzo Ben- 
nett has spent 
his entire busi- 
ness career in 
transportation 
and in Memphis, 
Tenn. He began 
it in.1906 in the 
local freight of- 
fice for the Chi- 
cago, Rock Is- 
land & Pacific 
in that city. In 
1909, he took a 
job as starting 
and loading 
clerk for the 
; Memphis Ter- 
minal Corporation, rising gradually un- 
til he became assistant secretary. In 
1920 he accepted the position of office 
and traffic manager for Jerome Fentress 
& Co., cotton merchants, at Memphis, 
and three years later became a partner 
in the cotton firm of Finley & Bennett. 
In 1925 he joined the Federal Compress 
& Warehouse Co. as traffic manager. In 
1930 he was elected vice-president of 
that company, the position he now holds. 
Mr. Bennett was elected president of 
the National Industrial Traffic League 
at its annual meeting in Chicago last 
week, having served the league for many 
years on committees and as vice-pres- 
ident. He is chairman of the traffic and 
transportation committee of the Mem- 
phis Chamber of Commerce, a member 
of the board of directors and the execu- 
tive committee of the Memphis Freight 
Bureau; treasurer of the Tennessee Cot- 





Alonzo Bennett 
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ton Compress and Warehouse Associa- 
tion; member and chairman of several 
committees of the Southeast, Southwest 
and Trans - Missouri-Kansas Shippers’ 
Advisory Boards,-and a member of the 
legislative committee of the Southwest- 
ern Industrial Traffic League. He is a 
member of the Association of Interstate 
Commerce Practitioners. 


Director Brennan 


N. J. Brennan 
started with the 
Michigan Cen- 
tral Railroad in 
Toledo in 1909 
as a messenger. 
He advanced 
through the op- 
erating depart- 
ment into the 
traffic depart- 
ment to travel- 
ing freight 
agent, and was 
appointed gen- 
eral agent at 
Toledo in 1920; 

N. J. Brennan division freight 
agent, Detroit, 1924; assistant general 
freight agent, Detroit, 1926. In January, 
1937, he was appointed traffic manager 
of the Chrysler Corporation, becoming 
director of traffic of the corporation in 
June, 1943. 


Director Shafer 


George H. 
Shafer was born 
at Olney, IIl., 
and educated in 
the public 
schools of Illi- 
nois. His law 
education and 
his admission to 
the bar were 
also in that 
state, and he 
was later admit- 
ted to the bar 
of the federal 
courts and the 
U. S. Supreme 

George H. Shafer Court. He be- 
gan work for the Chicago & Alton, work- 
ing in several of its departments before 
his departure for services in an anti- 
aircraft battalion in the U. S. Army in 
the first world war. On his discharge 
from the Army, he joined the traffic de- 
partment of the International Harvester 
Co., at Chicago. In 1930 he was ap- 














pointed chief of the section of rates and 
tariffs for the Illinois Commerce Com- 
mission. Seven years later he accepted 
the position of traffic manager and com- 
merce counsel for the Weyerhaeuser in- 
terests, his present position, with head- 
quarters at St. Paul, Minn. He is general 
chairman of the Northwest Shippers’ 
Advisory Board and a past president of 
the National Association of Shippers’ 
Advisory Boards; a past president of the 
ninth district chapter of the Association 
of Interstate Commerce Commission 
Practitioners; a director of the Amer- 
ican Short Line Railroad Association, 
and a member of the traffic committees 
of the West Coast Lumbermen’s Asso- 
ciation, the National Lumber Manufac- 
turers’ Association and the American 
Pulp and Paper Manufacturers’ Associa- 
tion. He is chairman of the diversion 
and reconsignment committee and a 
vice-president of the National Industrial 
Traffic League. 


Director Narry 


W. O. Narry 
is traffic man- 
ager of the 
Richfield Oil 
Corporation, 
Los Angeles, 
Cal. He began 
work in the lo- 
cal freight of- 
fice of the Gulf, 
Colorado & 
Santa Fe Rail- 
way in 1918 and 
joined the At- 
chison Topeka 
& Santa Fe in 
the claim de- 

W. O. Narry partment at Los 
Angeles in 1922. In 1924 he accepted 
the position he now holds. He is a past 
president of the Los Angeles Traffic 
Managers’ Conference and of the Los 
Angeles Transportation Club; a member 
of the transportation committee of the 
Los Angeles Chamber of Commerce; 
former president of the California State 
Council of the American Institute of 
Traffic Management, a. director and 
member of several committees of the 
National Industrial Traffic League, as 
well as regional chairman of the league’s 
committee to cooperate with transporta- 
tion executives. He was a member of 
the Pacific Coast traffic advisory com- 
mittee to the Office of Defense Trans- 
portation in the war period, and a mem- 
ber of other committees of the O. D. T. 
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LOOK A GIFT 


‘Tuere’s an old saying that needs to be brought up to date.. 
will go like this: 


ALWAYS look a gift horse in the mouth 


Take the Burlington, for instance, and some of its recent projects in 
the improvement of freight service. It has invested nearly $5,000,000 
in two new hump yards to expedite freight movement. Centralized 
Traffic Control, to the tune of over $2,500,000, has been installed for 
faster service. The Burlington pioneered in the application of two- 
way, high frequency radio, which will cut hours from freight sched- 
ules when installed. 


These projects aren’t gifts to Burlington shippers. . . they’re just 
good business. 

For the Burlington’s success depends upon industry and agricul- 
ture. Transportation is its job. By doing that job well, the Burling- 
ton builds confidence. And confidence builds business. 

That’s why the Burlington will continue to invest time and 
money in the cause of better railroading. 


H. L. FORD, Freight Traffic Manager, 547 West Jackson Blivd., Chicago 


e 

DAVENPORT 

PROCKISLAND © 
MOLINE * 


bd e 
Sad 
ST. JOSEPH ~ Cee ° 
onKrand IT Ye 
SAN FRANCISCO : WY _: am a of 
RAW rae 
il _ 


pes 
ICHITA FALLS 
FORT WORTH 


an essential link in trans- 
continental transportation 





December 8, 1945 


BURLINGTON LINES 


CHICAGO, BURLINGTON & QUINCY RAILROAD e COLORADO and SOUTHERN RAILWAY @ FORT WORTH and DENVER CITY RAILWAY 
THE WICHITA VALLEY RAILWAY e@ BURLINGTON-ROCK ISLAND RAILROAD 


everywhere Weit 













































































































































































1422 


and the Petroleum Administration for 
War. 


Director Gudger 


Joseph P. 
Gudger is traf- 
fic manager for 
the Gulf Oil 
Corporation and 
the Gulf Refin- 
ing Company, 
at Houston, 
Texas. He is a 
member of the 
Houston Traffic 
Club.-He served 
for four years 
on the advisory 
committee for 
traffic routing 
and movement 
Joseph P. Gudger of the Office of 
Defense Transportation and on the joint 
tank car subcommittee of the Petroleum 
Administration for War in the war. He 
was chairman, in that period, of the 
tank car and truck subcommittee for 
the third district, P. A. W. He is a 
past vice-president of the National As- 
sociation of Shippers’ Advisory Boards; 
a past general chairman of the South- 
west Shippers’ Advisory Board; past 
president of the Texas Industrial Traffic 
League, in which he still serves as mem- 
ber and chairman of several committees. 
He is also director and chairman and 
member of several committees of the 
Texas league. He is a past president of 
the Houston Foreign Trade Association 
and a member of the presidents’ com- 


A. T. C. Foundation 


ARTICLE I—NAME AND OBJECT 


Sec. 1. The name of this corporation, or- 
ganized under the statute of Illinois govern- 
ing general not-for-profit corporations, is 
ASSOCIATED TRAFFIC CLUBS FOUNDA- 
TION. 

Sec. 2. The object of this corporation, for 
which it is organized under said statute, is 
for the development of public appreciation of 
the value, responsibility and integrity of 
traffic administration in directing the assem- 
bly and distribution of goods and carriage 
of passengers, and the traffic man’s responsi- 
bility to the general welfare of industry 
(including agriculture, mining, manufacture 
and other branches of commerce) carriers 
and the public through the efficient use of 
all types of transportation. 

Sec. 3. The term ‘‘traffic man’’ denotes the 
men and women ‘ho are engaged, as em- 
ployees, agents or officers, in the service of 
shippers and receivers of goods (or passen- 
gers), railroads, motor carriers, water car- 
riers, air lines, forwarders, brokers, or in 
civic or trade organizations or with regula- 
tory agencies, in administering, arranging, 
improving and conducting traffic and trans- 
portation, other than those in the operating 
departments of carriers. 

Sec. 4. The corporate object and purposes 
are to be accomplished and served by the 
preparation, publication and circulation of 
literature, pamphlets, booklets, books and 
various forms of advertising matter; by or- 
ganizing, planning, conducting and encourag- 
ing addresses and discussions in public or 
private meetings; and in other ways dissem- 
inating information to the general public, 
and particularly within the traffic fraternity, 
among executives in transportation compa- 
nies, in business enterprises, in civic and 
trade organizations, and among colleges and 
educational institutions. 

Sec. 5. This corporation has been organized 
as an incorporated adjunct or affiliate of the 
national association (unincorporated) known 
as The Associated Traffic Clubs of America, 
which is composed of bona fide local traffic 
clubs situated throughout the United States 
(whose membership includes representatives 
of both carriers and shippers), in addition 








mittee for the Joseph B. Eastman Foun- 
dation. 


Director Emmert 


Marcus M. 
Emmert was 
born at Hagers- 
town, Md., and 
educated in the 
public schools 
of Hagerstown 
and Alexandria, 
Va. He was em- 
ployed by the 
Southern Rail- 
way in the traf- 
fic department 
for thirteen 
years, rising to 
become secre- 
tary to the vice- 
Marcus M. Emmert~ president, and, 
later, district freight agent at New Or- 
leans, La. In 1916 he accepted the posi- 
tion of traffic manager for the Coca- 
Cola Company, Atlanta, Ga., and some 
years later was elevated to his present 
position with that company, director of 
traffic. He is a practitioner before the 
Interstate Commerce Commission, and 
has long been active in the work of the 
National Industrial Traffic League, 
which he now serves as vice-president. 
He is a past president of the Traffic 
Club of Atlanta. He has been identified 
with the Associated Traffic Clubs of 
America almost from its inception and 
is now a member of the association’s 
board of directors and one of its re- 
gional vice-presidents. 


By-Laws 


comprising individual sustaining members, 
associate members and other classes provided 
in the By-Laws of said association. The or- 
ganization of this incorporated affiliate has 
been deemed desirable in order that there 
might be a more stable formal organization 
to conduct and manage the above-described 
activities and to hold, and invest the endow- 
ments and manage and disburse the funds 
required for fulfillment of the aforesaid ob- 
jects of this corporation. 


ARTICLE II—MEMBERSHIP CLASSIFICA- 
TION 


Sec. 1. The members (or stockholders) of 
this corporation shall be and consist of five 
classes: Active members, Participating mem- 
bers, Contributing members, Senior Contrib- 
uting members, and Honorary members. All 
classes of members shall have voting rights, 
excepting Honorary members. 

Sec. 2. The Active members shall be forty 
(40) in number who shall be elected and 
serve for terms of five years. (The initial 
members shall be elected eight (8) each for 
one year, two years, three years, four years, 
and five years, respectively.) They shall not 
be required to pay dues and so far as may 
be possible shall be selected from persons 
who at the time of their election to member- 
ship are sustaining members of The Asso- 
ciated Traffic Clubs of America, or officers 
of local traffic clubs which are members of 
The Associated Traffic Clubs of America. 

Sec. 3. Participating members, Contribut- 
ing members and Senior Contributing mcm- 
bers: Any citizen of the United States, of 
lawful age and good reputation, shall be eli- 
gible for membership as Participating, Con- 
tributing or Senior Contributing members, 
and upon application stating interest in the 
objects of the corporation may be elected to 
such membership; provided that Participat- 
ing members shall pay dues of such amount 
as they individually designate, of not less 
than $2.00 per annum; Contributing members 
shall pay dues (which they shall designate) 
of not less than $5.00 nor more than $24.00 
per annum; and Senior Contributing mem- 
bers shall pay dues (which they shall desig- 
nate) of not less than $25 per annum; and 
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each such member of either class shall re- 
main in good standing while continuing the 
payment of such annual dues, subject to ter- 
mination of membership by vote of the Board 
of Directors. 

Sec. 4. Honorary members of this corpora- 
tion shall be limited to such persons having 
and manifesting great interest in the activity 
and work of traffic men and who are of dis- 
tinguished standing in business, or in civic 
or trade organizations, or in educational in- 
stitutions, or with departments, offices or 
commissions of the state or federal govern- 
ments which have to do with transportation. 
They shall be invited to accept such mem- 
bership, not subject to payment of dues, 
and shall have all privileges, excepting the 
privilege of voting. 

Sec. 5. The Active members shall be elected 
in the first instance by the first Board of 
Directors named in the Articles of Incorpora- 
tion; and after the first active membership 
list is filled, thereafter all members of all 
classes shall be elected from time to time 
by vote of the membership. 

Sec. 6. A _ certificate of membership, in 
form approved by the Board of Directors, 
shall be issued to each member, non-transfer- 
able, to be surrendered by him on termination 
of his membership. 


ARTICLE ITII—MEETINGS 


Sec. 1. The Annual Meetings of the mem- 
bers of this corporation shall be held in the 
month of October or November of each year 
on the day and at the time and place to 
be designated by the Board of Directors, and, 
if feasible, during or following the annual 
meeting of The Associated Traffic Clubs of 
America. The Secretary shall give not less 
than fifteen (15) full days’ written notice to 
each active member with reasonable notice 
to Participating, Contributing, Senior Con- 
tributing and Honorary members so that they 
may attend if interested to do so. 

Sec. 2. Special meetings of the corporation 
may be held at any time when deemed by 
the Board of Directors to be appropriate or 
necessary, or upon call of the President, sub- 
ject to the same written notice to members 
as provided in Sec. 1. 

Sec. 3. A Quorum shall consist of fifteen 
(15) or more Active members, or of two- 
thirds of enrolled Active members—whichever 
shall be the lesser number, including those 
represented by proxy. 

Sec. 4. At all meetings of the corporation 
members may be represented and vote either 
in person or by written proxy, provided that 
no proxy agent shall vote for more than 
three memberships, including his own. 

Sec. 5. The Board of Directors shall meet 
annually, following the annual meeting of the 
corporation or as soon thereafter as may be 
practicable. Special meetings of the: Board 
of Directors may be called by the President 
or by authority of any three directors. Such 
meetings (annual and special) shall be held 
at such place and hour as may be designated, 
and not less than ten days’ written notice 
of any such meeting shall be given by the 
Secretary, or by the President, to each Di- 
rector, provided that notice may be waived 
in writing. 

Sec. 6. A Quorum of the Board of Direc- 
tors shall consist of five (5) or more, but 
no official action (save adjournment or re- 
cess) shall be taken by less than five (5) 
affirmative votes. The President may vote if 
he is a member of the Board, although pre- 
siding. 


ARTICLE IV—BOARD OF DIRECTORS 


Sec. 1. The management of this corpora- 
tion and the authority for the conduct of its 
affairs shall be vested in a Board of Direc- 
tors consisting of eleven (11) members. The 
initial Board of Directors is named in the 
Articles of Incorporation; and shall serve 
only until the first annual meeting of the 
members. The first members of said Board 
shall classify themselves, so that the terms 
of two (or in one year three) shall expire 
each year; however, all shall be considered 
for re-election (or replacement) at the first 
annual meeting; and thereafter new Directors 
shall be elected for terms of five (5) years 
each, vacancies to be filled by election of a 
successor for the remainder of any unexpired 
term. 

Sec. 2. At the expiration of the term of 
each Director, his successor shall be elected 
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by the members at their annual meeting, 
provided that vacancies in the Board of Di- 
rectors, however created, may be filled by 
election of successors by the remaining mem- 
bers of the Board (if not less than five (5) 
remain) or at the ensuing meeting of the 
members of the corporation. , 

Sec. 3. Directors need not be residents of 
the state of Illinois but shall be active mem- 
bers of the corporation at the time of their 
election or when they qualify to take office. 

Sec. 4. The Board of Directors shall elect 
the officers, supervise the performance of 
their duties, fix their compensation, and re- 
move any Officer for cause deemed proper. 
The Board shall have authority to transact all 
business necessary for the management of 
the corporation and for the accomplishment 
and service of the objects and purposes of 
the corporation, subject to the provisions of 
Article V of these By-Laws. Minutes of their 
meetings shall be made and preserved in 
accordance with accepted corporation practice. 

Sec. 5 The Board of Directors shall adopt 
each year an Annual Budget of Expenditures, 
subject to amendment by the Board. No 
committee shall have authority to create or 
incur any obligation or make any expenditure 
not included in such Budget or not author- 
ized by the Board of Directors. 


ARTICLE V—TRUSTEES 


Sec. 1. Three men of high reputation and 
standing, elected by the members upon nomi- 
nation by the Board of Directors, shall con- 
stitute and comprise the Trustees of this 
Foundation. As such Trustees, each of them 
shall be required to sign a declaration of 
stewardship, in duplicate, of which one copy 
shall be in the records of this corporation 
and a duplicate copy shall be furnished to 
the Secretary of The Associated Traffic Clubs 
of America, or successor organization. This 
declaration shall be as follows: 

Having been duly elected by The Asso- 
ciated Traffic Clubs Foundation, an Illinois 
not-for-profit corporation, I do hereby ac- 
cept the responsibility of serving as one 
of the Trustees of the Foundation. I 
declare that I will well and truly admin- 
ister the trust in me imposed, by diligent- 
ly supervising the receipt, investment, 
and distribution of any and all funds 
(save membership dues) which may come 
to the Foundation including contribu- 
tions, income from investments and En- 
dowments and that I will diligently 
endeavor to preserve the financial integ- 
rity of the Foundation so that the corpo- 
ration may be enabled to carry out the 
objects embodied in Article I of the 
By-Laws. These duties I will fulfill until 
my successor as Trustee shall have been 
elected and qualified to serve in my 
place and stead. 

Sec. 2. It shall be the particular duty and 
function of the Trustees to receive and pre- 
serve the principal of Endowment Funds, in 
accordance with the terms imposed by the 
donors, and to assume and bear full re- 
sponsibility, as Trustees, for the funds of 
the corporation. 

Sec. 3. The Trustees shall not be subject 
to directions or action of the members of 
the corporation. Each shall serve for a term 
of five years, and until his successor is elect- 
ed and qualifies. 

Sec. 4. The Trustees shall submit an An- 
nual Report to the members of the corpora- 
tion of the financial condition of the corpora- 
tion, which report shall be available to 
contributors to the funds who may desire 
copies thereof. 


ARTICLE VI—ADVISORY COMMITTEE 


Sec. 1. There shall be a standing commit- 
tee of the corporation to be designated and 
known as the Advisory Committee, which 
shall consist of citizens of the United States 
or Canada, of high standing, interested in 
Subjects of traffic administration, not neces- 
sarily members of the corporation. This 
committee is to be elected by the members, 
upon nomination by the Board of Directors. 


1. C. C. PRACTITIONERS 
The following have been admitted to practice before the 


Commission: 


Donald C. Allen, Wichita, Kan.; Harry William Anderson, Chicago, 
Ill.; H. Gordon Angwin, Pittsburg, Kan.; Ross Bohannon, Dallas, Tex.; 
Edward Cage Brewer, Clarksdale, Miss.; James R. Bussey, St. Peters- 
burg, Fla.; L. Byron Cherry, New York, N. Y.; Wilton C. Cole, Port- 
land, Ore.; Milton B. Conford, Newark, N. J.; Robert F. Ditewig, 
Portland, Ore.; Jeffress Samuel Dortch, Jr., Richmond, Va.; Everett A. Hagerstown, Md. 


It shall be of such number as the Board of 
Directors may fix from time to time and the 
members of the committee shall serve for 
terms of three years. 

Sec. 2. It shall be the duty, function and 
prerogative of the Advisory Committee to co- 
operate with the Board of Directors and 
with the Finance Committee in the plans and 
work of the corporation. 


ARTICLE VII—FINANCE COMMITTEE 


Sec. 1. There shall be a standing commit- 
tee of the corporation to be designated and 
known as the Finance Committee, which shall 
consist of a general chairman together with 
six or more regional vice chairmen and 
other members, representing each of the prin- 
cipal regions into 
which the United 
States (including 
Canada, if desir- 
able) may be di- 
vided for prac- 
tical purposes by 
action of the 
Board of Direc- 
tors. One Direc- 
tor shall be ex 
officio a member 
of this Commit- 
tee. 


Sec. 2. The 
members of the 
Finance Com- 
mittee shall be 
elected by the 

John S. Burchmore, Board of Direc- 

Counsel tors from among 

the Active, con- 

tributing, Senior Contributing and Sustaining 
members of the corporation. 

Sec. 3. It shall be the duty of the Finance 
Committee (by and with the general advice 
and approval of the Board of Directors) to 
serve as the active group in planning and 
supervising the raising of funds and secur- 
ing of contributions to the work of the Foun- 
dation. It shall be their special duty to ac- 
complish the creation of an Endowment Fund. 

Sec. 4. The Finance Committee shall be 
without authority or responsibility concerning 
the budget of expenditures of the corpora- 
tion, or the disbursement, investment or 
management of its funds, which matters are 
reserved. under Articles V and VI hereof to 
the Directors and Trustees. 


ARTICLE VIII—PRODUCTION COMMITTEE 


Sec. 1. There shall be a standing commit- 
tee of the corporation to be designated and 
known as the Production Committee, which 
shall consist of a general chairman, and two 
(or more) vice-chairmen, in charge respec- 
tively of advertising, of pamphlet prepara- 
tion and of any other branch of the work 
of the committee that may be found desirable. 

Sec. 2. The Production Committee (through 
its sub-divisions) shall be the working com- 
mittee of the corporation in the planning, 
outlining, preparation, publication of all liter- 
ature and advertising, the arranging and con- 
ducting of addresses, meetings and discus- 
sions; and all other activities referred to, 
described or implied in Section 4 of Article 
I of these By-Laws. 

Sec. 3. The Production Committee shall 
operate and plan its activities within the 
Budget adopted by the Board of Directors, 
and with only general advice and approval 
of the Board of Directors. 


ARTICLE IX—OFFICERS 


Sec. 1. The Officers of the corporation 
shall consist of a President, who at the time 
of his election shall be a member of the cor- 
poration and who need not be one of the 
Directors, and a Secretary, and a Treasurer, 
who need not be Directors or members of 
the corporation. 

Sec. 2. The President shall be the chief 
executive officer of the corporation. He shall 
perform all duties, bear all responsibilities 
and enjoy any authority customary in the of- 
fice of president of a corporation not for 
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profit, but within such directions as the 
Board of Directors shall give, not incompati- 
ble with these By-Laws. He shall receive no 
salary as President but may be reimbursed 
for his reasonable and necessary expenses, 
with approval of the Board of Directors. On 
behalf of the Board of Directors, he shall 
present a written annual report to the An- 
nual Meeting of the members of the corpora- 
tion. 

Sec. 3. The Secretary shall perform the 
duties customary for such office, including 
the giving of proper corporate notice and 
keeping of minutes and records. He shall 
receive such salary and expenses as may be 
authorized by the Board of Directors. The 
minutes and general corporate records shall 
be kept in the state of Illinois; and if the 
Secretary is not a citizen of Illinois there 
shall be an Assistant Secretary residing in 
that state and acting as custodian, under 
direction of the Secretary. 

Sec. 4. The Treasurer shall be cusodian 
of all funds and investments of the corpora- 
tion, including any Endowment funds. He 
shall give adequate bond with a responsible 
Surety Company in such amount as the Board 
of Directors shall fix. He shall receive such 
salary and expenses as may be authorized by 
the Board of Directors. The funds of the 
corporation shall be kept in such bank and 
the securities under such physical custody as 
the Trustees shall determine. He shall keep 
appropriate books of accounts and make such 
reports as the Board of Directors shall re- 
quire. 

Sec. 5. In the absence of the President 
from any meeting, the next available senior 
Director (meaning the Director with longest 
unexpired term) shall preside; and such 
senior Director shall have authority to act 
in the President’s place and stead in event 
of disability, or retirement, or death, until 
a successor is elected. 


ARTICLE X—TERMINATION OF CORPO- 
RATION 


Sec. 1. In the event of necessary termina- 
tion of this corporation, or of unforeseen 
events rendering it impossible to carry on 
or achieve the objects stated in Article I 
of these By-Laws, the funds remaining shall 
not be distributed among members but the 
Board of Directors (or upon their failure to 
act, the Trustees or surviving Trustees) 
shall determine what may be the nearest or 
most analogous educational, eleemosynary or 
charitable purpose to which such funds may 
be turned over or devoted and thereupon the 
corporation may be dissolved and its charter 
surrendered. 


ARTICLE XI—AMENDMENTS TO THESE 
BY-LAWS 


Sec. 1. These By-Laws are subject to such 
amendments from time to time as may be 
lawful under the statutes of Illinois govern- 
ing corporations not for profit and not incom- 
patible with the objects for which this cor- 
poration was formed. 

Sec. 2. Any proper amendment of these 
By-Laws (except as reserved in Sec. 3 of this 
Article) (a) may be adopted by unanimous 
vote of not less than nine (9) directors at 
any meeting of the Board of Directors; or 
(b) may be adopted (upon recommendation 
of a majority of the Board of Directors) at 
any meeting of the members by affirmative 
majority of those voting, provided that such 
majority includes the votes of not less than 
fifteen (15) active members, and provided 
there have been thirty (30) days’ written 
notice to the members of the substance of 
such amendment. 

Sec. 3. Article V of these By-Laws is not 
subjects to any amendment which would les- 
sen or remove the responsibility of the Trus- 
tees to the purposes and terms of any and 
all Endowment Funds. Sec. 2 of Article I 
may not be amended unless the Articles of 
Incorporation are amended. Section 4 of 
Article I may be amended only under method 
(a) provided in Sec. 2 of this Article XI. 


Drake, Minneapolis, Minn.; Max Gorenstein, Chelsea, Mass.; Donald V. 
Hall, Los Angeles, Calif.; William Edward Ham, Tullahoma, Tenn.; 
William W. Harman, Jr., Birmingham, Ala.; Hugh August Hartman, 


Chicago, Ill.; Arthur F. Manning, Jr., Chicago, Ill.; John A. McCunniff, 





San Francisco, Calif.; 
River, Sunnyvale, Calif.; Leonard Joseph Rowley, Los Angeles, Calif. ; 
Anthony Thomas Thomas, Chicago, Ill.; Lloyd Thurston, Osceola, Iowa; 
Alvin W. Vogtle, Jr., 
Akron, O.; Eugene Kay West, Denver, Colo.; and Betty M. Winn, 


John A. Mudrack, Cleveland, O.; Cecil John 


Birmingham, Ala.; James Edward Weaver, 























































































































































































































N. A. 8. U. C. Convention 


State Commissioners Hear Their Control Over Intrastate 
Rail Rates Has Been Strengthened; Face Loss of Con- 
trol Over Local Aviation Unless State Power Is 
Recognized; O. D. T. Director Johnson Will 
Not Return to I. C. C. Tasks as Soon as 
Previously Planned 
By STANLEY H. SMITH 


The fifty-seventh annual convention of the National Asso- 

ciation of Railroad and Utilities Commissioners began its 
four-day session December 4 amidst southern Florida sunshine 
and showers in Miami Beach, Fla., while its members and 
guests read of cold and snow farther north. 

The Florida State Railroad Commission, composed of Eu- 
gene S. Matthews, chairman; Jerry W. Carter and W. B. Doug- 
less, commissioners; Floyd H. Bradley, secretary, and Lewis 
W. Petteway, counsel, was host to the convention. Teas, sight- 
seeing trips by motor vehicle and boat, golf, fishing and at- 
tendance at the races were included in the entertainment com- 
mittee’s schedule under the chairmanship of John D. Mont- 
gomry, publisher of the Miami Beach Daily Sun-Tropics. 

The convention was called to order at the opening session 
December 4 by John D. Biggs, chairman of the Illinois Com- 
merce Commission, president of the association. The Rev. J. 
Mitchell Taylor, of the All Souls Episcopal Church of Miami 
Beach, pronounced the invocation. 

Addresses of welcome were made by Governor Millard F. 
Caldwell of Florida, who was introduced by Chairman Mat- 
thews, of the Florida commission; Mayor Herbert A. Frink of 
Miami Beach; Mr. Carter, of the Florida commission, and 
Thomas F. Smith, convention. director of Miami Beach, Duane 
T. Swanson, member of the Nebraska State Railway Commis- 
sion, first vice-president of the association, responded on behalf 
of the association. 

President Biggs’ Address 


In his address President Biggs contrasted.the transportation 
situation of the first world war with that of the second world 
war and discussed recent important developments in the regu- 
lation of transportation rates. 

“While the industries of the country have been more com- 
pletely devoted to war uses than in the first world war, and 
the task of reconversion, in that respect, is greater now than 
after that war was ended, some of the component parts of the 
economic structure are in far better condition today than they 
were in 1918,” said he. ‘ 

“In the first world war, railroad transportation had broken 
down. The government had found it necessary to take over and 
operate the railroads, the express companies, the telephone com- 
panies and the telegraph lines. Rates were raised for all. The 
Director General’s Order No. 28 raised freight rates generally 
25 per cent throughout the country, and raised passenger fares 
to 3 cents per mile. In Illinois and in many states this was an 
increase in passenger fares of 50 per cent. Yet, when the war 
ended, the government was losing money. Bankruptcy threat- 
ened the railroads when government operation should cease. 
Further rate increases were recognized to be necessary, not only 
for the railroads, but for telephone companies and other public 
service companies which had been operated under public con- 
trol. The same was true of many other public service properties 
that had not been so operated. Immediately after the railroads 
were returned to their owners, in Ex Parte 74, passenger fares 
were increased 20 per cent, and freight rates generally were in- 
creased in amounts varying from 25 to 40 per cent. 


Different Story This Time 


“In contrast, during the war just ended, our transportation 
companies and public uilities continued in private operation, and 
continued to give service of high character under difficult con- 
ditions. While railroad rates early in the war were increased 
by the Interstate Commerce Commission, in Ex Parte 148, in 
anticipation that such an increase would be necessary, and while 
the state commissions generally joined in permitting such in- 
creases, experience shortly demonstrated that the increase was 
not necessary. Freight rate increases were, accordingly, can- 
celed, leaving an increase of passenger fares from 2 cents to 
2.2 cents per mile the only general rail rate increase resulting 
from the war, aside from an equalization of passenger fares on 
the 2.2 cents per mile basis, permitted in the southeast, as to 
interstate fares, and in some states as to intrastate fares, as a 
part of the Ex Parte 148 adjustment... 


Sees No Demand for Increases 


“No general demand for increases which can now be fore- 
seen is threatened in the future. The rail carriers during the 
war years have received larger revenues than ever before. 
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With the disappearance of government war traffic, and of 
other traffic incidental to war, railroad revenues, of course, will 
recede; but instead of being threatened with bankruptcy, as 
after the first world war, the carriers today are enjoying pros- 
perity, and so are our public service companies generally. 

“This striking contrast between our situation now and the 
situation which confronted our predecessors at the end of the 
first world war is gratifying proof both of the comparatively 
good condition of the country economically during the war years 
through which we have just passed, and of the good physical 
condition and intelligent management of our railroads and 
public utilities during that difficult period. 

“Despite these facts which may be cause for encouragement, 
we shall delude ourselves if we permit the belief that we shall 
escape suffering grave economic ills as a result of the heavy toll 
we have paid in men and resources, or that we are not faced 
with grave political perils.” 


Intervention in Rate Cases 


President Biggs told of directing appearance by the asso- 
ciation’s general solicitor in the Ohio Sand and Gravel Case, 
I. C. C. No. 25020, in which the Commission initially required 
that certain intrastate rates be raised to the interstate level. 
The Commission later reversed its decision “and dismissed 
the carrier’s complaint, fully sustaining the lawfulness of the 
intrastate rates involved, under the facts shown.” Appearance 
of the general solicitor also was directed by President Biggs 
in the North Carolina Passenger Fare Case when the I. C. C. 
petitioned the Supreme Court of the United States for a re- 
hearing of the court’s decision wherein the court said that the 
Commission in ordering increased the state fares involved, 
“in effect” held “that section 13 (4) (of the interstate com- 
merce act) automatically requires complete uniformity in in- 
trastate and interstate rates” and that the Commission had “re- 
lied on the mere existence of a disparity between what it said 
was a reasonable interstate rate and the intrastate rate.” The 
court set aside the Commission’s order, said President Biggs, 
who quoted from the court’s decision as follows: 


The power of the Commission to require states to raise their intra- 
state rates depends upon whether intrastate traffic is contributing its 
fair share of the earnings required to meet maintenance and operating 
costs and to yield a fair return on the value of property directed to 
the transportation service both interstate and intrastate. 


A brief opposing the rehearing sought by the Commission 
was filed by the association’s general solicitor and the court de- 
nied the Commission’s petition, President Biggs pointed out. 

“The importance of this case cannot be overestimated,” said 
he. “In the Ohio Sand and Gravel Case, in which the associa- 
tion intervened, as I have stated, the Interstate Commerce 
Commission, by which it finally sustained the intrastate rates, 
recognized that a variation between intrastate and interstate 
rates might be justified by evidence, presented for that pur- 
pose, but the opinion of the court in the North Carolina case 
goes further. It established the law to be that mere variation 
in rates is not evidence of discrimination upon which the Com- 
mission can base a finding of unlawful discrimination. There is, 
accordingly, no burden upon a state to justify rates ordered by 
its regulatory commission. The burden rests upon any party 
challenging intrastate rates to present evidence which will sup- 
port a finding that intrastate traffic is not bearing its fair share 
of the transportation burden; and proper basic findings estab- 
lishing that fact must be made by the Commission before it 
can act in the state field. 

“As commissioners, our prime duty is to guard the public 
interest with respect to those matters which fall within the 
jurisdiction of our respective commissions. As to rates, it is 
our duty to exercise such powers as have been vested in our 
commissions to secure the public rates as low as they can be 
required to be consistent with justice to those whose invest- 
ments in the securities of public service companies make pos- 
sible the existence and operation of those companies.” 


New Threat to State Power 


President Biggs, after pointing out that authority to regu- 
late intrastate rates was granted to the Commission by Con- 
gress after the first world war (section 13 (3) and 13 (4) of 
the interstate commerce act), said that the danger of legisla- 
tion for destruction of the state power today was not in the 
railroad field. The danger today was in other fields where 
regulatory power still remained in the hands of the states, 
said he. He then discussed the situation with respect to regu- 
lation of air transportation. He made the point that the first 
large development of commercial air service came about in long 
distance transportation, principally interstate in character, while 
rail and highway transportation developed first locally. How- 
ever, he continued, the development of local air transportation 
was now at hand and was in progress. 

“The right to operate in local air transportation, and the 
regulations, as to service and rates, which shall apply to such 
operations, are accordingly matters of vital local interest, and 
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should be subject to local control rather than to bureaucratic 
determination at the seat of the central government, hundreds 
or thousands of miles from the scene of those operations.” 

Mr. Biggs said the big airlines dominated the aviation in- 
dustry, operating under federal regulation and wanted no state 
authorized air carriers engaged in commercial operations, in a 
field they regarded as belonging to them. Effect of proposed 
federal legislation supported by the large airlines, said he, 
would be to strip the states of all effective control of local air 
transportation. In this situation he said there was grave danger 
that Congress might be misled into destroying state power over 
local aviation, as a part of the post-war rehabilitation program, 
“just as Congress seriously curtailed state regulatory power 
in the field of rail transportation after the first world war.” 

In closing, President Biggs spoke of the great drift toward 
centralization of pow ~ in the national government and asserted 
that “unless the people of the nation awake and call upon their 
Congress to halt the present drift toward centralization of gov- 
ernment power in Washington, those who come after us will 
not have a dual government in fact,. though the form of it may 
continue to exist.” : 

“The essential powers of government will be exercised 


through bureaus of the central government in Washington,” 
said he. 


General Solicitor’s Report 


Frederick G. Hamley, general solicitor of the association, in 
his report, “this is the first time in 26 years.that you have heard 
a report on the work of the Washington office delivered by any- 
one other than John E. Benton,” formerly general solicitor who 
retired from that position and who now is advisory counsel to 
the association. He spoke in commendation of Mr. Benton’s 
long service with the association. 

In the course of his report Mr. Hamley analyzed issues 
in United States vs. Capital Transit Co., decided by the Supreme 
Court May 28, 1945, and the North Carolina passenger fare 
case. In part, he said: 


The Capital Transit Company Case 


This case involved no less than eight important questions regarding 
the rate jurisdiction of the Interstate Commerce Commission over bus 
lines and street car companies. ... I will . . . confine myself to a brief 
mention of what appears to have been the most vital issue, viewed from 
the standpoint of the state commissions. That issue was whether, 
under the facts of this case, the Interstate Commerce Commission has 
jurisdiction to prescribe fares and joint fares applicable for transpor- 
tation on an urban street railway system. 

For the purpose of discussing that point, a simple statement of 
facts will suffice. The litigation grew out of a proceeding instituted by 
the Interstate Commerce Commission, in July, 1943, to investigate the 
reasonableness of bus fares between the District of Columbia and 
certain army and navy installations in nearby Virginia, including the 
Pentagon. Four carriers were involved, three of which were engaged 
primarily in interstate commerce between the District of Columbia and 
various points in Virginia. These I will call the Virginia Lines. 

The fourth carrier was Capital Transit Company, which is the 
principal public transportation system within the District, operating 
about an equal number of street cars and buses but carrying two- 
thirds of its passengers on street cars. This company also has bus and 
street car lines extending to nearby suburban communities in Mary- 
land, and. operates two bus lines from downtown Washington, to the 
Pentagon Building, in Virginia. On these two Pentagon bus routes 
Capital Transit charged 5 cents in addition to its regular fare ap- 
plicable within the District. No joint rate arrangements were in effect 
between Capital Transit and the Virginia Lines. 

Holding that the Pentagon and the other army and navy installa- 
tions in question, located in Virginia, were in reality a part of the 
commercial area of the District, the Commission in an order issued on 
January 18, 1944 (256 I. C. C. 769), required Capital Transit to eliminate 
the 5-cent charge on its bus routes from downtown Washington to the 
Pentagon, and to regard those routes as a part of its regular urban 
operation, with the general cash or token fare, transfers and weekly 
passes, theretofore applicable only for service within the District, now 
made applicable to these routes extending into Virginia. In addition, 
the Commission order required Capital Transit to enter into joint 
fare arrangements with the three Virginia Lines, so as to provide a 
reduced fare for passengers using the Capital Transit buses or street 
cars within the District and the buses of the Virginia Lines for trans- 
portation into Virginia. Three Interstate Commerce Commissioners 
dissented from the Commission order. 

The I. C. C. order was twice enjoined by the’ lower court, 55 F. 
Supp. 51 and 56 F. Supp. 670, and the Commission thereupon appealed 
to the Supreme Court. The Virginia Commission, as an appellee, and 
the Association, as amicus curiae, joined in a brief filed in the Supreme 
Court on April 16, 1945. In that brief we presented argument on the 
five issues deemed important to the state commissions, including the 
street car question which I have adverted to. 

On that question we pointed out that, in Omaha & C. B. Street 
R. Co. vs. Interstate Commerce Commission, 230 U. S. 324, the Supreme 
Court had held that street electric railways engaged in interstate pas- 
senger transportation were not comprehended within the meaning of 
the word ‘‘railroad’’ as used in section 1 of the Interstate Commerce 
Act, and were therefore not subject to Commission jurisdiction. We 
then dealt with three alternative reasons advanced by the Commission 
why it had jurisdiction in this particular case despite the Omaha de- 
cision, 


The first reason advanced by the I. C. C. was that Capital Transit 
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was an interurban line, rather than a street railway, and therefore 
subject to regulation under the court decision in United States vs. 
Village of Hubbard, 266 U. S. 474. In answer to this we pointed to 
the essential difference between the Capital Transit operation and that 
of the company involved in the Village of Hubbard case, the latter 
being a line approximately 14.5 miles in length, operating between 3 
cities in Ohio and Pennsylvania, with regular half-hourly service. We 
also called attention to the fact that an I. C. C. case decided in 1923, 
after the Village of Hubbard decision had been handed down, the Com- 
mission had held that the predecessor of this very Capital Transit 
Company was a “street railway system’’ within the meaning of the 
Omaha case, and therefore not subject to Commission jurisdiction. 
This Commission case was Depreciation Charges of W. Ry. & E. Co., 
S35 1..C.. ©: AaB. 

The second reason advanced by the Commission why it had juris- 
diction over the Capital Transit’s street car system was that statutes 
enacted since the Omaha case brought street railroads under I. C. C. 
rate jurisdiction. I think that it will come as a surprise to many 
members of the Association to learn that the Interstate Commerce Com- 
mission thus asserts jurisdiction over street railway systems every- 
where in the country and not just the street railway system of the 
Capital Transit Company in Washington, D. C. The argument advanced 
by the Commission in support of this point is too devious and technical 
to’ analyze here—suffice it to say that the argument is based upon cer- 
tain 1910 and 1920 amendments to the Act. Our answer to this argu- 
ment is fully stated in our brief, beginning at page 67, a copy of which 
brief was sent to each state commission. After stating our reasons for 
believing that these amendments had not brought street railroads under 
I. C. C. rate jurisdiction, we called attention to the fact that never, 
before this Capital Transit case, had the I. C. C. asserted or exercised 
such jurisdiction. Up until the Capital Transit case, the Commission 
itself has uniformly distinguished between street railways and inter- 
urbans and, relying on the Omaha case, has consistently held street 
railways to be excluded from Commission jurisdiction. For example, 
since 1915 interurban electric roads have been required to file with the 
I. C. C. annual reports of their finances and operations, but right down 
to the present time, December, 1945, the Commission has not required 
Capital Transit or any other street railroad company to file such re- 
ports. 

The third alternative reason advanced by the Commission why it 
had jurisdiction over Capital Transit’s street car system was that, 
because the street railway operations were co-mingled with that com- 
pany’s motor carrier operations, which were subject to I. C. C. regu- 
lation under Part II of the Act, the street railway operations were 
also subject to regulation under Part II. 


But, as pointed out in our brief, Part II, the Motor Carrier Act, 
expressly limits the Commission’s jurisdiction to ‘‘motor carriers,’’ 
which term, by definition, expressly excludes, ‘‘any vehicle, locomotive, 
or car operated exclusively on a rail or rails, or a trolley bus operated 
by electric power derived from a fixed overhead wire, furnishing local 
passenger transportation similar to street railway service.’’ (Section 
203 (a) (13)). We also pointed out in our brief that this novel theory 
is objectionable for the same reason that the other grounds for assert- 
ing jurisdiction over street railways is objectionable—it is contrary to 
the Commission’s own administrative interpretation of the Act over a 
long period of time. 


The capital transit case was argued before the Supreme Court on 
April 30, 1945. As a representative of one of the appellees, Mr. Henry 
E. Ketner, Commerce Counsel of the Virginia Commission, participated 
in the oral argument. The decision was rendered on May 28, in an 
opinion by Mr. Justice Black, reversing the lower court and sustaining 
the I. C. C. order. Mr. Justice Roberts, Mr. Justice Reed and Mr. 
Justice Douglas dissented. Of the eight specific issues preserted to the 
Court, the opinion discusses only two, and as to all of the others, 
including the street railway issue I have described, Mr. Justice Black 
simply said: 

“Other contentions urged by the carriers have been considered, 
but need not be discussed, since we are satisfied with the disposition 
made of them by the Interstate Commerce Commission.’’ 

Thus it has been established, that at least under the facts of this 
case, which facts actually typify the situation existing in most cities 
of the country, the Interstate Commerce Commission has rate regula- 
tory jurisdiction over urban street car systems. We are left to specu- 
late upon what ground Commission jurisdiction over street railroad 
systems has been sustained, but we do know that each of the three 
alternative grounds advanced by the Commission is susceptible of far- 
reaching application, if pursued as a consistent policy. As stated by 
Commissioner Patterson in his dissent to the original Commission 
order: 

‘“‘The action here taken by the majority will constitute a precedent 
for the assumption, under similar circumstances, of jurisdiction to 
regulate local and joint fares in connection with street railway lines 
serving municipalities throughout the country.’’ (256 I. C. C. 769, 


788). 
The North Carolina Passenger Fare Case 


President Biggs has made some reference to this case in his ad- 
dress this morning and I understand that the case will also be discussed 
in the report of the committee on cooperation, and perhaps in other 
committee reports. Consequently, while this Supreme Court decision 
is especially significant, I will make only brief reference to the case. 
Our office was not drawn into the matter until after the Supreme Court, 
in a five-to-four decision rendered on June 11, 1945, held unenforceable 
an I. C. C. 13th section order requiring intrastate coach fares to be 
raised from 1.65 cents per mile to the interstate level of 2.2 cents per 
mile. 

After this decision was announced the Interstate Commerce Com- 
mission filed a vigorous petition for rehearing, in which it was asserted 
that the Court’s opinion; although accurately reflecting the law an- 
nounced in each decision, such as Florida vs. United States, 292 U. S. 1, 
did not take into account amendments to the Act which had changed 
the law by granting new power to the Commission which has had 
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the effect of disabling the states from enforcing reasonable rates and 
fares for intrastate traffic, if the same are lower, mile for mile, than 
interstate rates or fares approved by the Commission. 

The brief in opposition to the Commission’s petition for rehearing, 
filed by the Washington office at the direction of President Biggs, is 
in the hands of each state commission. In it, the contenton that 
amendments to the Act in 1933 and 1940 enlarged the 13th section 
powers of the Commission, are refuted and the argument is made that, 
in the absence of injury to particular persons or places, injury to 
interstate commerce from intrastate rates can only result from failure 
of such rates to produce their fair share of necessary revenue. The 
petition for rehearing was denied on October 8. 

As a result of the Supreme Court decision in the North Carolina 
ease, and the Court’s rejection of the petitions for rehearing which 
focused attention upon these particular issues, the primary jurisdiction 
of the state commissions with respect to intrastate railroad rates is 
now more firmly established than heretofore for many years. Likewise, 
the limitations upon the power of the Interstate Commerce Commission, 
under section 13 (4), have been more precisely defined and carefully 
circumscribed. Mere disparity is no longer a sufficient basis for an 
Interstate Commerce Commission order raising intrastate rates, 
whether the question is one of prejudice against interstate persons 
and localities, or discrimination against interstate commerce. In the 
ease of the ‘‘persons’’ and ‘‘localities’’ clause, a disparity between 
interstate and intrastate passenger fares, even when the same train and 
same cars are used by both classes of passengers, is an inadequate 
basis for such an order. 

In the case of the ‘‘discrimination against interstate commerce’”’ 
clause, the federal commission cannot interfere with intrastate rates 
unless it finds (1) that the intrastate rates are less than compensatory 
or insufficient to cover the full cost of service, or (2) that the mainte- 
nance of higher intrastate rates is necessary to the operation of a 
nationally efficient and adequate railway system. In the event that the 
Commission’s order is based upon this latter ground, then there must 
be a finding as to what contribution from intrastate traffic would con- 
stitute a fair proportion of the affected railroad’s total income, and a 
finding as to what amount of revenue is required to enable such rail- 
road to operate efficiently. 

Under the Court’s decision in the North Carolina case it is now 
clearly established that intrastate rates need not conform, mile for 
mile, with interstate rates, merely for the sake of uniformity. Where 
uniformity between interstate and intrastate rates is desirable, as it 
usually is, and where that is the only basis for seeking mile for mile 
conformity, that uniformity cannot be attained under the compulsion 
of section 13, but must be sought through the application of those 
cooperative processes which Congress has set up to encourage voluntary 
adjustments by the federal and state commissions, working together 
at the conference table or in joint or cooperative hearings. 

State commissions, in their control of intrastate railroad rates, are 
now free to consider the revenue needs of individual railroads, and are 
not bound to set intrastate rates in conformity with a national level 
of rates, unless such level happens to be the same as the level of rates 
required by the individual railroads affected by the state commission 
order. In short, state commissions may now refuse to permit intra- 
state rates which exceed a reasonable level for the roads individually 
affected, even though interstate rates for those roads or for the inter- 
state railroad system as a whole, may be above that level. 


Following conclusion of Mr. Hamley’s report, Ben Smart, 
association secretary, called the roll. 


Johnson’s Remarks 


At the afternoon session, December 4, Director Johnson, 
of the Office of Defense Transportation, spoke extemporane- 
ously, revealing in the course of his remarks that he had ad- 
vised the Commission he would not be able to resume his full 
duties as a commissioner January 1, as he had planned, and 
that he expected to be fully occupied with his O. D. T. duties 
for the next five or six months. The reason, he explained, was 
that though there had been an unexplainable lull in the trans- 
portation situation just after the defeat of Japan, since then 
the situation again had become serious, and his hands were 
full. He said he did not plan, however, to increase his staff, 
now consisting-of approximately 200 persons. He said he could 
not assume the chairmanship of the Commission January 1— 
an honor that would have been accorded him under the rota- 
tion plan governing the chairmanship of the Commission. 


Alluding to remarks he had heard about federal bureau- 
crats, Director Johnson said he was a bureaucrat “but a benign 
one.” As a bureaucrat he had had to do things and he did them 
—some not “too legalistic.” He spoke of the “miracles” per- 
formed by the transportation agencies in the war period, with 
the cooperation of the shippers and public, and commended the 
a, for the interest it took in transportation in the war 
period. 


“Oh, if people were as interested in transportation in days 
of plenty as they were in the war period, what a difference it 
would make in their lives and our lives,” he exclaimed. 

He had been commenting on lack of public interest in the 
transportation problem when there was no emergency. 

The director, poining out that most of the O. D. T. orders 
had been canceled, said the nation was no longer in jeopardy 
and indicated his purpose to meet the transportation situation 
now confronting him without restoration of the orders. 

Direcor Johnson declared with great emphasis, however, 
that it would take all the powers the Commission and the state 
commission had if America would emerge with the transporta- 
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tion it deserved. He appealed for cooperation, pledging coopera. 
tion on his part. 


Committee Reports Received 


__ The convention received the report of its special war com- 
mittee and adopted a motion of Walter R. McDonald, chairman 
of the Georgia Public Service Commission, and chairman of the 
committee, that the committee be discharged. 

Edwin A. Rosenstone, member of the Illinois commission, 
submitted a 65-page report of the committee on cooperation 
between state and federal commissions of which he is chairman. 
The report was received. In the field of transportation the re- 
port constituted a review of the important proceedings that had 
been dealt with cooperatively in the last year. 

The report of the committee on progress in the regulation 
of transportation agencies, submitted by Matt L. McWhorter, 
vice-chairman of the Georgia commission, chairman of the com- 
mittee, reviewed important developments in regulation in the 
last year. The report was received. 

The report of the committee on rates of transportation 
agencies, including a brief review of the rate situations involved 
in Ex Parte 148, the class rate and other proceedings, was sub- 
mitted by Ben C. Larkin, of the North Dakota commission. The 
report was received. The committee referred to increases in 
motor carrier rates resulting from increased operating ex- 
penses and difficulties of such carriers. Notwithstanding that 
there had been an over-all reduction of freight rates, the rail- 
roads had shown a “healthy financial condition during the war 
period,” said the report. It added the railroads were “doing 
very well” with respect to net railway operating income. It 
also said the maintenance of way, structures and equipment 
would appear to have been adequate “during the late war 
period, as the expenditures for that purpose have steadily 
mounted from year to year by very substantial sums.” 

_ The report of the special committee on uniform motor 
freight and railroad classification was submitted by Agnes 
Mae Wilson, member of the Missouri commission. The report, 
which was received, dealt briefly with the class rate proceeding. 
The committee remarked, with respect to establishment of a 
uniform classification, that he ‘‘task which must be done to per- 
mit effective regulation and which has been stalled for fifty 
years apparently will be done.” 

_ Leon Jourolmon, Jr., member of the Tennessee commission, 
discussed important aspects of the North Carolina passenger 
fare case, and asserted that the state commissions “should re- 
gard this decision as of far reaching importance.” 

“Many of the commissions have been of the impression 
that they were totally at the mercy of the Interstate Commerce 
Commission whenever any railroad made a charge that lower 
intrastate rates or fares cause prejudice to or discriminate 
against interstate commerce,” said he. “It was accepted that 
a revenue burden against interstate commerce could be proved 
simply by a showing that the carriers could make more money 
if they charged the higher rates than if they charged the lower 
intrastate rates. The Supreme Court has clearly stated that 
this conception, though formerly widely held, is not the law.” 


Milwaukee Road Officials 


At the first meeting of the board of directors of the newly 
organized Milwaukee Road (see Traffic World, December 1, p. 
1335), held December 3 in the Union Station, Chicago, Leo T. 
Crowley, chairman and president of Standard Gas & Electric 
Co., was elected chairman of the board of directors. H. A. Scan- 
drett was elected president of the new corporation, which was 


returned to private management December 1 after ten years i 


of reorganization procedings. 


Others elected were: Vice-president in charge of operation, ¥ 


J. T. Gillick; vice-president in charge of traffic, E. B. Finegan; 
vice-president and general counsel, A. N. Whitlock; vice-presi- 
dent and comptroller, J. W. Severs; vice-president and New 
York fiscal officer, R. J. Marony; general solicitor, M. L. Bluhm; 
treasurer, F. H. Jeffrey, and secretary, T. W. Burtness. All 
were offcers of the road prior to reorganization. 

Directors of the railroad, all of Chicago except one, Joshua 
Green, banker and industrialist, Seattle, include in addition to 
Mr. Crowley the following: 

John D. Allen, James M. Barker, William J. Corbett, Walter J. 
Cummings, William J. Froelich, John B. Gallagher, James T. Gillick, 


A. B. Keller, Elmer Rich, William L. O’Brien, H. A. Scandrett, Otto 
Stoll and A. N. Whitlock. 


T-M-K SHIPPERS ADVISORY BOARD 


The general board meeting of the Trans-Missouri-Kansas 
Shippers Board, scheduled to be held December 12 in Kansas 
City, has been cancelled due to unforeseen development, accord- 
ing to E. F. Ledwidge, general chairman. The executive com- 
mittee, however, will meet as scheduled in the Muehlebach 
Hotel, Kansas City, Mo., December 11, as will the railroad con- 
tact committee. 
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N. I. T. L. Meeting 


League Adopts Answer to Be Filed with Lea Committee; 
Lyons Is Elected Chairman of Executive Committee; 
Opposes Joint Motor-Freight Forwarder Rates; 
Reports Largest Membership in History 


e At the start of the closing day’s session of the National 
Industrial Traffic League’s annual convention, November 
30, at the Palmer House, Chicago, all candidates presented by 
the nominating committee were elected unanimously. Alonzo 
Bennett, vice-president, Federal Compress & Warehouse Co., 
Memphis, Tenn., was elected president. Other officers elected 
were: Vice-president, A. H. Schwietert, traffic director, Chicago 
Association of Commerce, and treasurer, R. W: Campbell, re- 
elected. 

The first report considered at the start of the November 
30 session of the league was that of the inland waterways com- 
mittee, A. G. Anderson, assistant general traffic manager, So- 
cony-Vacuum Oil Co., Inc., vice-chairman. Mr. Anderson moved 
to table the recommendation in the report that the Commission 
as well as other governmental agencies review any contem- 
plated new inland waterway projects, that subject having been 
disposed of during the previous day’s debate on the report of the 
special policy committee (see Traffic World, December 1, p. 
....) The report as amended was adopted. : 

The report of the special subcommittee of the policy com- 
mittee on the Lea transportation survey, W. H. Day, manager, 
traffic bureau, Boston Chamber of Commerce, chairman, was 
next considered. “There are topics in Chairman Lea’s circular 
which are controversial in such sense or to such degree that 
it would be impossible or undesirable to undertake a formal 
statement in the name of the league. There are other topics 
which, although controversial in detail, are of primary im- 
portance and in general have been acted upon by the league, 
forming parts of the league’s adopted transportation principles; 
consequently, they ought to be included in the return filed with 
the House committee,” stated the report, which was adopted 
with several amendments and deletions proposed by the ex- 
ecutive committee. ; 

“The league welcomes this inquiry because it is conducted 
by the committee which is responsible for initiating transpor- 
tation legislation in the House of Representatives and because 
it affords opportunity for public expression as to what need 
there may be for any overhauling of the statutes providing for 
regulation of transportation by the government,” said the re- 

ort. 

. The statement that we had no national transportation pol- 
icy was not valid, said the report, contending that “the pre- 
amble added to the Interstate Commerce Act September 18, 
1940, is a clear statement of the national policy in respect to 
surface transportation, and this has been regarded as satis- 
factory alike to the shipping public and the carriers. . . The 
criticism that there is no declared national policy with respect 
to transportation . . . comes generally from and is greatly 
stressed by students of economic problems, rather than either 
operators or users of transportation.” 

The report recommended that the declaration of policy 
“should contain an explicit statement that the public is best 
served by a national transportation system privately owned and 
operated.” 

Excerpts from the adopted report follow: 

Spotting Charges 

Decisions of the Commission have jeopardized the integrity of the 
American system of freight rates, tending to. break down the carrier 
services and charges, in the direction of adoption of the traditional 
English system of rates and English treatment of services. Further, 
decisions of the Commission dealing with various matters of carrier 
services have reflected the thought that the minimum of service as 
regards speed, frequency, or general quality should be regarded as the 
standard, beyond which any better service rendered is to be treated 
as a premium matter. The carriers have not supported the Commission 
in such attitude and have rather criticized measures tending to defeat 
a policy of making their services of greatest value to the shipping 
public. 

Particularly the Act should be amended so that the transportation 
obligation of the railroads (as well as other agencies of transportation) 
is what the carriers themselves have defined it to be—regardless of 
what the Commission may choose to declare—and extends from the 
place of origin from which the goods are taken to the final place at 
destination and the basic freight rates continue to cover inclusively 
all services at origin and destination as well as across country, under 
what has been the traditional American freight rate system . 


Consolidations 
At all times the League has insisted that consolidations among 
carriers should be voluntary; and that they should be subject to ap- 
proval by the regulatory authority, and that as a part of the basis 
of consolidation approvals there should be showing of consistency with 
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the public interest, harmony with the declared national policy, pro- 
tection against unreasonable restraints or insurance of preservation of 
fair competition. 


These same principles the League now urges should apply to con- 
solidations as between carriers engaged in different modes of transport. 
Neither consolidations, nor common ownerships, nor integrations, 
should be employed as devices for the accomplishment of any objects 


other than the improvement of the transportation system and of the 
service available to the public. 


Specifically, the League favors the repeal of provisions of the 
Panama Canal Act forbidding ownership or operation of water lines 
or services by railroads. 


Following adoption of the report as amended, a motion car- 
ried that the league appropriate funds to publish in pamphlet 
form its answer to the Lea committee. 

W. F. McCallum, general traffic manager, Dominion Glass 
Co., Montreal, and vice-president of the Canadian Industrial 
Traffic League, presented greetings from the Canadian league 
and invited officers and members of the N. I. T. L. to attend 
the meeting of the Canadian organization, at Ontario, Febru- 
ary 6 and 7. 


J. K. Hiltner, secretary of the Association of Interstate 


‘Commerce Commission Practitioners, invited eligible members 


of the league to join the association, which, he said, had a mem- 
bership of 2,700, and was vigorously combatting attempts to 
restrict the rights of non-lawyers to appear before governmental 
commissions. 

Ex Parte 104 


The report of the special committee on Ex Parte 104, 
George A. Blair, general traffic manager, Wilson & Co., Chi- 
cago, chairman, was adopted after vigorous debate, in the 
course of which some members expressed fears that the in- 
dustrial terminal tariff filed by the eastern railroads would ad- 
versely affect smaller shippers. President Keeler stated he had 
received assurances from responsible officials of the railroads 
that such would not be the case. “The small plants won’t even 
know the tariff is in effect,’’ he said. 

The report stated that the carriers in official territory 
“have been endeavoring to find the answer to the terminal serv- 
ice question without legislation.” 


Executive Committee 


E. F. Lacey, executive secretary of the league, announced 
that Kenneth A. Moore, general traffic manager, Automotive 
Council for War Production, Detroit, had been elected chairman 
of the board; that Irving F. Lyons, traffic director, California 
Packing Corporation, San Francisco, had been elected chairman 
of the executive committee; and that Norris Ford, traffic mana- 
ger, Manufacturers’ Association of Connecticut, Inc., Hartford, 
had been elected vice-chairman. 


The following, he reported, had been elected to constitute 
the executive committee: 


Charles H. Beard, New York; K. C. Batchelder, Seattle; Andrew 
H. Brown, Cleveland; M. N. Billings, Chicago; Carl Giessow, St. Louis; 
I. F. Lyons, San Francisco; Charles R. Seal, Baltimore; A. G. T. 
Moore, New Orleans; K. A. Moore, Detroit; Norris Ford, Hartford, 
Conn.; T. C. Burwell, Decatur, Ill.; H. D. Rhodehouse, Cleveland; 
H. J. Wagner, Norfolk; F. F. Estes, Washington, D. C.; E. A. Jack, 
Pittsburgh; F. A. Doebber, Indianapolis; M. M. Emmert, Atlanta, Ga.; 
and A. D. Carlton, San Francisco. 


Emergency Committee 


Mr. Day, reporting for the special emergency transporta- 
tion committee, said the committee had met with the Office 
of Defense Transportation in an effort to get the O. D. T. 
to cancel service order No. 68 involving classification rules 24 
and 34, but that Director Johnson, of the O. D. T., believed 
the order had contributed greatly to car conservation. Mr. 
Johnson, he reported, had indicated he would consider sug- 
gestions from the league to dispose of the order gradually. 

As to demurrage rule 9, covering the disputed “two credits 
for one debit” rule, Mr. Day said that both Mr. Johnson and 
the Association of American Railroads believed it would be a 
mistake to cancel the rule. 


Both the league and the O. D. T., he said, were receiving 
hundreds of requests to cancel O. D. T. 18-A, on grounds that 
shippers could no longer sell in such units as that order con- 
templates. Requests to cancel O. D. T. general order No. 1, 
dealing with the heavier loading of L. C. L. freight, were also 
being received, said he. 


The box car situation was most serious today, and shippers 
must do everything possible to assure prompt loading and un- 
loading, Mr. Day said. The report was adopted, with the exec- 
utive committee’s recommendation that the committee be con- 
tinued as long as the O. D. T. exists. 


Eastman Foundation 


President Keeler briefly described the goals and work of 
the Joseph B. Eastman Foundation, and asked individual mem- 
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bers of the league to contribute and to help the local commit- 
tees. 


L. C. L. Committee 


The report of the L. C. L. and merchandise committee, 
H. M. Frazer, traffic manager, F. W. Woolworth Co., New York 
City, chairman, was presented by Mr. Lacey, who stated that 
the executive committee had recommended, on the matter of 
freight forwarders, that the league substitute for a recommen- 
dation of the L. C. L. committee report the recommendation 
of the motor carrier rate and classification committee report, 
which states: 


That the league reaffirm its position in opposition to joint through 
rates between motor common carriers and regulated freight forwarders 
and oppose any legislation which would legalize such rates. 


The L. C. L. committee had recommended that the league 
recommend passage of H. R. 2764 and S. 797, which would have 
- — of further extending beyond February 16 the Section 

rates. 

In the debate that ensued, several speakers contended that 
the smaller shippers needed freight forwarder service, and that 
consolidated service was available only to the larger shippers. 

W. M. Ott, Jr., general traffic manager, Kraft Cheese Co., 
Chicago, and chairman of the motor carrier rate and classifica- 
tion committee, arguing against support of the two bills, stated 
that if joint through rates between motor carriers and freight 
forwarders were permanently legalized, it would be the opening 
wedge for the freight forwarders to seek such rates with other 
types of carriers; that the present joint rates would inflate the 
motor freight rates because the motor carriers were losing 
money on the forwarder traffic; and that eventually L. C. L. 
rail rates would be inflated if the proposed legislation were 
adopted. 

The league adopted the executive committee’s recommen- 
dation to oppose any legislation which would legalize joint 
through rates between motor carriers and freight forwarders. 

A recommendation of the L. C. L. committee that it be 
authorized “to go on record before the railroad committee and 
advocate the establishment of an L. C. L. department of the 
A. A. R. in Washington to co-ordinate the efforts of the carriers 
‘on the proper handling of L. C. L. freight” was approved. 

The league also approved the committee’s recommenda- 
tion that the league, at the next opportunity when a case 
comes up before the Commission or the courts where the rail 
carriers are endeavoring to coordinate rail and highway serv- 
ices over the objections of motor carrier bureaus, intervene 
in support of the principle of coordination so that the Com- 
mission and courts will see that the shippers are interested 
in this subject. 

The report of the L. C. L. committee as amended was 
adopted. 


Motor Carrier Rate and Classification 


Mr. Ott, reporting for the motor carrier rate and classifica- 
tion committee, moved adoption of the committee’s recom- 
mendations, which were adopted as follows: 


That the league approve the summary of principles previously 
adopted and the suggested scope of participation in dockets MC C-150 
and C-200 as discussed in the report.... 

That the league participate in dockets I. & S. M-2558 to M-2563 
inclusive, in opposition to a method of classification publication which, 
as to ordinary merchandise freight, makes use of density tables rather 
than specific commodity descriptions in the publication of ratings. ... 

That the league intervene and participate in further proceedings 
in Dockets I. & S. M-2240, limited to the securing and comment 
upon cost data and the adequacy of minimum charges properly based 
thereon.... 

That if dockets 28300 and 28310 are reopened by the Commission, 
the committee be authorized to participate in support of the league’s 
position. ... 

That the league oppose any legislation that would confer on the 
Commission power to prescribe or control charges for intrastate motor 
carrier transportation. 


The league adopted the report as a whole. 
Aeronautics Committee 


Part of the aeronautics committee report, H. R. Brashear, 
manager, transportation department, Aeronautical Chamber of 
Commerce of America, chairman, had been disposed of in the 
debate on the report of the transportation policy report, No- 
vember 29, wherein the league went on record as favoring the 
regulation by a single federal agency of all regulated forms 
of domestic transportation, including air transportation. 

The recommendation of the aeronautics committee to re- 
affirm the league’s position that contract carriers by air be 
permitted to operate subject to safety regulations, and that 
economic control should not be exercised at this time to 
encourage the fullest development of our transportation facil- 
ities, was approved. The report as amended was adopted, as 
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was a recommendation of the executive committee that the 
league urge the Civil Aeronautics Board to recognize the right 
of commercial and business organizations to intervene before it. 

The league approved an informational report of the high- 
way transportation committee, L. F. Orr, general traffic man- 
ager, Pet Milk Co., St. Louis, chairman. 


Intercoastal and Coastwise Transportation 


The report of the intercoastal and coastwise transportation 
committee, E. A. Read, manager, traffic department, Oakland, 
Calif., Chamber of Commerce, chairman, contained several rec- 
ommendations, first of which to be approved was the following: 


That the league go on record as favoring the continued regulation 
of intercoastal and coastwise water transportation by the Commis- 
sion, with sufficient number of qualified personnel in its Bureau of 
Water Carriers as may be necessary to enable it properly to adminis- 
ter the provisions of Part III of the act, and that the league oppose 
any and all attempts to transfer such regulation to other agencies of 
government. 


The executive committee recommended that the committee’s 
proposal that the league sponsor certain legislation amending 
the shipping act be referred back to the committee for further 
consideration, and the recommendation was approved. 

Recommendations by the committee that the league dis- 
approve proposed legislation which would prohibit any carrier 
by railroad from establishing or continuing any rate, fare or 
charge, in competition with water carriers that is not reasonably 
compensatory for the service rendered, and that the league op- 
pose enactment of proposed legislation that would make through 
motor-water routes mandatory insteady of permissive, were 
approved. The report as a whole was adopted by the league. 

A report of information was received from the export and 
import traffic committee, A. J. Kelley, treasurer, D. C. Andrews 
& Co., Inc., Chicago, the league adopting the report. 


Membership Committee 


Mr. Lacey, reporting for the membership committee, W. J. 
Bailey, general traffic manager, West Virginia Pulp & Paper 
Co., chairman, announced the league had received 146 new mem- 
bers in the year, and now had 1,199 members, largest member- 
ship in the league’s history. 

The treasurer’s report by R. W. Campbell, and the report 
of the auditing committee, were adopted. . 

Under new business, Mr. Schwietert stated that, at the 
1944 meeting, the matter of railroad rehabilitation and modern- 
ization had been referred to the policy committee. He moved 
that the matter remain in the hands of the committee for 
further consideration, and the league approved. 

When the new president, Mr. Bennett, received the gavel 
from retiring President Keeler, he stated that Mr. Keeler had 
been one of the best presidents the league had had, and an- 
nounced that the latter had agreed to head the league’s legisla- 
tive committee in the coming year. 


ELKINS ACT VIOLATIONS 


The Commission has been advised that the Texas & Pa- 
cific Railway Co. entered a plea of nolo contendere, November 
28, in the federal court for the eastern Louisiana district, at 
New Orleans, to three counts of an information in five counts, 
charging failure of the carrier to observe the. provisions of its 
published tariffs, according to a memorandum issued by Sec- 
retary Bartel of the Commission. The court, he said, assessed 
a fine of $3,000, and that two of the counts of the information 
has been nolle prossed. The memorandum said the information 
charged violations of the Elkins act growing out of the practice 
of the carrier in making deliveries of advise shipments prior to 
receipt of delivery orders and without demanding security as 
defined in rule 7 of the Consolidated Classification. The case 
was investigated by the Commission’s Bureau of Inquiry. 


ELKINS ACT PROCEEDING 
Secretary Bartel announced the Commission had been ad- 
vised that in the federal district court, middle Alabama dis- 
trict, Montgomery, Ala., the Louisville & Nashville Railroad 
Co. and the Gulf, Mobile & Ohio Railroad Co. entered pleas of 
nolo contendere to informations in one count charging violations 
of section 1 of the Elkins act, whereupon the court imposed a 
fine of $1,000 on each of the carriers. He said these cases 
grew out of failure of the carriers named to observe the pro- 

visions of their transit tariffs at Montgomery. 


MISBILLING CHARGE 


The Commission has been informed, according to a memo- 
randum issued by Secretary Bartel, that, on October 26, a fed- 
eral grand jury sitting at Cleveland, O., returned an indictment 
in five counts against Alexander Auerbach, charging violations 
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of section 10 of the interstate commerce act, and that, on No- 
vember 26, Auerbach entered pleas of guilty to each of the five 
counts. Each count of the indictment, said the memorandum, 
charged that Auerbach had wilfully misbilled a mixture of re- 
processed wool and virgin wool as wool shoddy. He was fined 
$100 on each of the five counts. The information leading to the 
indictment was developed in an investigation made by the 
Commission’s Bureau of Inquiry, according to the memorandum. 


Class Rate Suit 


Chief Counsel Knowlton, of the Commission, accepted serv- 
ice personally, November 29, at Utica, N. Y., in a suit filed 
in the federal court for the northern New York District, in that 
city, by nine northern states, asking a temporary and a per- 
manent injunction prohibiting enforcement of the Commission’s 
orders in No. 28300, Class Rate Investigation, 1939, and No. 
28310, Consolidated Freight Classification (see Traffic World, 
Dec. 1). 

At the same time the court served a show cause order in 
the suit, requiring the United States, as the defendant, to ap- 
pear on a date to be named, understood to be about December 
15, to show cause why the temporary injunction should not be 
issued. Named as plaintiffs were the states of New York, Dela- 
ware, Indiana, Maryland, Michigan, New Jersey, Ohio, Wiscon- 
sin, and Pennsylvania. The suit was docketed as civil No. 2311. 

In connection with the allegation of the states that the 
Commission’s order (those accompanying the original and sup- 
plemental reports) were “unlawful, arbitrary and capricious” 
in requiring an increase of 10 per cent in class rates in Official 
Territory, and a reduction of 10 per cent in Southern and 
Western territories, they raised 41 allegations of error under 
eleven main heads. 

As to the requirement that the railroads in Official Terri- 
tory increase their class rates 10 per cent, the petitioners said 
that would “result in taking from shippers and receivers in 
Official Territory, citizens of plaintiffs, their property without 
just compensation and without due process of law in violation 
of the fifth amendment to the constitution of the United States.” 

If the Commission’s orders were not stayed, the states 
said they, as shippers, and citizens and communities on whose 
behalf the action was brought, would be discriminated against 
and would suffer injury in that, among other things, “(1) the 
cost of doing business in Official Territory will be increased, 
(2) the increased cost of manufacturing and distributing goods 
in Official Territory will tend to restrict the free flow of such 
goods, to stimulate unemployment, and destroy property values 
in Official Territory, (3) shippers in Official Territory will be 
required to pay increased class rates for the transportation of 
manufactured articles subject thereto which will be substantially 
on a parity with the reduced class rates prescribed for trans- 
portation within the south and west, while at the same time they 
will be required to continue to pay substantially higher trans- 
portation charges for the transportation of their raw materials 
and other low-grade freight than the transportation charges 
paid by their southern competitors, and (4) shippers and re- 
ceivers of freight in Official Territory will be required to pay 
higher freight charges than heretofore demanded by the rail- 
roads in that territory or than justified by their transportation 
costs or other pertinent considerations in order that the class 
rates for transportation in the south and west may not be re- 
duced more than 10 per cent, all of which will subject plaintiffs, 
their citizens and communities, to damage running into many 
millions of dollars, for which they will have no means of relief 
or recoupment.” 

The petitioning states also objected to the fact that, ‘‘con- 
trary to its usual procedure in investigations of the magnitude 
and importance of this,” the Commission had not caused a pro- 
posed report to be prepared with regard to the lawfulness of the 
existing rate level, “to which findings and conclusions the par- 
ties might file exceptions, but, instead, after hearing oral argu- 
mers the Commission took the proceeding under advisement 

orthwith.” 


They said that, except for the contention of the motor truck 
interests that rates on less-than-carload quantities should be 
raised, “there was not a single claim made by anyone and no 
evidence was offered to support a claim that the class rates 
for transportation in Official Territory were unremunerative, or 
unlawful because too low, or that they should be increased, or 
that even if a uniform level of class rates should be desirable, 
the public interest would be served if uniformity were accom- 
plished by increasing the Official Territory rates.” 

The northern states said it was in the “atmosphere” cre- 
ated by the efforts of the southern governors to promote in- 
dustrial development in the south, by the introduction bills in 
Congress by representatives of the southern states that would 
deprive the Commission of jurisdiction to prescribe class rates 
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on the basis of evidence and require uniformity regardless of 
transportation facts, and the indication that “these bills would 
be pressed for enactment if the Commission failed to take ac- 
tion” that the Commission had entered its orders of investiga- 
tion, conducted its investigation and issued its reports and 
orders involved in this suit.” 

Articles published by the southern interests, said the north- 
ern states, failed to refer to the fact that the commodity rates 
and the rates of inbound raw materials were generally lower 
in Southern Territory than in Official Territory. At another 
point they observed that, in Official Territory, the transporta- 
tion of a larger proportion of the freight moving by railroad 
was made subject to class rates, as distinguished from exception 
and commodity rates, than was the case in Southern and West- 
ern territories, adding that “the class rates are charged princi- 
pally for the transportation of manufactured articles. Many 
commodity rates, for the transportation of low-grade freight 
and raw materials, are higher mile for mile in Official Territory 
than the corresponding rates in Southern and Western terri- 
tories, while the freight rates for the transportation of manu- 
factured articles, including the class rates, are generally lower 
mile for mile in Official than in Southern and Western terri- 
tories.” They continued by observing that for many articles 
for the transportation of which railroads in Official Territory 
charged class rates, the railroads in the south and west charged 
exception rates or commodity rates that were lower than the 
class rates in those territories and in some instances were as 
low as or lower than the class rates charged in Official Terri- 
tory for the same distance. 

“The class rates for the transportation of class rate freight 
within and between the several territories were prescribed as 
maximum reasonable rates by the Commission in various pro- 
ceedings after extended investigations, and the present rates are 
the results of orders of the Commission,” said the petitioners. 


Cost Evidence 


In a discussion of the evidence introduced with regard to 
costs of transportation, the northern states said there was no 
evidence as to the cost of transporting class rate freight in any 
territory or between any particular points. 

“All of the testimony and exhibits related to attempted 
computations of average costs of transporting all freight,” 
they continued, “and did not indicate the costs of transporting 
any particular commodity or class of freight and disregarded 
the rates charged for their transportation.” 

After quoting a portion of the testimony on average costs, 
they continued: 


Other evidence in the record, which was uncontradicted, showed 
that there is a wide variation in the kinds of freight transported in 
the several territories and that there are great differences in the rate 
structures and so-called distribution of the traffic burden in the several 
territories. All of the cost computations in evidence, although differ- 
ing in theory and in the final figures produced thereby, were in agree- 
ment on one point: that the average cost of transportation over the 
railroads of Official Territory, including the so-called Pocahontas 
Lines, are less per unit of freight and distance than the average costs 
of transportation in Southern and Western territories, and it was only 
by excluding figures of the Pocahontas Lines in computing averages 
for Official Territory and by including figures for transportation in 
Kentucky in computing the average for Southren Territories that 
figures were produced for the cost of transportation in Official Terri- 
tory as high as the figures for Southern Territory. 


The Commission had determined that the class rates in all 
territories were unlawful “because not upon the same level 
mile for mile,” notwithstanding the complete absence of evi- 
dence of any substantial injury caused to the south or west or 
to shippers or communities therein by differences in levels of 
the class rates, and not withstanding the ‘‘overwhelming proof” 
that the nature and volumes of the traffic handled in the sev- 
eral territories and interterritorially differed greatly and that 
the class rates were the result of the different causes and condi- 
tions affecting the transportation in the several territories, and 
“notwithstanding the absence of any requirement in the inter- 
state commerce act that class rates shall be uniform in the 
several territories,” said the petitioners. 

Among further objections raised by the nine states was 
one to the effect that the evidence as a whole was obsolete and 
insufficient to support an order requiring a change in the class 
rates for the future, observing that it had been contended on 
their behalf that most of the evidence related to 1939 conditions, 
and that the termination of the war would create entirely dif- 
ferent conditions. 

Commission Refuses Voluntary Postponement 


The Commission, December 3, through its chief counsel, 
informed the federal court at Utica that it could not see its 
way clear voluntarily to postpone the effective date of its order 
in No. 28300. This, said Chief Counsel Knowlton, meant that 
the order would stand until such time as the court might act 
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on the petition for an injunction. He stated that counsel for 
the western carriers had appeared at Utica and indicated that 
those carriers would intervene in the proceeding, in what would 
probably amount to a complaint on their own behalf. 

a 


LABOR REPRESENTATION QUESTION 


By orders in No. 160 (October term, 1944), Elgin, Joliet 
& Eastern Railway Co. vs. G. W. Burley et al., a case involving 
issues as to the right of a union representing railroad employes 
to represent individual employes in proceedings before the 
National Railroad Adjustment Board without written author- 
ization from such employes, the Supreme Court has granted a 
motion of the Brotherhood of Locomotive Firemen and Engine- 
men for leave to file a brief as amicus curiae and has granted 
a like motion of the Brotherhood of Locomotive Engineers, 
but has denied a motion of the B. of L. F. & E. for leave to 
participate in oral argument in the proceeding. 


Railroads on Pullman Purchase 


The group of railroads seeking permission of the United 
States district court in Philadelphia to acquire the stock of 
the Pullman Co. (see Traffic World, November 3, p. 1076), filed 
a brief December 1 in which they contend that the only way 
in which the court’s order directing the dissolution of Pull- 
man’s sleeping car monopoly can be complied with is by sale 
of the company to the railroads. 

The railroads ask approval of their purchase plan for the 
following alleged reasons: The railroads’ proposal is the only 
one which is in furtherance of the public interest; their plan 
represents unqualified acceptance by the railroads of Pullman’s 
proposal to dispose of its stock in the sleeping car company, 
and has this ripened into a contract which Pullman is submit- 
ting to the court for approval; the contract is exactly what 
the court contemplated should be done when it ordered Pull- 
man to dispose of the stock; and the proposal of sale to the 
railroads will satisfy the court’s anti-trust purpose, as will none 
of the other proposals. 

All four bidders—the railroads, the Young-Otis & Co., 
Syndicate, the Glore-Forgan group, and the Standard Steel 
Spring Co.—have been ordered to file briefs.arguing the merits 
of their respective proposals, and the demerits of the others, 
and to appear December 10 for verbal legal arguments. 

The railroads charged in their brief that the only railroads 
opposing their proposal “are the Chesapeake & Ohio, the Nickel 
Plate, and the Pere Marquette, all controlled by Mr. Young.” 

The railroads’ plan, it is stated, is that the Pullman stock 
be acquired by the various railroads, that such sleeping cars 
as are required for regular operation be purchased from _ the 
Pullman Co. by individual railroads wishing to make such pur- 
chase, and that the remainder be placed in a national pool to be 
drawn upon by all the railroads for cars needed during peak 
periods. This would be fed by additional cars from time to time, 
as required. At the end of three years, the railroads would dis- 
pose of the car-service business to an outside interest. 








Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Western Missouri district, western division, at Kansas City. 
Ross Allen, of Kansas City, Mo., was fined $385 and costs, No- 
vember 21, following entry of his plea of nolo contendere to 
certain counts, and his plea of guilty to other counts of an in- 
formation charging him with operating as a broker in arranging 
for the transportation of household goods by motor vehicle, for 
compensation, without a license from the Commission authoriz- 
ing such operations. The fine and costs were paid. The defend- 
ant did not participate in the transportation as a carrier. 


Northern West Virginia district, at Wheeling. Fines total- 
ing $275 were imposed on Weir-Cove Moving & Storage Co., 
Inc., of Hollidays Cove, W. Va., and on Weirton Steel Co., of 
Weirton, W. Va., on entry of separate pleas of guilty and nolo 
contendere, respectively, to separate informations charging 
each of the defendants with violations of part II of the act. 
The fines were paid. On October 26, Weir-Cove Moving & 
Storage Co., Inc., was fined $150 on charges of failing to require 
its drivers to keep drivers’ logs and failing to have in its files 
doctors’ certificates of physical examinations of its new drivers. 
On November 14 Weirton Steel Co., a shipper, was fined $125 
on charges of soliciting, accepting, and receiving rate conces- 
sions from Weir-Cove Moving & Storage Co., Inc. 

District of New Jersey, at Trenton. Albert G. Ammon, of 
Chatsworth, N. J., was fined $500, November 17, following en- 
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try of his plea of guilty to an information charging him with 
transporting property as a common carrier without a certificate 
from the Commission authorizing him to engage in such opera- 
tions. The court ordered payment of $250 of the fine, and sus- 
pended execution of the remaining $250 during a probationary 
period of six months. 

District of New Jersey, at Trenton. Alvin C. Simmons, dba 
A. A. A. Auto Taxi Service, of Brooklyn, N. Y., was fined $300, 
November 17, following entry of his plea of guilty to an infor- 
mation consisting of three counts charging him with transport- 
ing passengers in automobile sedans in interstate commerce as 
a motor carrier, for compensation, without a certificate from 
the Commission authorizing him to engage in such operations. 
The court ordered payment of $75 of the fine and suspended 
payment of the remainder, $225, during a probationary period 
of six months. 


1. C.C. WAR EMERGENCY POWERS 


The House has passed H. R. 4780, amending the second war 
powers act, 1942, and extending for six months beyond De- 
cember 31, 1945, some of the provisions of that act, including 
emergency powers of the Commission with respect to operations 
of motor carriers and water carriers (see Traffic World, Dec. 
1, p. 1345), and has sent the bill to the Senate. 


WHEELER ON EAST-WEST TRAIN SERVICE 


Delays experienced at Chicago and St. Louis by rail pas- 
sengers traveling between eastern points and points in west- 
ern states were such that travelers now were resorting to air- 
plane travel when they were “in the slighest bit of a hurry,” 
said Senator Wheeler, of Montana, chairman of the Senate in- 
terstate commerce committee, in remarks in the Senate, com- 
menting on a newspaper editorial concerning the “advertised” 
willingness of the Chesapeake & Ohio and the Nickel Plate to 
cooperate with western roads in establishment of through-car 
service between the Atlantic and Pacific. 

“It seems to me that intelligent self-interest on the part of 
the railroads would cause them to put into effect a through 
service of pullman cars from coast to coast,” said the senator. 

He said that a traveler who left Washington, D. C., and 
arrived in Chicago at 8:30 a. m. on a train of the Pennsylvania 
or the Baltimore & Ohio could not “get one of the good trains 
out of Chicago for the northwest until 11 o’clock at night.” 

“T regret that other railroads have not yet taken the same 
position in regard to through pullman travel from coast to 
coast as has been taken by the Chesapeake & Ohio and the 
New York, Chicago & St. Louis,’ Senator Wheeler said. “I 
hope other railroads which operate trains from Philadelphia, 
New York, Boston and Washington will join in the plan sug- 
gested by the two railroads I have named. I believe the only 
two large centers where the general public is tied up for many 
hours when traveling across the country are Chicago and St. 
Louis. There is no reason why pullman trains cannot be op- 
erated from Washington or New York through to St. Paul or 
to other large cities. . .” 


LEA CARRIER-LIABILITY BILL 

Chairman Lea, of the House committee on interstate and 
foreign commerce, has introduced H. R. 4872, to amend the in- 
terstate commerce act as amended by incorporating in parts 
II, III and IV thereof provisions similar to those of part I re- 
lating to carrier liability for shipments, recovery of overcharges 
or undercharges, and matters related thereto. The bill is simi- 
lar in its provisions to S. 864, introduced last April by Chair- 
man Wheeler, of the Senate interstate commerce committee (see 
Traffic World, April 14, p. 979). 

The Lea bill would add to parts II, III and IV provisions 
similar to sections 8 and 9 of part I, covering civil liability for 
damages caused by violations of provisions of parts II, III or 
IV; provisions similar to section 16 (1) and (2) covering award 
of damages by the Commission and enforcement of Commission 
orders by the courts; provisions similar. to sections 16 (3), 
subparagraphs (a) to (h) inclusive, of part I, covering periods 
of limiation for damages not based on overcharges, and re- 
covery of overcharges by shippers or recovery of undercharges 
by carriers; and provisions similar to section 16 (a) of part I, 
covering suits by joint plaintiffs against joint defendants; service 
of process, and judgment for a single party in a joint suit. 


RIVER AND HARBOR PROJECTS 


Despite pleas by Chairman Cannon, of the House appropri- 
ations committee, and Representative Woodrum, of Virginia, 
ranking majority member of the committee, for action by Con- 
gress to hold down government expenses in the face of mount- 
ing national debt, the House adopted an amendment to H. R. 
4805, the first deficiency appropriation bill for the current 
fiscal year, making available $25,516,000 for river and harbor 
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projects construction and maintenance. The House appropria- 
tions committee had excluded that amount, proposed for use by 
the army engineer corps to complete projects undertaken be- 
fore the war, from the bill as reported (see Traffic World, 
Dec. 1, p. 1346). 

The House, before passing the bill and sending it to the 
Senate, also adopted an amendment providing $96,751,000 for 
flood control projects. 


Forwarder-Motor “Rate” Bill 


As opponents of the considered bill began presentation of 
their views before a subcommittee of the House interstate com- 
merce committee when hearings were resumed December 5 on 
H. R. 2764, the Lea bill empowering the Commission to determine 
what arrangements should be made for compensation by freight 
forwarders of motor carriers serving them and whether the 
present system of so-called joint forwarder-motor rates should 
be continued beyond February 16 (see Traffic World, Dec. 1, 
p. 1341), several subcommittee members, by questions and com- 
ments, criticized the testimony of A. H. Schwietert, traffic di- 
rector of the Chicago Association of Commerce, who was one 
of the witnesses opposing the bill. 

Carl I. Wheat, attorney, of Washington, D. C., was the 
only other witness who testified in the December 5 hearing. 
He submitted, for inclusion in the hearing record, statements 
prepared by Jack M. Evans, executive secretary of the Los 
Angeles Wholesale Institute, on behalf of that organization; 
G. A. Olson, executive secretary of the Shipper Consolidators 
Institute, Los Angeles, Calif., and L. E. Osborne, on behalf of 
the Aircraft Traffic Association of Los Angeles, all opposing 
enactment of H. R. 2764. Mr. Wheat read excerpts from these 
statements. 

“Under the method suggested by the present bill,” said 
Mr. Evans in his statement, “the private bargain rates now es- 
tablished at levels far below the 85 per cent heretofore recog- 
nized by the I. C. C. as reasonable, would be condoned and per- 
mitted to continue in effect for an indefinite period, pending 
the establishment by the Commission of rules and regulations 
governing the negotiation of contract rates between freight 
forwarders and motor carriers on a permanent basis. We re- 
spectfully urged against the enactment of such legislation. The 
immediate and continued effect of such a law would be re- 
flected in reduced revenue of motor carriers, many of which 
are already operating at a loss or dangerously near it. This 
would inevitably force the filing and granting of applications 
for increased rates payable, not alone by the freight forwarders, 
but by the general shipping public.” 


Urges Rail-Motor Joint Rates 


Mr. Olson said that his organization was engaged in the 
pooling of l.c.l. freight of its members; that this system had been 
used by small business firms on the west coast over 50 years 
“to get their manufactured goods delivered to the east,” but 
that there were many small shippers who preferred to use for- 
warder service. He submitted data as to forwarder and rail or 
motor carrier charges on certain tanscontinental shipments. He 
said that “inasmuch as the average forwarder rate during the 
year 1944 was 191 cents per 100 pounds—more than double the 
average l.c.l. rail rate—it appears that the railroads are han- 
dling the short-haul traffic for themselves and hauling the long- 
haul traffic in carloads for the forwarders which perhaps is as it 
should be and the forwarders ought to abandon their efforts 
to compete with the railroads and the motor carriers for short- 
haul traffic.’ He proposed that section 216 (c) of the act be 
amended so as to give the Commission the power to prescribe 
“necessary just and reasonable and non-discriminatory through 
joint rail-truck rates.” He averred that defeat of H. R. 2764 
was vital and contended that “enactment would place control of 
transportation facilities in the hands of for-hire forwarders and 
give to them a monopoly.” 

_ Mr. Osborne, in his statement, said the entire Pacific coast 
aircraft industry joined in opposition to the bill. He said that 
if it was true that many motor carriers regarded their traffic 
for forwarders as remunerative, than there must be a flaw in the 
yardstick used to measure their local and other published rates. 
He expressed the fear that enactment of H. R. 2764 would be 
followed by “similarly justified authority for compensation ar- 
rangements between forwarders and rail carriers serving so- 
Called ‘off-line’ points,” and that the “next natural step” by 
the forwarders, “armed with sufficient controllable tonnage 
(not of their ownership),” would be an approach for unpub- 
lished arrangements for their rail hauls from consolidating 
points to break-bulk points. 


Forwarder Status Question 


Mr. Schwietert averred that development of a sound trans- 
portation system required observance of “the basic principles 
under which freight forwarders in their relation to the carriers, 
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i. e., rail, motor and water, are treated as shippers.” He said 
fowarders were a combination of shippers and carriers—that 
they had characteristics similar to those of common carriers In 
their relationship to the shipping public, but that in their rela- 
tionship to the carriers they were shippers. 

“In our opinion,” he continued, ‘the present provisions of 
the act should not be changed. Joint rates should not be per- 
mitted and assembling and distribution rates should be open to 
all who utilize the services of the motor carriers under like 
conditions. Those shippers who ship the lower-rated third and 
fourth class traffic are entitled to the same consideration as are 
those who ship first and second class freight, and assembling 
and distribution rates made lower than local rates should be 
applicable to all classes of traffic and should be made ap- 
plicable to all communities. 

Mr. Schwietert maintained that under the considered bill 
the existing “joint rate” system between,forwarders and motor 
carriers would not be changed, and noted that the bill provided . 
for “agreements” between forwarders and truckers. He said 
that if there was any reason for permitting the motor carrier 
to make special rates for the forwarder lower than those 
charged the shipping public it would seem logical ‘to permit the 
railroads and water carriers to make similar rates. 

After asserting that forwarder service now discriminated 
against many communities and placed a burden on many 
shippers “which would be aggravated if so-called joint rates 
or special rates are to be continued.” Mr. Schwietert declared 
that, as an illustration, analysis of forwarder tariffs had shown 
that with respect to forwarder shipments from New York to 
Chicago and thence to points between Chicago and Dubuque, 
only 10 of 32 towns between Chicago and Dubuque were served 
by forwarders on shipments originating in New York City, 
and if a shipment came into the hands of a forwarder destined 
to one of the other 22 communities it would be delivered at a 
charge of 60 cents a 100 pounds “over and above the first 
class rate.” He discussed similar situations as to other points 
between Chicago and cities west or northwst thereof. He 
stated that the shippers had no knowledge of what the for- 
warder paid the underlying motor carriers under the existing 
joint-rate system, or whether or not the rates had been in- 
creased to the forwarder to the same extent as those assessed 
the shippers, and added that “if not, then the shippers are 
being called upon to subsidize forwarder transportation.” 

At that point, Representative Hinshaw of California, said 
that he objected to “this kind of testimony” because “this 
man doesn’t know what he’s talking about, and he admits it.’ 
Representative Bulwinkle, of North Carolina, presiding, said 
Mr. Schwietert had a right to present his views. Mr. Schwietert 
said he was convinced that the compensation received by motor 
carriers from forwarders was lower than that which they 


received from shippers, and that “otherwise, my statement is 
incorrect.” 


“Unserved” Communities 


There was much discussion by subcommittee members and 
the witness of the statement that 22 of 32 points between 
Chicago and Dubuque did not have forwarder service on ship- 
ments from New York. Referring to the witness statement 
that ‘“‘to the extent special rates were accorded some com- 
munities, other communities are discriminated against,’ Mr. 
Bulwinkle wanted to know whether these “other” communities 
had been refused forwarder service. The witness said he did not 
know, and that his information as to communities not served 
was based on tariffs. 

Representative Boren, of Oklahoma, wondered if it was 
not true that all forwarder tariffs set up a rule for carrying 
shipments to towns not shown on their tariffs as being served 
by them. Mr. Schwietert said the rule provided that if a 
shipment came into the hands of a forwarder destined for a 
town not served by the forwarder it should move at the first 
class rate plus 60 cents a hundred pounds. 

Under further questioning by Mr. Hinshaw, the witness 
said his association wanted the forwarders to have an assem- 
bling and distribution rate, lower than the local truck rate, 
but that such a. and d. rates should be open to others as 
provided in section 408 of the act. 


Interpretations of Bill 


Mr. Boren contended that H. R. 2764 did not fix any 
formula of rates and did not say whether joint, a. and d. or 
other rates should be adopted, but merely said that the Com- 
mission should fix the rates or compensation for the motor 
carriers serving forwarders. Mr. Schwiertert said that as he 
understood the bill, the Commission would determine “terms 
and conditions” under agreements between forwarders and 
motor carriers. Mr. Boren said his interpretation was that the 
bill left it to the Commission to decide whether or not joint 
rates should be used. Mr. Schwiertert said he understood the 
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bill would require continuation of joint rates. Mr. Boren said 
that if there was any doubt in the bill, it ought to be cleared up. 


Position of N. |. T. L. 


Hearings by the subcommittee on H. R. 2764 were closed 
December 6, after additional testimony in opposition to the bill 
had been presented by several spokesmen for shipper interests, 
including John B. Keeler, assistant general traffic manager, 
Koppers Co., Pittsburgh, Pa., appearing as chairman of the 
legislative committee of the National Industrial Traffic League, 
of which he is past president; E. L. Hart, secretary, Atlanta 
Freight Bureau, Atlanta, Ga.; W. H. Ott, general traffic man- 
ager, Kraft Foods Co., Chicago, appearing for the Illinois Ter- 
ritory Industrial Traffic League; J. G. Kerr, Atlanta, Ga., chair- 
man of the Southern Freight Association, appearing on behalf 
of 13 railroads operating in the south; J. M. Hood, president 
of the American Short* Line Railroad Association; and Paul W. 
Brown, general traffic manager, Sears Roebuck & Co., appearing 
for that company and for the Terminal Freight Association and 
the Western Traffic Conference. 

Mr. Keeler said that the bill apparently had the objective 
of extending beyond February 16 the joint rate arrangement 
between forwarders and motor carriers, and that the league 
opposed any such extension or legalizing of such joint rates, 
but wanted them to expire on that date as now provided under 
the latest act of Congress extending the period for their use. 
He said the league ‘‘went along” with the Commission in the 
idea that assembling and distribution rates should be provided, 
but that it parted company with the commission when it came 
to the question of how the assembling and distribution rates 
were to be applied. While the Commission wanted to limit such 
rates to use by forwarders only, the league wanted the A. and D. 
rates to be available to all who used transportation services 
under conditions similar to those obtaining in forwarder service, 
he added. 

He said that there was a minority of the league member- 
ship that favored retention of the forwarder-motor joint rates, 
but that, after thorough debate, a majority of the league had 
voted to affirm its previous stand in opposition to the con- 
tinuance of such rates. 


Criticism of Commission 


Mr. Hart said that “minority members of the Commission, 
represented by Commissioners Rogers, Splawn and Mahaffie’”’ 
apparently were determined to “perpetuate the freight for- 
warder at any cost,” and he contended that recognition of for- 
warders as a bona fide transportation agency, “regardless of 
their ‘middleman’ characteristics,” would be economically un- 
sound and would be at the expense of ‘‘other shippers and trans- 
portation agencies.” 

“The subtlety of the Commission in permitting the forward- 
ers to circumvent the provisions of Part IV of the act and con- 
tinue practices that are clearly unlawful,” he said, “is evidenced 
by its conclusions and order in ‘In the Matter of Terminal to 
Terminal Transportation Charges of Liberty Motor Lines, Inc., 
et al.’ (Docket MC C-440).” 

He contended that the freight forwarders were ‘in reality 
freight consolidators;’” that a forwarder operation was purely 
that of a “middleman,” and that, ‘‘as is the case in ordinary 
business, the operation of the ‘middleman’ is not necessarily 
essential, although providing a means of doing business which 
may be desirable to some because of peculiar conditions ap- 
parent in their particular enterprise.” 


He said that truck lines operating in Georgia and between 
Atlanta and cities in other states were ‘in the red,” and he 
maintained that under that condition there was no sound basis 
for special low motor rates for forwarders. 


Predicts “Pressure” on Railroads 


Mr. Ott’s views were similar, in many respects, to those 
expressed by Mr. Keeler. If it was a good policy for the motor 
carriers to provide special rates for the forwarders, it would be 
a good policy for the railroads to do likewise, he averred. He 
said that not even the largest railroad would be able to with- 
stand pressure of forwarders for such special rates if the for- 
warders should insist on them because of the amount of tonnage 
the forwarders controlled. The truck lines would not need rate 
increases so badly if they got more money. for the forwarder 
traffic they handled, he said. 

Dealing with representations of motor carriers that rail- 
roads should increase their L. C. L. rates, Mr. Ott said that 
eastern railroads had contended that their L. C. L. rates were 
compensatory; that this statement was based on a wartime 
increase in the average loading of L. C. L. freight to about 10 
tons a car; that the average loading had now begun to decline, 
and that it was more important to keep the L. C. L. rates as 
they were now than to keep some of the forwarder traffic. He 
wondered why the forwarders did not now come out and insist 
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on the railroads granting special rates and absorbing distribu. J tyPe 
tion and assembling costs, and said he believed the forwarders § the § 
would do so in the future. He said it seemed to him fallacious — coun 
to treat as a common carrier anyone who did not actually carry, 
He did not believe that expiration of the joint rates on February § that 
16 would mean curtailment of forwarder service, saying that J that 
“no underlying carrier will be touched” by expiration of the } profi 
rates but that the forwarders might have to increase some of § Dbeins 
their rates. Forwarders did pick and choose the cream of the § 0? ° 
traffic, he maintained. He said provisions of the bill needed § road 
clarification, and that, as he read it, it did not give the com- 
mission authority to condemn joint forwarder-motor rates. form 
origi 
was 
Land Grant Rate Repeal ay 
The house November 30 adopted the conference report on § C@SS! 
the land grant rate repeal bill by a record vote of 159 to 44. § 80Vve 
This completed Congressional action on the bill which was sent § Weé 
to the President who was expected to sign it. Under the bill as § have 
approved by Congress reduced land grant rates will not apply 
on government traffic after October 1, 1946. 
Immediately after the vote for adoption of the conference Tre 
report had been announced, Representative Cochran, of Mis- 
souri, who had opposed repeal of the land grant rates, objected 
to the vote on the ground that there was no quorum present, § tran 
Speaker Rayburn then counted those present, whereupon he § tan 
announced that “two hundred and twenty-seven members are — ©S 
present; a quorum.” ont 
Although, in the course of debate in the House, it was § “with 
stated by some proponents of the conference report that the — subi 
only issue before the House was whether the repeal of the land § com 
grant rates should become effective 90 days after enactment — Cas 
of the bill or on October 1, 1946, Mr. Cochran and Representa- — &XC« 


tive O’Hara, of Minnesota, the latter a member of the House of t 
interstate commerce committee, spoke in opposition to the bill 
in its entirety (see Traffic World, Dec. 1, p. 1345). 

Representative Boren, of Oklahom, advocating adoption of 
the conference report on the bill, H. R. 694, which he had in- 
troduced, said that it was a shippers’ bill, though it would mean 
something to the railroads in the way of increased revenues, 
but that the principal advantage to the railroads was in removal 
of “the uncertainty as to the traffic to which the rates apply.” 
He observed that suits were pending in the courts to determine 
whether lend-lease material was or was not subject to land- 
grant rates. Others who spoke in support of the conference 
report were: Chairman Lea, of the House interstate commerce 
committee; Representatives White, of Idaho; Halleck, of In- 
diana; Bulwinkle, of North Carolina; Robison, of Kentucky; 
Reece, of Tennessee; Brown, of Ohio; Wolverton, of New Jer- 
sey, and Hinshaw, of California. 


Predicts “Discount” Negotiations 

Mr. Hinshaw said that when the land grant rates were re- 
pealed the government would immediately negotiate with the 
railroads for a common discount on all government shipments. 
Therefore, he said, the statement by Mr. Cochran that the gov- 
ernment would lose money if H. R. 694 were passed was “ut- 
terly fantastic,” and “not true in any sense whatsoever.” Mr. 
Cochran averred that there was nothing in the transportation 
act of 1940 that made it mandatory on the railroads to reduce 
the government rates, and Mr. Hinshaw replied that there was 
no mandatory provision; that “it is a negotiated discount, and 
it is then up to the Interstate Commerce Commission to ap- 
prove that rate discount.” Mr. Hinshaw did not mention spe- 
cifiically the provisions of section 22 of the interstate commerce 


’ Assi 
fron 
mor 

\20 p 





serv 
mer 
be | 
be 

stea 
pan 


join 
esta 
mac 
mer! 
thei 
rail 
rail 


Inc. 
Ste 
Ne\ 
Par 
Lin 


Che 


act, permitting the establishment of reduced rates on govern- } the 
ment traffic by agreement between the railroads and the govern-}_, 
ment. 

Mr. Cochran, in his remarks in opposition to land grant > 
rate repeal, said that the issue before the House was “whether 
or not you are going to make the taxpayers of this country } hi 
pay three or four hundred million dollars a year more than they § S24 
have been paying to move our armed forces and military prop- ba 
erty over land-grant roads, and in fact other roads. . .” He 
maintained that the railroads were not agreeing to reduce their “m 
rates or to increase wages of their employes, and that every : : 
dollar they saved through land grant rate repeal would go into rey 
their treasuries. pec 

Mr. O’Hara said that “what we are facing’ was shown by 
a report that the Investment Bankers Association, in its con- “le 
vention in Chicago, had gone on record in favor of rail freight spc 
rate increases after concluding that “the evidence is convincing oa 
that a freight-rate increase is an absolute necessity if adequate a 
railroad earning power is to be maintained.” ; a 

“To have the investment bankers come in shouting for in- 
crease in rates,” said Mr. O’Hara, “‘makes one ask: Just where is 


are the people of the country reaping any benefit from this 
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type of legislation? Is this a case of the special pleader and 
the special interest getting consideration and the people of the 
country not getting the benefit they should have?” 

Representative Brown said the laws of the land provided 
that the rates charged by the railroads must be fixed on a basis 
that would permit their operation at a fair and reasonable 
profit, an dthat whenever any particular class of freight was 
being hauled at less than cost it was necessary that the rates 
on other freight must be fixed sufficiently high to give the rail- 
roads the guaranteed return that the law provided. , 

“The railroads have returned to the government in the 
form of reduced rates over $1,000,000,000,” said Mr. Lea, “The 
original total valuation of all the land given to the railroads 
was less than $130,000,000. The great outstanding purpose of 
the government land grants was to develop the central, western, 
and southwestern sections of the country by making them ac- 
cessible. That purpose was accomplished. Reduced rates to 
government was not of any great consequence when the grants 
‘were made. In my judgment, the just claims of the government 
have been more than repaid.” 


Transport Policy Inquiry 


Protests against excessive rate cutting by any form of 
transportation to divert traffic from an economic form of 
transportation have been de by the Atlantic and Gulf 
coastwise lines in a memorafidum submitted to the committee 
oi interstate and for sinner the House in connection 
~with its fiational transportation /inquiry. The memorandum, 
submitted by Wi r. as special counsel for the 
common carriefs engaged in coastwise service along the Atlantic 
coast and between the North Atlantic and the Gulf, says that 
excessive competitive rate cutting as between different forms 
of transportation should be prohibited by law. 

The group looks with favor on a proposal of the American 
‘Association of Port Authorities that railroads be prohibited 
from publishing and maintaining competitive rates which are 
more than 20 per cent below prescribed rates or more than 
\20 per cent below non-competitive rates for comparable service. 

Stating that the vessels in the coastwise and intercoastal 
service constitute nearly 70 per cent of the United States 
merchant marine, the memorandum urges that steamship lines 
be protected against rate discrimination and that the railroads 
be required to reimburse terminal companies, shippers or 
steamship lines for services rendered by the steamship com- 
panies but which are covered by the rail rates. 

Congress is asked to see to it that through routes and 
joint rates between the various types of carriers are generally 
established and that the divisions of the steamship lines be 
made on a basis that will help foster and develop a sound 
merchant marine. Railroads should be required when changing 
their rates to maintain reasonable differentials as between the 
rail rates on the one hand and rail-water and rail-water-and- 
rail rates on the other hand, it is asserted. 

The memorandum was submitted on behalf of Agwilines 
Inc. (Clyde-Mallory Lines), The Bull Steamship Line, Eastern | 
Steamship Lines, Merchants & Miners Transportation Co.,/ 
Newtex Steamship Corporation, Ocean Steamship Company; 
Pan-Atlantic Steamship Corporation, Refrigerated Steamship 


Line, Seatrain Lines, Inc., Southern Steamship Company . 


Chicago Union League Club 


The Union League Club of Chicago, and the Galveston 
Chamber of-Commerce have submitted to the House~interstate 
commeéréé,; Committee repNes to the questionnaires sent out by 


the committee in its postwar transportation survey. 


Among other things, the Chicago club said the statement of 
the national\ transportation policy should now be enlarged “by 
simple mention of air transport.” 


_ “While there is no present advocacy of government owner- 
Ship,” said the Club, “developments across the Atlantic and 
agitations and discussions in some of our own circles in this 
country very definitely spell dangers of socialized transport in 
Place of our system of regulated private enterprise. These dan- 
gers arise because transportation is both readily susceptible to 
experiment and is a great weapon by which to control social 
and ete problems and to regiment commerce and the 
people.” 


Development of regulation should be in the direction of 
‘less stringent laws or hampering legislation with greater re- 
sponsibility and freedom of managements of all carriers, it 
Said, and less emphasis on fostering guardianship of transport 
agencies of any class, all modes of transport to be subject to 
uniform treatment.” 


All competing forms of transportation should be equally 
regulated as far as possible, it said, and applied by the same 
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body in all\cases, the Commission to be reorganized only to the 


extent necessary to make it responsive to any changes in the 
law, such, for instance, as empowering it to regulate air trans- 
port. 

The club expressed its favorable position toward the Bul- 
winkle bill, to legalize the bureau method of initiating rates, 
and said the various agencies of transportation should be per- 
mitted and encouraged to coordinate their services to the end 
that each would carry the traffic for which it was best adapted. 
At least, it said, it should be made legal for any company deal- 
ing in one kind of transportation service also to enter any other 
field subject to approval by the Commission, under proper re- 


- striction. 


The club opposed government subsidies to transportation, 
it said, and endorsed the principle that users of waterways and 
their facilities and of public landing fields should pay reasonable 
user charges. It said findings from the Commission should be 
required by Congress before public funds were appropriated 
for any waterway project. Taxation on highway transportation 
should only be to compensate the government for the actual 
use of the highways by motor transport, said the club. 

It urged the removal of interstate barriers to commerce 
and the speedy repeal of the land-grant rate reductions. Also, 
under “matters not covered” by the Committee’s agenda, it 
advocated an immediate study by Congress of the transporta- 
tion situation, and amendment of the internal revenue laws so 
that money for deferred transportation operating expenses, set 
aside under Commission safeguarding, should not be subject 
to income tax. 

Finally, it advocated sale of the Federal Barge Line to 
private operators, and retirement of the Federal Government 
from competition with privately owned barge lines, as well as 
wih other forms of transportation. 


Galveston on Transportation Policy 


Discussing the national transportation policy, the Galveston 
Chamber of Commerce charged the Commission had “begged 
the question” of its duty under the policy “with respect to fair 
and impartial treatment of the competitive modes of transpor- 
tation,” citing the Commission’s decision in the Class Rate In- 
vestigation, 1939. It said that, notwithstanding the specific 
declaration of Congress in: section 307 -(d), requiring joint 
through rail-water rates to be made a reasonable differential 
under the all-rail rates, the chamber said that “the Commission 
proceeded to prescribe an all-rail class rate adjustment inde- 
pendent of and without determining the effect upon the joint 
rail-water rates between Atlantic Seaboard Territory and 
Southwestern Territory, which it prescribed in Consolidated 
Southwestern Cases, 222 I. C. C. 229, decided May 3, 1937. 

The’ Galveston chamber said that, while the declaration of 
policy in the Merchant Marine Act, 1936, was not specifically 
referred to in the interstate commerce act, “it stands as an 
unequivocal mandate of Congress and the law of the land con- 
cerning a merchant marine to handle domestic water-borne com- 
merce, and as coastwise commerce is now under the jurisdic- 


“tion of the Interstate Commerce Commission that body can 


and must take judicial notice of such a declaration of policy.” 
It said that, while the declaration in the interstate commerce 
act was broad enough to include that in the merchant marine 
act, perhaps it should be implemented in part III of the former. 

It further developed this though in its comments on “regu- 
lation,” having a 12-page appendix in which it discussed the re- 
sults of the decision of the Maritime Commission in Port Com- 
mission of City of Beaumont, Tex., et al. vs. Seatrain Lines, 
et al., 2 U. S. M. C. 500 and 699, concerning the practice of 
Seatrain of absorbing local inland rail rates from Texas ports 
to the port of Texas City, Tex., on commerce to Cuba. The ac- 
tion of the Maritime Commission permitting absorption prac- 
tices had the effect of voiding an inland rail rate adjustment 
designed, and in some instances, approved or prescribed by the 
Commission, it said. This was cited as an example of the dis- 
advantages resulting from separate regulatory agencies. 

It cited seven advantages of a single regulatory body for 
all forms of carriers and suggested that the Commission should 
consist of 15 members, to regulate all modes of transportation, 
with certain qualifications of members outlined. 

The carriers should be exempt from the antitrust statutes 
only to the extent provided in the Bulwinkle bill, said the cham- 
ber, with certain amendments. It said common ownership, op- 
eration, or control of various types of carriers that restricted 
or eliminated competition should not be permitted. 

Federal aid to transportation, said the chamber, should be 
provided only where transportation was necessary in the public 
interest and the national defense, and where private capital 
would not provide the service. The federal government should 
“get out of” the transportation business, it said, with specific 
reference to the Inland Waterways Corporation. 

The chamber also advocated the regulation of all port ter- 
minal operators by a single agency of Congress, and that they 
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be required to publish and file their charges, rules and regu- 
lations, having observed that the charges and regulations of pri- 
vately-owned and publicly-owned terminals were not published 
and filed with the regulatory bodies, as were those of railroad- 
owned and operated terminals. 


Transport Inquiry by Senators 


Consideration by the Senate of S. Res. 161, the McFarland 
resolution to authorize the Senate interstate commerce com- 
mittee or a subcommittee thereof to investigate all means of 


interstate and foreign transportation, with a view to making ~ 


recommendations to Congress ‘‘to the end that the nation’s com- 
merce will be transported with the greatest possible degree of 
economy, safety, and dispatch,” was delayed until a future call 
of the calendar in the Senate, as a result of objection by Sen- 
ator Brewster, of Maine, to its consideration when Senator 
Lucas, of Illinois, submitted it in the Senate. 

When Senator Tunnell, of Delaware, presiding, asked 
whether there was objection to present consideration of the 
resolution, Senator Taft, of Ohio, said he had no personal feel- 
ing on the subject, but that he did not know whether members 
of the Senate commerce committee were advised regarding the 
matter and whether the resolution should be taken up in the 
absence of the chairman of that committee—Senator Bailey, of 
North Carolina. 

“T should like to have an opportunity to examine the reso- 
lution,” said Senator Brewster, a member of the Senate com- 
merce committee. “I ask that it go to the calendar, or its 
consideration be deferred.” 

Chairman Wheeler, of the Senate Interstate commerce 
committee, said he wished Senator Brewster would not object. 

“The resolution merely provides for an investigation and 
study to be made of the whole problem,” said Senator Wheeler. 
“It is a subject of very much interest to the committee and to 
everyone engaged in the transportation industry. A study has 
been made by a special committee appointed by the President 
some time ago. The proposal contained in the resolution is that 
a study be made to see what should be done generally with 
the whole transportation system.” 

“I certainly am in general sympathy with the idea of an 
integrated study,” said Senator Brewster. ‘““There are, as the 
senator from Montana and other senators know, certain jur- 
isdictional questions concerning which there has been consider- 
able discussion with respect to aircraft and other matters. I 
should like an opportunity at least to look at the resolution 
and have an opportunity for the chairman of the commerce 
committee to consider it, although I am not prepared to in- 
dicate that I shall have any serious objection.” 


- 


Rate Bureau Regulation 


The Commerce and Industry Association of New York, Inc., 
has made public the text of a letter addressed by its secretary, 
Thomas Jefferson Miley, to Representative Poage, of Texas, tak- 
ing exception to a statement in a letter recently inserted in the 
Congressional Record, by Mr. Poage that ‘‘it costs more to send 
first-class freight from Mumford, Tex., to New York than from 
New York to Mumford—the same distance in miles” (see Traf- 
fic World, Nov. 17, 1209). 

The letter containing that statement had been sent to Rep- 
resentative Poage by a Mrs. Jud Collier, whom Mr. Poage iden- 
tified as “a farm lady from central Texas.” 

“The Missouri Pacific Railroad, which serves Mumford, 
Texas,” said Mr. Miley in his letter, “has informed our trans- 
portation bureau that the first-class rate from Mumford to New 
York is $3.74 per one hundred pounds and that the first-class 
rate from New York to Mumford is exactly the same, both rates 
being governed by the provisions of the Western Classification. 
If this information is correct, and we have every reason to be- 
lieve that the Missouri Pacific Railroad is sufficiently acquainted 
with its own business to know what its own rates-are, then Mrs. 
Collier’s statement is incorrect.” 

Mr. Miley suggested that his letter be inserted in the Con- 
gressional Record as “a correction of the apparent misstate- 
ment” in Mrs. Collier’s letter. At Representative Poage’s office 
it was stated, December 4, that Mr. Poage had just returned 
from a trip to Texas, that Mr. Miley’s letter had not yet come 
to his attention, and that the volume of mail on his desk was 
such that it might be ‘‘some time” until he would have a chance 
to read and consider the contents of the Miley letter. 


MERCHANT SHIPPING IN PHILIPPINES 
Provisions for restoration and improvement of inter-island 
commerce in the Philippine Islands, under direction of the Mari- 
time Commission, are included in S. 1619. A bill for rehabilita- 
tion of the Philppines, passed by the Senate December 5. 
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The bill authorizes the Maritime Commission to charter 
vessels of less than 2,000 gross tons to individuals or business 
organizations in the islands who are found qualified by the 
commission to engage in ship operations. Such charter opera- 
tions are limited to inter-island commerce. Provision is made 
in the bill for the training of not over 50 Filipinos a year in 
merchant marine schools operated by the commission in the 
United States. 


International Air Transport 


Controversy in the Senate commerce committee over the 
question whether the United States should establish a “com- 
munity company” or “chosen instrument” to represent the na- 
tion in the field of international aviation has flared anew, with 
the issuance by a majority of the committee of an “interim 
report” recommending the granting of domestic air carrier 
rights to American airlines heretofore engaged only in overseas 
service, and with the introduction by Senator McCarran, of 
Nevada, of a new bill to establish an “All-American Flag Line” 
as the medium of United States’ representation in international 
air transportation. 

Commenting on the situation, the National Aeronautic As- 
sociation said that revival of the All American Flag Line pro- 
posal was a result of “Anglo-American disagreement brought 
about by Pan American Airlines’ drastic reduction in the fare 
for the north Atlantic crossing.” 

“The British government,” the N. A. A. said, “has re- 
stricted Pan Am to two landings per week in Britain, while the 
competing American Overseas Airlines, which is maintaining 
wartime rates, is being allowed seven. . .. Pan Am’s cut in 
trans-Atlantic fares from $525 to $275 has precipitated an in- 
ternational impasse that points up the firm intention of the 
British to maintain a competitive equality for their own airlines 
until such time as agreement can be reached on an international 
authority to apportion schedules and set fares. From a business 
point of view, the dispute is at present academic for the British, 
since sterling controls give their airline, B. O. A. C. (British 
Overseas Airways Corporation), a monopoly of British traffic 
that is far more than its present equipment can handle. 


Comment by “British Officials’ 


“British officials in Washington assert that while the Lon- 
don government has no desire to deny free access by U. S. air- 
lines to British terminals, it is very much opposed to uneco- 
nomic competition and will keep the lid on Pan Am until the 
company can demonstrate that it is not merely cutting fares to 
drive other lines out of business. When Pan Am proves that it 
can operate economically for $275, they said, restrictions will 
be lifted. . . . The British said that even though B. O. A. C. 
might not be able to operate at that price, they would accept a 
fare of $375 provisionally agreed upon by the International Air 
Traffic Association as a rate based upon economic considera- 
tions. 

“Whether or not the Pan American fare is an economic 
one, the U. S. Civil Aeronautics Board has no power to inter- 
vene in the matter, since the existing law gives it no control 
over international fares. The result has been that this country 
has been committed to a rate-cutting dispute despite the fact 
that its policy has been aimed toward the elimination of fare 
competitions which might result in increases in government 
subsidies.” 

Minority Report 


Chairman Bailey and five other members of the Senate 
commerce committee filed a minority report in which they said 
they saw no reason whatsoever for the “interim report’ filed 
by the majority. Those who joined in the views expressed by 
Senator Bailey were: Senators Overton, of Louisiana; Bilbo, of 
Mississippi; Mead, of New York; O’Daniel, of Texas, and Mag- 
nuson, of Washington. 

The majority of the committee referred, in its report, to 
the first “All-American Flag Line” bill, S. 326, introduced by 
Senator McCarran, and discussed views that witnesses heard 
by the committee had presented for or against that proposal. 
It observed that, on the basis of a recent survey by a large 
aircraft manufacturer, including estimates of domestic and for- 
eign air passenger traffic in 1950, the U. S.-flag share of future 
international air traffic would be only 18 per cent of the total 
air traffic, both domestic and foreign, to be carried by Amer- 
ican-flag airlines. It said the committee was “impressed” by a 
general agreement among witnesses forecasting that 80 per cent 
of the air traffic moving to and from the United States would 
be of American origin. 

“This would argue very persuasively . . . that American 
has the right to move a very substantial share of such traffic 
in American aircraft,’ the committee majority said. 

It said that two methods of operation for handling U. S. 
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international air traffic were proposed by witnesses representing 
opposing interests; that one group, “representing those domestic 
airlines desiring to enter overseas operations,” urged a mul- 
tiplicity of routes, “competing with one another under our own 
government’s regulation and at the same time competing 
against the unregulated foreign flag air transport monopolies,” 
and that the second group favored the broad principles of S. 326 
“which would concentrate our overseas and foreign air traffic 
in an ‘All-American Flag Line’—mutually owned and managed 
—in which the entire American transportation industry, air, 
rail, ship and bus lines, would be permitted to participate under 
a government-approved plan.” 

The committee majority said that nearly all the important 
trading nations, after experimenting with competition between 
their own nationals abroad, had concentrated their efforts be- 
hind ‘a single unified international air transport system, and 
that “even Canada has recently adopted this policy.” 


C. A. B. Temporary Certificates 


After observing that the committee membership, at a vote 
taken July 6 this year, had been evenly divided on the “All- 
American Flag Line” proposal, the majority said that the 
Cc. A. B., by limiting the foreign air carrier certificates granted 
by it to American applicants in recent months to a period of 
seven years, had “recognized the difficulties inherent in any 
attempt to formulate a permanent air policy with reference to 
international air transportation at the present time.” 

“The committee is of the opinion,” said the majority, ‘‘that 
applications pending before the Civil Aeronautics Board for 
certain domestic express routes linking its various gateway air- 
ports by our established international air transport system 
should be promptly heard and acted upon. Fair play would 
indicate that, if domestic air carriers are now to participate in 
the international field, our overseas air carriers, now authorized 
to operate from the United States only in international service, 
should participate commensurately in the far larger domestic 
field. Unless an equitable corresponding share in our domestic 
commerce is authorized, serious injury will be done not only 
to those who have pioneered in the overseas field, but also to 
America’s position in international air commerce. 

“The committee is also of the opinion, however, that 
authorization to engage in domestic air transportation by our 
established international air transport system, should be lim- 
ited to the same temporary and experimental basis provided 
for operations abroad by our domestic airlines.” 

The minority of the committee said that the C. A. B. had 
the right and duty to act “under the law as it is,” and that the 
committee was not competent to give notice of a change in the 
law, “for the reason that the committee has no power whatever 
to change the law. If the law is to be changed it must be done 
by an act of Congress, approved by the President.” 


McCarran and New Bill 


_ Senator McCarran said that his new bill, an amendment 
“in the nature of a substitute” for S. 326, was “in many ways 
better legislation than the present language of S. 326.” In fur- 
ther discussion, he said, in part: 


I had three major objectives in connection with the redraft of 
S. 326. One of these objectives was to make adequate provision for 
bringing railroads and steamship lines into the picture. The second 
objective was to devise, and to write into specific language, a method 
for setting up the All-American Flag Line which would be fair to all 
concerned, which would be certain in the attainment of its purpose, 
yet which would allow sufficient flexibility to be entirely workable. The 
third objective was to take account of all existing statutes bearing 
upon the subject of international air transportation, or which otherwise 
might be affected by the provisions of this bill, and to provide for 
necessary amendments, so as to do a complete and workmanlike job, 
with no loose ends. 

: I believe all three of those major objectives have been accom- 
plished in this proposed substitute. Briefly, this proposed substitute 
directs the Civil Aeronautics Board to initiate preliminary studies and 
Investigations, and to enter into subsequent negotiations, looking 
toward the creation of an All-American Flag Line; and, upon com- 
pletion of those studies, investigations, and negotiations, to approve 
or prescribe a plan for the formation of the All-American Flag Line; 
and finally, to formulate and prepare a charter for the All-American 
Flag Line. 

The new draft authorizes and invites United States air carriers, 
holding certificates: for international air transportation, to submit to 
the Civil Aeronautics Board their own plans for creation of a com- 
munity company. It provides for full public hearings on such plans; 
and it authorizes the Civil Aeronautics Board to exercise a free hand 
In approving or disapproving the plans so submitted, in combining 
or altering such plans, or in finally formulating its own plan. 

The new bill requires that the plan which is finally approved shall 
provide for acquisition by the All-American Flag Line of all the assets 
of all international air carriers on the date the plan goes into effect, 
and all real estate and ground equipment, owned by domestic air 
carriers, which is located outside the continental United States and 
used in international air transportation on the date the plan becomes 
effective, together with any stock, notes, or other securities or evidence 
of indebtedness of any person engaged in any phase of aeronautics in 
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a foreign country, which are owned by any United States air carrier 
or any person controlling such an air carrier. 

This new bill provides that the All-American Flag Line shall have 
three special series of common stock, to be known as ‘“‘carrier shares,’’ 
each series of carrier shares to constitute 20 per cent of the proposed 
initial common stock capitalization of the Flag Line. These three 
series of ‘‘carrier shares’’ are to be made available by subscription, 
respectively, to: First, all domestic air carriers; second, all Class 1 
earriers by railroad subject to the interstate commerce act (exclusive 
of terminal and switching companies, and carriers not citizens of the 
United States); and, third, to common carriers by water in foreign 
commerce, or in commerce between the continental United States and 
a territory or possession of the United States. 

The new bill, which, as I have said, I propose to offer as a substi- 
tute for S, 326, provides that securities or stocks of the All-American 
Flag Line shall be issued only with the approval of the Civil Aero- 
nautics Board; and that such stock or securities shall not be acquired 
or held by any common carrier by air, rail, or water, or by any 
person controlling or controlled by any such carrier, without the 
approval of the Civil Aeronautics Board. It is specifically provided that 
no. such stock or securities shall be owned or held by any citizen or 
subject of any foreign government. The maximum amount of common 
stock of the All-American Flag Line which any one person, partner- 
ship, association, or corporation is authorized to buy, or own or 
control, directly or indirectly, is limited to 2 per cent of the total 
amount of such common stock issued and outstanding.... 

It contains provisions for fixing reasonable rates, fares and charges 
for foreign air transportation. It contains provisions requiring the 
All-American Flag Line to enter into traffic arrangements with domestic 
carriers, both for the purpose of assuring the domestic carriers fair 
and equitable treatment with respect to the routing of through traffic, 
and for the purpose of enabling the All-American Flag Line to compete 
effectively with foreign companies through utilizing the selling offices 
and organizations of the domestic carriers. 

The proposed amendment contains a provision that in time of war, 
the United States Government may take over the possession, or may 
direct the operation, of the properties of the All-American Flag Line, 
during the war emergency, under fair terms and conditions, 

One other provision of the proposed amendment will be of great 
interest to many Senators. This provision requires that the plan finally 
approved by the Civil Aeronautics Board, for creation of the All- 
American Flag Line, shall assure the continued employment of all 
citizens of the United States employed in international air transporta- 
tion by United States air carriers, and the re-employment of any 
citizens formerly so employed, who left their jobs to enter the armed 
services of the United States. The measure also provides that for a 
period of five years after the end of the war, any United States citizen 
who was engaged during the war in the operation of transport aircraft 
of the military or naval forces, either as a member of those forces or 
as an employe of a contractor, shall have a preferential employment 
status with the All-American Flag Line for any position for which he 
is qualified. This provision applies to both flight personnel and ground 
personnel. 


Sale of Surplus Ships 


Instead of reporting S. 292, the revised Bailey ship sale 
bill on which it had held hearings, the Senate Commerce com- 
mittee reported a rewritten version of H. R. 3603, the surplus 
ship sale bill passed by the House, and said in its report that 
it believed the measure it was presenting to the Senate would 
“establish suitable legislative standards of price for the sale 
of the war-built fleet’and avoid and escape errors and omissions 
made in disposing of the war-built fleet of the first world war” 
(see Traffic World, Dec. 1, p. 1358). The committee report 
covered 23 printed pages. The Senate began consideration of 
the bill December 6. 

It proposed continued operation of ships in domestic trades 
by the government, pending readjustment of the coastwise 
rate structure. 

“The pricing provisions of the bill,’ the committee said 
in the report, “apply to vessels owned by the United States and 
built and contracted for by the (Maritime) Commission after 
January 1, 1941, and before September 3, 1945, and vessels so 
owned constructed after September 3, 1939, and before Sep- 
tember 3, 1945, which were acquired by the commission during 
that period. These vessels total around 4,750, comprising some- 
what under 50,000,000 deadweight tons.” 


It said the objective of the bill was the transfer of gov- 
ernment-owned tonnage to private ownership for operation in 
both foreign and domestic trades, but that this goal could not 
be achieved “unless the dismal prospects facing domestic ship- 
ping—a major segment of the shipping industry—are removed 
by vigorous cooperative action of all the government agencies 
which have an interest in the matter.” 


“There is testimony to the effect that even the reduced 
prices under this bill will be more than the domestic trade 
can support unless the defects in the domestic rate structure 


are quickly and systematically cured,” said the committee, 
adding: 


In past years, from 60 to 70 per cent of the merchant marine 
has been engaged in the domestic trade. Of about 11,500,000 tons of 
American shipping in 1939, only about 3,000,000 tons engaged in foreign- 
trade operation. The domestic trade is not subsidized. It is in most 
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cases highly competitive with other forms of carriers. In pre-war 
years this major segment of the industry faced sharply declining 
earnings and poor prospects for the future. The cumulative effect of 
these evils, followed by the forced abandonment of the domestic trades 
by diversion of domestic vessels to the war effort, has resulted in 
the practical disappearance of privately owned common-carrier service 
from this field. (See letter of September 4, 1945, from the War Ship- 
ping Administrator, to the Interstate Commerce Commission, published 


in Document No. 58 of the House Committee on Merchant Marine and 
Fisheries.) 


Domestic water transportation has suffered from numerous fourth 
section relief orders, from delays and difficulties in arranging maximum 
through routes and joint rates, from abnormally depressed and non- 
competitive rates, and various other practices which threaten to cripple 
and ultimately eliminate water competition to the detriment of the 
public, which depended upon such transportation in previous years. 
Such matters defeat the shipping policy of the United States and are 
contrary to our national interest. These problems and difficulties 
must be corrected, preferably by voluntary action of those concerned 
—but, if necessary, by prompt and unequivocal action by the Govern- 
ment agencies concerned. : 

Prior to the 1940 act, it could be said that there was no effective 
method by which these problems could be handled because of the 
divided jurisdiction over domestic transportation. The Transportation 
Act of 1940 imposes ‘‘not only the power, but the duty to protect and 
foster water transportation and preserve its inherent advantages’’ 
(H. R. 2016, 76th Cong., 3d sess., p. 82). The recent action of the 
Interstate Commerce Commission in granting the War Shipping Admin- 
istrator’s request for emergency permission to operate in the domestic 
trade is a gratifying manifestation of the desire of the Interstate 
Commerce Commission to carry out the objectives above referred to. 
However, this is merely a first step which, with proper leadership, 
should soon develop into a swift and successful progress toward the 
ultimate goal of a prosperous domestic fleet under private ownership 
and operation using in full its natural transportation advantages. 

To accomplish the desired end water transportation must be ac- 
corded its rightful place in the transportation economy of the Nation. 
The rates must be made in such a manner as to insure the use of 
water transportation wherever it is more economical. Through routes 
and joint rates should be encouraged between all types of carriers. 
Divisions of joint rates to which any part of the merchant marine is 
a pewty should always be made with the policy of the Congress with 
respect to the merchant marine in mind. Discrimination against water 
carriers must be avoided. They should be encouraged to effect econ- 
omies and should be given the benefit of any economies they are able 
to effect. There should be diligence in preventing unduly low com- 
petitive rates by carriers of whatever type, for such rates, while giving 
a temporary advantage to a particular carrier with respect to particular 
traffic, in the long run are injurious to the public interest because they 
burden other traffic and tend to prevent the full utilization of the in- 
herent advantages of other carriers. The public interest requires that 
the transportation system of the nation function as nearly as prac- 
ticable as a unit, with each part handling the traffic which it can most 
economically transport, and with a minimum of diversion through 
non-compensatory competitive rates to more costly channels of trans- 
portation. 

Pending a readjustment of the basic rate structure for coastwise 
water transportation, there seems to be no practicable alternative but 
for the government to operate in the domestic trade absorbing what- 
ever loss may be incurred until such time as the situation permits a 
resumption of private ownership and operation. The prompt undertak- 
ing of the action outlined will keep this period of government opera- 
tion at a minimum. 


Representative Domengeaux, of Louisiana, has introduced 
H. R. 4842, to amend existing laws relating to sale of vessels by 
the Maritime Commission or the War Shipping Administration 
so as to enable war veterans and government agencies to acquire 
such vessels without recourse to public bidding, to permit war 
veterans and government agencies to inspect such vessels before 
they are advertised for sale, and to purchase such vessels at 
negotiated price. 

Discussing the provisions of the bill as reported, the com- 
mittee said that the bill required determination of “pre-war 
domestic cost’ of the definite classes of vessels by the Maritime 
Commission, such determinations to be published in the Federal 
Register. 


“The measure recognizes,” it said, “that within the different 
types of vessels, such as the various C types, Libertys, Victorys, 
tankers, and coastwise vessels, there are variations resulting 
from differences in construction and materials, possible life 
of vessel, the wartime use of the vessels, and other factors 
which affect the buyer’s choice as between vessels in the 
same desired class. The bill provides for the adjustment of 
the selling price in the light of these differences and deviations. 
Thus, while the pricing standard is unified for types of vessels, 
it is adjustable as to any particular vessel through proper 
application of the permitted adjustments.” 


The committee said it had determined that there should be 
no restrictions on the use of vessels after purchase under the 
legislation and that it believed there should be no differential 
in price based on any distinction between buyers holding or 
not holding operating subsidy contracts under the merchant 
marine act, 1936. The bill fixed the sales price for vessels 
other than tankers at 50 per cent of pre-war domestic cost 





TRAFFIC WORLD 


and for an unadjusted sales price for tankers at 60 per cent 
of pre-war domestic cost, said the committee. 


Deductible Depreciation 


With respect to the price adjustments allowed, the com. 
mittee said that depreciation that might be deducted for a 
vessel in the period of its life and use was computed at a 
minimum rate of 5 per cent a year on the statutory sales price, 
and that an additional allowance for depreciation might be 
made on account of war use, not to exceed 3 per cent a year 
in the case of vessels other than tankers, and not in excess 
of 4 per cent a year in the case of tankers. 


In the bill there was made express provision for placing 
all vessels to be disposed of in normal operating condition for 
commercial use in peacetime at the expense of the United 
States, the committee stated. 


“To avoid the tendency to buy the less desirable vessels 
in a class, and in order to provide an incentive on the part 
of the buyer to invest his money in the better and newer 
vessels, the measure provides a price floor below which the 
statutory sales price may not be reduced through depreciation 
allowances,” it continued. “This floor is fixed at percentages 
of the war cost of vessels (generally speaking, the 1944 con- 
struction costs) so that the vessels will not be sold for less 
than 35 per cent of the average war cost of the type except 
in the case of Liberty vessels, where the selling price may not 
be reduced below 31.5 per cent of the war cost of that type: 
and in the case of tankers, where the selling price may not 
be reduced below 42 per cent of the war cost of that type.” 


25 Per Cent Down Payment 


The committee said the bill provided that war-built ships 
might be sold to U. S. citizens possessing the ability, experience, 
financial resources, and other qualifications necessary to enable 
the buyer to operate and maintain the ships under normal 
competitive conditions. It added that a down payment of 25 
per cent of the selling price was required, the balance to be 
paid in not more than 20 equal annual installments at interest 


of 3% per cent on the unpaid balance, and with a preferred 


mortgage to secure payment of the balance. 


“Sales of war-built vessels to non-citizens,” it continued, 


“are subject to certain conditions precedent and certain excep- 
tions and limitations designed to protect the American oper- 
ators and the national security. Because of peculiar design 
and special demand for domestic use, passenger-type vessels 
and bulk dry cargo Liberty-type vessels may not be sold to 
non-citizens. Tankers and C-type vessels may not be sold to 
non-citizens until 90 days after publication of pre-war domestic 
costs in the Federal Register. No vessels are available for 
sale to non-citizens if a citizen is ready to buy or charter such 
vessels on a responsible basis within a reasonable period. No 
vessels may be sold to a non-citizen if it is necessary to the 
defense of the United States or to the promotion and mainte- 
nance of the American merchant marine, the determination as 
to defense needs being made only after consultation with the 
Secretary of the Navy. The bill further provides that war-built 
vessels may not be sold to non-citizens upon terms and condi- 
tions more favorable than those offered to citizens.” 


Charter Provisions 


War-built ships, except tankers, might be chartered to 


citizens but not to non-citizens, under the bill, the committee | 
said. It said the rate of charter hire was to be fixed by the } 
Maritime Commission but might not be less than 15 per cent | 
per annum of the statutory sales price, except on affirmative |) 
vote of at least four members of the commission. It said the 
commission, by four votes, had unlimited discretion in fixing J 
the rates for ships having passenger accommodations for 80 | 
or more passengers, but otherwise might not fix a rate below | 


the prevailing world market charter rates. 


The committee said the bill required the commission to give 
preference to citizen buyers over non-citizen buyers, and, as 
between citizens, preference to applicants to purchase over ap- 
plicants to charter. The former owner had preference over other 
applicants to buy, it said. 


The committee then explained provisions of the bill under 
which a merchant vessel reserve fleet, ‘‘frozen’’ against use In 
commercial service except in an emergency, would be estab- 
lished, including ships held necessary for defense after consul- 
tation with the Secretaries of War and Navy and ships unsold 
by the Maritime Commission on December 31, 1947, except 
those not sufficiently valuable for commercial or defense pul- 
poses to warrant preservation. The committee added that. it 
had “recognized the desirability” of establishing, and maintain- 
ing a ship-breaking industry in this country and of encouraging 
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maintenance of key shipyards and personnel essential to an 
efficient, modern shipbuilding industry. 


Trade-in of Vessels 


So as to provide an incentive to owners of old or obsolete 
tonnage to dispose of it and acquire the better war-built ships 
in the postwar period, the committee stated, the bill included 
qa section on exchange of vessels that, in its opinion, furnished 
“a suitable standard in the interest of the taxpayer and the mer- 
chant marine and restricting the allowances within maximum 
limits beyond which it does not seem desirable to allow ad- 
ministrative discretion.’ It said that this provision of the bill 
set forth considerations to be weighed by the commission in fix- 
ing the trade-in allowance at the “fair and reasonable” value 
of the ship offered for trade-in, but that the allowance might 
not exceed one-third of the statutory sales price of the war 
built ship in the case of “trade-in” vessels of equal or greater 
tonnage than the war-built vessels, “or where the vessel in 
exchange is of lesser tonnage than the war-built tonnage, such 
fraction of one-third of the statutory sales price as the ratio of 
the deadweight tonnage of the vessel offered in exchange bears 
to the tonnage of the war-built vessel.” 


“Prior Sales’ Adjustments 


Dealing with considerations affecting adjustment in the 
sales prices of vessels sold by the Maritime Commission prior 
to enactment of the bill, the committee said, in part: 


A substantial number of war-built vessels have been sold under the 
merchant marine act, 1936, to citizens. . . . These have been chartered 
back to the United States by their owners for war use. Some of these 
vessels were purchased with a construction subsidy allowance under 
the 1936 act; others were purchased at full wartime cost without such 
subsidy. Contracts have been made for the sale of war-built vessels 
under construction, deliveries not yet having been made, at the full 
wartime cost or with the construction subsidy. 

The objective of this legislation is the establishment of a firm 
pricing policy for war-built vessels. Unless adjustments were made in 
connection with these prior sales to conform to the selling price pre-- 
scribed in the bill, there would be strong likelihood of breaking down 
or attempts to break down the firm pricing policy on the ground that 
the failure to make such adjustment would be unwarranted discrimina- 
tion against the earlier purchasers. ... 

The prior purchaser who desires an adjustment of the purchase 
price in conformity with the bill must make application within 60 days 
after publication of the pre-war domestic cost in the Federal Register. 
No adjustment may be made in the case of any vessel the contract for 
the construction of which was made after September 2, 1945, under the 
merchant marine act, 1936. The amount of the adjustment is accredited 
against any mortgage indebtedness to the commission and the balance, 
if any, is refunded to the buyer. 

The amount of the adjustment is the excess of the purchase price 
of the vessel, reduced by normal and war depreciation, or the special 
wartime amortization, over the statutory sales price of the vessel, 
adjusted under 3 (d) (1) (2) (3) and (4), subject to the floor price, as 
of the date of enactment of the bill determined as if the vessel were 
owned by the commission and augmented by excess of trade-in credit 
above the commission determined value of obsolete vessels in accord 
with the trade-in values stated in section 8 of the bill... . 

As a condition to receiving adjustment under section 9, the pur- 
chaser must agree to readjust the charter hire charged to the United 
States for use of the vessel since the sale to an amount equal to 15 
per cent per annum of the adjusted purchase price. Such readjustment 
will involve both bareboat and time charters or other forms (although 
affecting only the bareboat rate) and the 15 per cent rate again follows 
the approximate rate of charter used by the War Shipping Administra- 
tion in wartime operations. 

As a further condition the liability of the United States for loss of 
the vessel under any charter party shall be determined on the basis of 
the adjusted purchase price of the vessel, depreciated at the rate of 
o per cent per annum. 

It is further required that under any taking during the existing 
national emergency, the charter hire charged to the United States for 

bareboat use of the vessel shall not exceed 15 per cent of the adjusted 
price. 

A further condition on receiving an adjustment is that the appli- 
cant who has received payment or has a claim for payment on account 
of the loss or requisition for title of a vessel built since January 1, 
1935, taking place since May 27, 1941, and before enactment of the bill, 
shall have the payment or claim redetermined or settled in accordance 
with the adjusted basis of the vessel in the hands of the owner as of 
the date of loss or requisition, determined under section 113(b) of the 
internal revenue code... . 


“Bludgeon” Clause 


_Explaining the retention in the bill of the provision de- 
scribed by some ship operators as “the bludgeon clause,” the 
committee said: 


_To avoid possible undue advantages to shipowners purchasing war- 
built vessels or securing adjustments of prior sales, section 10 of the 
bill provides that no person shall be eligible to purchase or charter a 
war-built vessel under the bill, or to receive an adjustment under sec- 
tion 9, unless he makes an arrangement with the commission to the 
eifect that the liability of the United States under any charter party 
made prior to the enactment of the bill, for the loss of any vessel, shall 
be limited to just compensation under the terms of existing law. This 
compensation will be granted under the rules of the Advisory Board 
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on Just Compensation established by the President under Executive 
Order 9387. 

Under the wartime arrangements for charter of vessels to the 
United States, the liability of the United States for loss has been fixed 
in the charter’s trade figure which represents replacement costs which, 
at least at the time of its determination, was in many cases higher than 
book value. At the time such rates and values were established under 
General Order 37 of the War Shipping Administration, there was no 
contemplation that there would be a possibility of replacing lost vessels 
with war-built vessels at the very low reduced figures provided in this 
bill. Section 10 is designed to avoid payment by the United States, 
upon loss of a vessel under charter to it of an amount which would 
represent a substantial increase to the owner above his original cost, 
who at the same time could buy the war-built vessel at the low prices 
under this bill. 


INTER-ISLAND AVIATION IN P. I. 


A bill (S. 1610) passed by the Senate December 5, pro- 
viding for rehabilitation of the Philippine Islands and for es- 
tablishment of a Philippine War Damage Commission, includes 
provisions under which the Administrator of Civil Aeronautics 
of the Department of Commerce is authorized to acquire, es- 
tablish, operate and maintain a system of air navigation fa- 
cilities and associated airways communications services in the 
Philippines for inter-island airways operation and to connect 
the Philippine airways with international and inter-oceanic 
routes. The bill also provides for training of not more than 50 
Filipinos a year in air traffic control, aircraft communications, 
maintenance of air navigation facilities and other services es- 
sential to orderly and safe operation of airplanes. 


PHILIPPINE PORT CONSTRUCTION 


Authority for the U. S. Army corps of engineers to carry 
out a program for rehabilitation, improvement and construction 
of port and harbor facilities in the Philippine Islands, to the ex- 
tent findings made in a report by the engineer corps on an in- 
vestigation now under way are approved by the President, is 
contained in S. 1610, a bill for rehabilitation of the Philippine 
Islands, passed by the Senate December 5. The bill provides 
that “such work is to be done by contract, insofar as practicable, 
under the direction of the Secretary of War and the supervision 
of the Chief of Engineers, and in accordance with established 
procedures applicable to river and harbor projects.” 


MONEY FOR I. C. C. ACTIVITY EXPANSION 


The House has passed and sent to the Senate H. R. 4805, 
the first deficiency appropriation bill for the current fiscal year, 
without revising the amounts recommended by the House ap- 
propriations committee for appropriation for the Commission, 
totaling $301,000 (see Traffic World, Dec. 1, p. 1341). 





GREYHOUND BUS STRIKE 


Negotiations between officials of four Greyhound bus sys- 
tems and officials of the Amalgamated Association of Street, 
Electric Railway and Motor Coach Employes of America (AFL) 
representing over 4,000 employes who have been on strike 
since November 1 (see Traffic World, November 24, p. 1284), 
were resumed in Cleveland, O., December 6. Following a brief 
meeting between union representatives and company officials, 
the latter conferred with government conciliators and were 
to meet again with the union leaders December 7. 

A union spokesman said that R. W. Budd, president of the 
Central Greyhound Lines, had acknowledged that governors 
and mayors in the states and cities affected by the strike were 
bringing pressure to bear for a settlement. 

The companies involved are Illinois Greyhound, Central 
Greyhound, Pennsylvania Greyhound, and New England Grey- 
hound. Northland Greyhound is not involved, though its em- 
ployes have voted to walk out and have set December 16 as 
a deadline. Drivers are demanding a raise of approximately 
three-fourths cent a mile, and mechanics are asking a raise to 
manent pay losses resulting from a cut from 48 to 40 hours 
weekly. 





END OF STRIKE ON SOUTHERN RAILWAY 

Machinists employed by the Southern Railway System at 
Birmingham, Ala., and at several other points on the system 
have returned to work, after a strige resulting from a dispute 
between the machinists and the electricians at Birmingham as 
to which of the two crafts should. make certain repairs to a 
motor on a Diesel engine, according to a spokesman for the 
Southern (see Traffic World, Dec 1, p. 1335). Machinists at 
Spencer, N. C., Atlanta, Ga., Greenville and Hayne Car Shop, 
S. C., Macon, Ga., Princeton, Ind., and other points had gone 
on a sympathy strike because of the jurisdictional dispute be- 
tween the machinists and electricians at Birmingham. Be- 
cause of the nature of the dispute, the railroad itself was not 
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a party to the negotiations that brought an end to the work 
stoppage, it was stated. 


EMERGENCY BOARD APPOINTMENTS 

President Truman, under an executive order, has appointed 
a three-man emergency fact-finding board to investigate a dis- 
pute between the Texas & New Orleans Railway Co., and the 
Hospital Association of the Southern Pacific Lines in Texas and 
Louisiana, and their employes. 

The members of the board, which will meet in Houston, Tex., 
on December 10, are: Judge R. F. Mitchell, of the Iowa supreme 
court; Judge Ernest M. Tipton, of the Missouri supreme court; 
and Judge John W. Yeager, of the Nebraska supreme court. 

The executive order said the dispute threatened substan- 
tially to interrupt interstate commerce in the states of Texas 
and Louisiana. 





Railway Labor Negotiations 


Wage increases and rule changes demanded by 20 railroad 
unions would add more than $2,000,000,000 annually to railroad 
costs, spokesmen for the carriers estimated December 6. Con- 
ferences between union representatives and chairman of the 
eastern, western, and southeastern carriers’ committees have 
been in progress at the Morrison Hotel, Chicago for ten days. 

Little progress has been made toward a settlement, accord- 
ing to D. P. Loomis, H. A. Enochs, and J. B. Parrish, chairmen, 
respectively, of the western, eastern and southeastern carriers’ 
committees. Chief stumbling block, they said, was the refusal 
of the Brotherhood of Railway Trainmen and the Brotherhood 
of Locomotive Engineers to join the other three operating 
unions and the 15 non-operating unions in laying aside all pro- 
posals relating to hours and rules, including the carriers’ pro- 
posals, to narrow down the issues to wage increases. 

’ Some of the operating brotherhoods are demanding more 
than 50 rule changes which alone would cost the carriers more 
than $750,000,000 annually, carrier spokesmen said, adding 
that the changes demanded ‘“‘would destroy the efficiency of the 
railroads which was so dramatically demonstrated by the war 
and would wipe out the benefits of billions of dollars which have 
been invested in the railroad plant in the last two decades.” 

Rules proposed by the brotherhoods “range from demands 
for two-hours’ pay for the employes’ time in having their 
watches inspected, to abritrarily limiting the length of freight 
trains to 70 cars and passenger trains to 14 cars,” the carriers’ 
conference said, adding: 


One of the most absurd proposals relates to the operation of four- 
unit Diesel freight locomotives, under which railroads using this equip- 
ment would be required to give four days’ pay to members of the one 
crew operating the train and an additional three days’ pay to standby 
crews, not used, or a total of seven days’ pay for one day’s work. 


Carrier spokesmen said many of the demands of the union 
were definitely “in the ‘feather-bedding’ category—pay for 
doing nothing,” and were “contrary to American concepts.” 

“In the days ahead,” they stated, “when the railroads must 
anticipate keen competition from highway, waterway and other 
forms of subsidized competition, it is exceedingly short-sighted 
on the part of brotherhood officials to attempt to fasten needless 
expense on the public.” 

They compared the more than $2,000,000,000 wage and rule 
demands of the unions with railroads’ net railway operating 
income of $1,106,000,000 in 1944, when freight and passenger 
traffic was at an all-time peak; also with the railroads’ total 
payroll last year of $3,853,000,000. 

Only one of the 21-railroad labor organizations not partic- 
ipating in the present negotiations is the American Train Dis- 
patchers’ Association, which has no demands for wage increases 
before the carriers, but instead has resumed its old fight for a 
shorter work-day and work-week. The Dispatchers Association 
has asked that the carriers grant it a six-hour day, six-day 
week, with no reduction in pay, to replace the present eight- 
hour day, six-day week. Two of the carrier groups have ap- 
pointed system committees to meet with the Dispatchers’, the 
association stated, but no date has yet been set for a conference. 





Western Truck Strike Developments 


A message to Congress by President Truman, calling for 
enactment of legislation to provide, for the prevention of 
strikes and settlement of labor disputes in other industries, 
machinery similar to that established by the railway labor act 
for the handling of labor troubles in the railroad industry, was 
read in the House and Senate the afternoon of December 3, 
shortly after a hearing by the senators of seven states west of 
the Mississippi River, held for the purpose of obtaining facts 
about the strike of over-the-road truck drivers in those states 
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(see Traffic World, Dec. 1, p. 1336), had been ‘“‘stalemated’’ to 
some extent by failure of Daniel J. Tobin, president of the 
International Brotherhood of Teamsters, etc., to appear at the 
hearing, either in person or by some authorized representatvie. 

Senator Chan Gurney, of South Dakota, chairman of the 
group of 14 senators by which the hearing had been arranged, 
said that he had received no acknowledgement from Mr. Tobin 
of the invitation to testify at the hearing. Senator Gurney said 
the invitation had been telegraphed to Mr. Tobin about 5 p. m., 
November 30. William Wilson, president of the Midwest Truck 
Operators’ Association, representing the employers involved in 
the dispute, appeared and testified at the hearing, in response 
to an invitation he had received from the same “committee” 
of senators. Also present was Harry Janke, of North Dakota, 
director of the Midwest Truck Operators’ Association. 

Signers of the telegrams to Mr. Tobin and Mr. Wilson 
were: Senators Gurney and Bushfield, of South Dakota; Wherry 
and Butler, of Nebraska; Ball and Shipstead, of Minnesota; 
Young and Langer, of North Dakota; Wilson and Hickenlooper, 
of Iowa; Capper and Reed, of Kansas; and Donnell and Briggs, 
of Missouri. 


President’s Recommendations 


“I recommend,” said President Truman in his message, 
“that for the settlement of industrial disputes in important 
nation-wide industries there be adopted the principles under- 
lying the railway labor act. The general pattern of that act is 
not applicable to small industries or to small local disputes in 
large industries. But it would be effective, as well as fair, in 
such widespread industries, for example, as steel, automobile, 
aviation, mining, oil, utilities, and communications. I do not in- 
tend to make this list exclusive. Nor do I think that local 
inconsequential strikes even within these industries should be 
included. The objective should be to cover by legislation only 
such stoppages of work as the Secretary of Labor would certify 
to the President as vitally affecting the national public in- 
TOFESLE,... ss 

“Upon certification by the Secretary of Labor to the effect 
that a dispute continues despite his efforts, and that a stoppage 
of work in affected industry would vitally affect the public in- 
terest, the President, or his duly authorized agent, should be 
empowered to appoint, within five days thereafter, a fact- 
finding board similar to the emergency board provided for 
under the railway labor act. 

“T recommend that during these five days after the Secre- 
tary of Labor has made the above certificate it be unlawful to 
call a strike or lock-out, or to make any change in rates of pay, 
hours, or working conditions, or in the established practices in 
effect prior to the time the dispute arose. 


Powers of “Fact-Finders’”’ 


“The board should be composed of three or more outstand- 
ing citizens and should be directed to make a thorough investi- 
gation of all the facts which it deems relevant in the contro- 
versy. In its investigation it should have full power to subpena 
individuals and records and should be authorized to call upon 
any government agency for information or assistance. It should 
make its report within 20 days, unless the date is extended by 
agreement of the parties with the approval of the President. 
The report should include a finding of the facts and such rec- 
ommendations as the board deems appropriate. While the fact 
finding board is deliberating and for five days thereafter, it 
should be made unlawful to call a strike or lock-out, or to make 
any change in rates of pay, hours, working conditions, or estab- 
lished practices, except by agreement. The parties would not 
be legally bound to accept the findings or follow the recommen- 
dations of the fact finding board, but the general public would 
know all the facts. The result, I am sure, would be that in 
most cases both sides would accept the recommendations, as 
they have in most of the railway labor disputes... .” 

Comment by Senator Reed 

In subsequent discussion of the President’s message in the 
Senate, Senator Reed, of Kansas, said that “it is a coincidence 
that at the conference which was held this morning we decided 
to request the President of the United States to appoint a fact- 
finding body, because a strike which spreads over seven states 
and paralyzes business in hundreds of communities is certainly 
of sufficient public interest and importance to warrant-the tak- 
ing of such action.” 

“We were fully aware that under the present law the 
President has no authority to appoint fact-finding bodies except 
in the case of disputes occurring under the railway labor act,” 
Senator Reed continued. ‘So it is a timely thing that the Pres- 
ident has sent to Congress the message which was read 4 
moment ago, and I certainly hope the Congress will move 
promptly to enact legislation along the lines of that mentioned 
by the President.” 

Senator Ball said that the senators from the seven states 
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The new products in your labor- 
atory today may never have been 
carried in bulk. They may need 
special pressure or temperature 
control, special features to guard 
against contamination. 





General American engineers have 
met such problems before. They 
have designed cars for the eco- 
nomical transportation of Helium, 
Sulphuric Acid, Chlorine, Caustic 
Soda and many other hard-to- 
handle products. 


We’re Ready to Plan 
with You Now 





The General American tank cars 
built specifically for you will have 
the same reliable characteristics 
that have been proven during 
war and peace, 


GENERAL 
AMERICAN 
TRANSPORTATION 


CORPORATION 





Builders and Operators of 


Bulk Liquid 
Specialized Railroad Freight Cars 


Storage Terminals 


Process Equipment 
of All Kinds 


CHICAGO 





. [ se 
Pressure Vessels and ,_ Aerocoach 
Other Welded Equipment Motor Coaches 


Precooling Service for 
Fruits and Vegetables 
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involved in the truck drivers’ strike had appealed to the Labor 
Department and to the President to get the strikers back to 
work and to arrange some kind of settlement, but that “our 
attempt has been unsuccessful.” 

“Five thousand truck drivers are on strike, and in turn 
their strike has tied up shipments and has thrown approxi- 
mately 60,000 persons out of work,” said Senator Ball. “So 
far the union has refused even to meet with the employers. . . 
The union has refused to accept the invitation of 14 senators 
from the seven states to sit down with us and tell us what 
are the issues in the case. . . Today there is an obligation in 
law for the employer to bargain collectively, but no such obli- 
gation in law rests.on the representatives of employes, and all 
too often today . . . the union makes no pretense even to bar- 
gain collectively.” 


Situation Called Critical 


Senator Gurney, also speaking in the Senate, said that the 
truck drivers’ strike had “gone so far that freight previously 
handled by trucks is now being diverted to the railroads in such 
quantities that they cannot handle it.” This, he said, made the 
situation critical even for towns that had railroad connections. 
Senator Wherry said that there were more than 200 towns that 
were entirely dependent on truck transportation for the hauling 
of the food they needed. Senator Donnell said he thought that 
the public had “‘the right to require that the work of common 
carriers shall not be interfered with by those who will refuse 
to negotiate the questions at issue.” 

At the hearing earlier in the day, Senator Gurney placed 
in the hearing record a number of letters he had received from 
truck operators and others. One letter, from a business man 
at Aberdeen, S. D., said a shutdown of his establishment was 
inevitable unless “something is done soon.” A letter from 
Rapid City, N. D., reported that two non-union employes of the 
Buckingham Transportation Co. had been attacked and beaten 
severely by a group of union employes of the company. 

Mr. Wilson told the group of senators that 168 trucking 
companies were involved in the strike, which had been in 
progress since November 15. He stated that $700,000 in back 
pay that had been awarded to the employes by the War Labor 
Board prior to the taking over of most of these lines by the 
Office of Defense Transportation remained unpaid after the 
return of the properties to their private owhers by the O. D. T. 
on November 1. He said that the operating ratio of the truck 
lines involved was’ 102.3. He reported that Director Johnson, 
of the O. D. T., when approached with a suggestion that the 
O. D. T. again take over the truck lines, had stated that the 
O. D. T. did not have a sufficiently large force to take over 
these lines. 


The teamsters’ union, Mr. Wilson said, wanted the trucking 
companies in the seven-state area to sign the same contract that 
had been signed by the Central States Truck Operators Asso- 
ciation, covering operations in certain states east of the Missis- 
sippi River. He said that the teamsters’ union had formed the 
“Central States Drivers’ Council,” and that this council had not 
been approved by the executive board of the American Federa- 
tion of Labor. The Midwest Truck Operators Association. had 
been formed, Mr. Wilson said, after the operators in the states 








Revenue Freight Loading 


Revenue freight loading the week ended December 1 to- 
taled 803,770 cars, according to the Association of American 
Railroads. This was 87,276 cars or 12.2 per cent above the pre- 
ceding week, which included the Thanksgiving holiday; 4,066 
cars or 0.5 per cent below the corresponding week last year, and 
58,963 cars or 6.8 per cent below the corresponding week of 
1943. 


Grain and Live 
grain-prod. stock Coal 
{ 1945 58,810 25,064 179,764 
ee Me IR ck bi ce bccccascns 4 1944 47,694 22,630 169,231 
1943 56,351 19,750 185,816 
Preceding week November 24..... 1945 50,773 21,386 151,285 
Per cent increase Over............ 1944 23.3 10.8 6.2 
Per cent decrease under.......... 1944 
Per cent increase over............ 1943 4.4 26.9 
Per cent decrease under.......... 1943 3.3 
1945 2,540,260 823,028 7,680,447 
Cumulative 48 weeks to Dec. 1.. {41944 2,349,704 827,070 8,305,108 
(1943 2,463,925 779,283 7,856,773 
Per cent increase over............ 1944 8.1 
Per cent decrease under.......... 1944 Bs y 
Per cent increase over............ 1943 33 5.6 
Per cent decrease under.......... 1943 29 





Revenue Freight Car Loading—Week Ended Saturday, Dec. 1 
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involved had concluded that it was financially impossible for 
them to be parties to the same union contract as the Centra] 
States Truck Operators Association had signed. 

In the course of the hearing, Senator Briggs remarked that 
he was “disappointed” that labor was not represented at the 
hearing. Senator Ball said that “the refusal of Mr. Tobin to 
appear or send any communication to the committee is an indi. 
cation of how little he cares about what Congress or the public 
thinks of what he is doing.” 


NegOtiations to Be Resumed 


Negotiations between the AFL International Brotherhood 
of Teamsters Union committee, and representatives of 103 truck 
lines in seven states west of the Mississippi, will be resumed 
late next week, a union spokesman said in Chicago December 6, 
The union committee will meet earlier with carrier groups in 
Ohio and Michigan to discuss certain ‘riders’ to the centra] 
states agreement recently signed. 

Approximately 10,000 drivers and helpers employed by the 
103 companies have been on strike since November 15 (see 
Traffic World, December 1, p. 1336). A union representative 
said “about 30 or 35” of the truck companies had signed the 
same agreement reached with the carriers in the central states. 
The truck companies were making no attempt to resume opera- 
tions, said he. 

Fact Finding Bill Introduced 


Representative (Mrs.) Norton, of New Jersey, chairman of 
the House committee on labor, on December 5, introduced H. 
R. 4908, a bill to carry into effect the President’s recommenda- 
tions for appointment of fact-finding boards to investigate labor 
disputes affecting the national public interest. 


RAIL PASSENGER STATISTICS 


Passenger revenues, other than commutation, of Class I 
steam railways, exclusive of switching and terminal companies, 
totaled $91,752,112 in coaches and $56,732,821 in parlor and 
sleeping cars for August, 1945, as against $102,016,779 in coaches 
and $55,130,248 in parlor and sleeping cars, for August, 1944, 
a decrease of 10.1 per cent in coach revenue and an increase 
of 2.9 in parlor and sleeping car revenue, according to a com- 
pilation by the Commission’s Bureau of Transport Economics 
and Statistics of passenger traffic statistics, other than commu- 
tation, statement M-250. 


For the eight months ended with August, 1945, passenger 
revenues amounted to $666,319,477 in coaches and $417,265,865 
in parlor and sleeping cars, as compared with $727,728,874 and 
$438,463,902, respectively, for the like period of 1944, decreases 
of 8.4 and 4.8 per cent. 

Revenue passengers carried for August, 1945, totaled 48,- 
611,035 in coaches and 5,049,012 in parlor and sleeping cars, as 
against 51,187,334 and 5,600,700, respectively, in August, 1944. 
For the eight months ended with August, 1945, revenue pas- 
sengers carried totaled 342,323,831 in coaches and 39,787,769 in 
parlor and sleeping cars as compared with 355,541,616 and 43,- 
805,016, respectively, for the same 1944 period. 


FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 13,572 
freight cars, and an average daily shortage of 5,730 freight cars, 
for the week ended December 1, according to the car service | 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 1,332; auto 
1,481; flat, 2,073; gondola, 5,620; hopper, 699; and miscellaneous, } 
2,397. 

The shortage was made up as follows: 
auto box, 42; and miscellaneous, 365. 


Plain box, 5,323; 







Forest Mdse. 
Coke Products Ore L. C. L. Miscellaneous Total 
13,504 33,021 14,767 116,897 361,943 803,770 
13,381 38,727 13,589 106,033 396,551 807,836 
15,155 46,044 40,743 105,958 392,916 862,733 
12,677 27,867 21,852 106,213 324,441 716,494 
9 8.7 10.2 
14.7 8.7 5 
10.3 
10.9 28.3 63.8 7.9 6.8 
642,465 1,929,089 2,435,450 5,098,925 18,008,967 29,153,631 
697,411 2,129,348 2,604,332 5,034,367 18,569,709 40,517,049 
692,501 2,075,274 2,762,643 4,704,202 18,238,678 39,573,279 
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7.9 9.4 6.5 3.0 ; 3.4 
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Call or write: the Norfolk and 
Western’s Industrial and Agri- 
cultural Department, Roanoke, 
Va. Specialists “in industrial 
and agricultural matters will 
welcome the opportunity to 
confer with you. 


In Norfolk and Western Railway territory, all 
cards are on the table—face up. Industrialists who 


are seeking plant locations or relocations will find 


winning hands in this territory—for here are avail- 
able the elements which are essential to efficient 
and economical industrial operation. 

Situated between the Midwest and the Virginia 
seacoast and midway between the North and South, 
the richly productive area served by the Norfolk 
and Western offers: intelligent native labor, an 
abundance of all-purpose bituminous coal, a climate 
suitable for year ‘round operation, raw materials 
galore, a tax structure friendly to industry, ample 
water and power—and plenty of room to grow. Add 
to this the territory’s proximity to the great con- 
suming areas of America, its accessibility to the 
markets of the world through the ice-free port of 
Norfolk, Va., the Precision Transportation of the 
Norfolk and Western—and you have a hand that’s 
plenty hard to beat. Our cards are on the table— 
face up. 


RAILWAY 


FOR BETTER PLANT LOCATIONS 
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Leon W. Morse, 
manager of the Food Fair Stores, Inc., 
Philadelphia, at the time of his induc- 
tion into the armed forces, has been re- 
leased from the transportation corps and 
has. been elected president of Hy-Grade 
Bag Co., Inc., of Brooklyn. 

* 


who was general 


Wallace E. Randolph has voluntarily 
retired as assistant traffic manager of 
the Universal Atlas Cement Co., Pitts- 
burgh, after 38 years of service. C. C. 
Milliken has been appointed assistant 
traffic manager, ,Pittsburgh. 


John S. Higgins, 48, senior examiner 
with the Commission and an employe of 
that organization for 20 years, died at 
Mount Alto hospital, Washington, D. C., 
after an illness lasting 12 weeks. A 
native of St. Louis, Mo., Mr. Higgins 
was a_ graduate of Yeatman High 
School and St. Louis University, St. 
Louis, and of Georgetown University 
Law School, Washington. He served in 
World War I in France with the medi- 
cal corps. 

* * * 

Lester R. Conley, former attorney- 
examiner at the Interstate Commerce 
Commission, has announced that he has 
opened offices for the practice of law in 
Washington, D. C. 

* * * 

W. H. Olin, traffic manager at San 
Francisco for the Union Pacific Railroad 
Co., will retire December 31 under the 
company’s pension plan. H. A. Lawrence 
has been appointed to the post held by 
Mr. Olin. R. B. Johnson has been ap- 
pointed assistant general passenger 
agent, Los Angeles, P: F. Echele has 
been appointed traffic manager at Den- 
ver. A. R. Malcolm, now traffic man- 
ager, Detroit, will retire December 31. 
C. F. Farmer has been appointed gen- 
eral passenger agent, Los Angeles. E. W. 
Mau has been appointed general agent, 
Minneapolis. J. C. Beaumont has been 
appointed general freight agent, Omaha. 
M. H. Fowler has been appointed traffic 
manager, Detroit. M. A. Light has been 
appointed general freight agent, Denver. 
All appointments are effective January 
1. John J. Daly has been appointed 
master mechanic of the Nebraska divi- 
sion, with headquarters at Council 
Bluffs, Ia. O. J. Robinson has _ been 
named assistant master mechanic at 
Council Bluffs. C. T. Armstrong has 
been appointed general foreman-locomo- 
tive department, at Laramie, Wyo. 

* * * 


Henry L. Hammack, of Kansas City, 
Mo., was elected a director of the Mis- 
souri-Kansas-Texas Railroad Co., at the 
November meeting of the board of di- 
rectors held in St. Louis. Mr. Hammack 
succeeds Willis D. Wood, of New York, 
who resigned. O. H. Griffin has been 
appointed division freight agent at Dal- 
las, Tex., succeeding Norman Mans- 
field, promoted. H. L. Zimmerman has 
been appointed to the newly created 
position of export-import agent, with 
headquarters at Houston. 

The traffic department of the Erie 
Railroad Co. announces the following 
appointments: L. J. Slack, general agent, 





Columbus, O.; R. N. McKeen, com- 
mercial agent, Atlanta, Ga.; E. C. Adler, 
commercial agent, Washington, D. C.; 
W. P. Kromphardt, special representa- 
tive, Rochester, N. Y.; C. G. Andrews, 
assistant general freight agent, Youngs- 
town, O.; F. K. Corlett, division freight 
agent, Rochester, N. Y.; H. F. Studt, as- 
sistant general agent, Kansas City, Mo.; 
G. F. Mills, division freight agent, James- 
town, N. Y.; H. G..Cooke, general agent, 
Akron; L. J. Burgott, general agent, St. 
Louis, Mo.; A. R. Walton, assistant 
freight traffic manager, New York City; 
J. T. McEntee, freight traffic manager, 
New York City; and E. J. Dean, assist- 
ant vice-president, New York City, to 
succeed George C. Manning, who has 
retired after more than half a century 
of service. The territory formerly cov- 
ered by the Tulsa, Okla., agency of the 
railroad will be assigned to the Kansas 
City, Mo., agency. 


Completing 40 years with the North- 
ern Pacific Railway, P. B. Lacy retired 
December 1 as treasurer of the company 
at St. Paul and was succeeded by H. S. 
Latham, assistant treasurer. 

* * * 


F. P. Turner, of Roanoke, Va., prin- 
cipal assistant engineer of the Norfolk 
& Western Railway, has retired after 44 


» years of service. His successor is W. L. 


Young, bridge engineer. Other promo- 
tions in the engineering department in- 
clude: H. F. Smith, to bridge engineer; 
~B. E. Crumpler, to assistant engineer; 


J. F. Newsom, Jr.; to maintenance engi-. 


neer; and J. H. Norwood, to resident 
engineer. 
ok * * 

Andrew Syme has retired as traveling 
freight agent, Raleigh, N. C., for the 
Scaboard Air Line Railway, after 52 
years of service. Edgar Eskridge, com- 
mercial agent, Charlotte, N. C., has re- 
tired after 52 years of service. 


Captain Joe Hardin has been released 
from the armed services and has re- 
sumed his position with Kansas City 
Southern Lines, as general agent at 
Tulsa. Met J. Caldwell has been trans- 
ferred to Texarkana, Tex., as acting gen- 
eral agent. Because of ill health, W. H. 
Larson, general agent, Texarkana, has 
been granted an extended leave of ab- 
sence. 

* * * 

Lieut. Col. Walter P. Schindel has 
joined the foreign freight department of 
the Illinois Central System after four 
years in the Army transportation corps. 
He was chief clerk in the I.C. traffic 
office in Milwaukee before joining the 
Army. 

* * * 

Thomas Fuller has been appointed as- 
sistant to the freight traffic manager of 
the Atlantic Coast Line Railroad Co., 
with headquarters at Wilmington, N. C. 
C. D. Williams has been appointed 
freight service agent, Tampa, Fla. 

* * * 


Major Emory P. Bass, having re- 
turned from military service, has re- 
sumed his former position as assistant 
traffic manager, Valdosta, Ga., for the 
Georgia & Florida Railroad. J. B. Har- 


rell, former commercial agent at Swains. 
boro, Ga., has been promoted to diyj- 
sion freight agent, Valdosta. 

* * * 


The Minneapolis, St. Paul & Sault Ste. 
Marie Railroad Co. has appointed Kg. 
ward H. Murnane attorney for the state 
of Illinois, with office at Chicago. Mr 
Murnane will replace the late John lL, 
McInerney. 

* * * 

C. S. Edmonds, Jr., has been appointed 
traveling freight agent at Quanah, Tex, 
for the Quanah, Acme & Pacific Railway 
Co. F. J. Blaicher has been appointed 
general agent, Tulsa, Okla. 

* 


Otis S. Dorian, recently released from 
the Army, has been reappointed to his 
former position as commercial agent of 
the Southern Railway System at 
Charleston, S. C. 

* * * 

R. H. Nicholas, recently released from 
the armed forces, has been appointed 
industrial agent of the Nashville, Chat- 
tanooga & St. Louis Railway, at Nash- 
ville, Tenn. 

* * 

After three years’ service in the Army 
transportation corps, Lieut. Col. Lloyd 
L. Smith has been reappointed general 
agent, Missouri Pacific Lines, with head- 
quarters in San Francisco. J. R. Torbett 
has been appointed commercial agent, 
with headquarters at San Francisco. 

* * * 


Because of the temporary disability 
of F. E. Haines, A. J. Horton has been 
appointed acting general superintendent 
of the Chicago, Burlington & Quincy 
Railroad Co., at Lincoln, Neb. The posi- 
tion of assistant general manager (labor 
relations) at Omaha has been tempo- 
rarily vacated. J. W. Brown has been 
appointed live stock agent, with office 
at Chicago. 

* * * 

Alfred F. Hall has been named super- 
intendent, commercial division, New 
York City department of Railway Ex- 
press Agency, succeeding Edward A. 
Chittenden, who has retired after 53 
years in the express business. 

* * * 


Don Bost has resigned as Chicago dis- 
trict traffic manager of Wyeth, Inc., to 
become traffic manager of the newly- 
formed. Terminal & Distribution Service 
Corporation of Chicago. He was suc- 
ceeded at Wyeth by R. F. Hynds. 


* * * 


W. J. Spurrier has been appointed 
freight agent for the Quaker Line in 
Pittsburgh. Mr. Spurrier has been as- 
sociated with the War Production Board 
in Washington. 

* * * 


Arthur M. Davies has been appointed 
manager of the New York office of 
Premier Motor Transportation Co., 
Grand Rapids, Mich., and of South Park 
Transfer, Sheboygan, Wis. Mr. Davies 
was formerly transportation specialist 
of the Office of Defense Transportation, 
New York district. 

* z * 

The Union Motor Freight Terminal, 
Philadelphia, operated by Peter A. Ber- 
nacki, has been appointed agent for 
TACA Airways Agency, Inc., in the 
Philadelphia area for the sale of air ex- 
press transportation. 

* * * 

Graduating exercises of the Academy 
of Advanced Traffic, New York City, 
were held at the Downtown Athletic 
Club on November 17. First prize for 
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outstanding scholastic achievement was 
awarded to Charles Ward Redfield, Jr., 
of Universal Carloading Co. Other prizes 
were awarded to George Parolini, New 
York Central Railroad, Bernard 
Schwartz of International Forwarding 
Co., and John L. Jones, Jr., of Stamford 
Wall Paper Co. 
* * * 

W. R. Beattie, a traffic executive of 
Braniff Airways before three years of 
service in the Navy, has been appointed 
head of the company’s new interline, 
agency and foreign sales department. 

* * * 


C. F. Reynolds has been appointed 
chief of transportation for the Public 
Utilities Commission of the State of 
Idaho, with office at Boise. 

* * * 


The National Truck Leasing System, 
Chicago, has retained Martha Dunlap as 
executive secretary. Miss Dunlap has 
been identified with the trucking indus- 
try for over ten years, as editor and 
advertising manager of a trade magazine 
directed to the storage and moving in- 
dustry. 

* * * 

Nathaniel Warshaw has been ap- 
pointed head of the materials handling 
division of the Market Forge Co., of 
Everett, Mass. 

* * * 


W. F. Wrightnour has been appointed 
merchandise manager of U. S. Tires 
division, United States Rubber Co. W. O. 
Boone has been appointed district man- 
ager of a new U. S.- Tires branch at 
Charlotte, N. C. J. E. Kennedy has 
been appointed district manager of the 
Dallas branch. K. N. Harter has been 
appointed district manager of the new 


Approximately 1,000 reservations for 
the thirtieth annual dinner of Traffic 
Club of Minneapolis had been received 
prior to December 6, when the dinner 
was held at the Nicollet Hotel. Con- 
gressman Karl E. Mundt, of South Da- 
kota, spoke on “America’s Work in the 
World.” T. Aldo Johnson was general 
chairman. 


The Women’s Traffic Club of Louis- 
ville will hold its annual Christmas 
Party December 13 at Canary Cottage, 
to elect officers for 1946. 

The Transportation Club of Decatur, 
Ill., will hold its fifth annual smoker at 
the St. Nicholas Hotel, December 11. 

The Transportation Club of _ the 
Rochester Chamber of Commerce will 
hold its annual Christmas Party Decem- 
ber 13 at the Doud Post American Le- 
gion. Lewis E. Neary is general chair- 
man of the affair. 


The Women’s. Traffic Club of Los 
Angeles held an aircraft night meeting 
December 5 at the Royal Palms Hotel. 


The Los Angeles Transportation Club 
presented a movie program at its De- 
cember 3 meeting in the Biltmore Ho- 
tel. Mirley Drury, sales representative, 
W. B. Jones Lumber Co., was chairman 


branch at San Antonio, Tex. A. G. West- 
lund has been appointed manager of the 
business development department, New 
York City. 

* * 

Ray L. Morrison has been appointed 
to head the new brake division of Tim- 
ken-Detroit Axle Co. Ralph K. Super 
has been appointed brake division engi- 
neer of the new unit. 


John A. Sowers, manager of the world 
trade department, Oakland, Calif., 
Chamber of Commerce, spoke on ‘‘What 
Are They Thinking About Future World 
Trade?” at the December 6 meeting of 
the Oakland Foreign Trade & Harbor 
Club, at the Athens Athletic Club. 

* 


Alex Scherer, president of Scherer 
Freight Lines, will be guest speaker at 
the December 13 motor transport night 
meeting of the Clearing-Cicero Traffic 
Conference, in the club rooms. Robert 
Seely of the C. A. Foster Freight Lines 
is in charge of arrangements. 

* * * 


The Railway Business Woman’s As- 
sociation of Chicago will hold a Christ- 
mas tea December 15 in the Wedgewood 
Room at Marshall Field & Co. Enter- 
tainment will be furnished by the as- 
sociation’s choral club under the direc- 
tion of William Whittaker. 

* 


The Alumni Association of the College 
of Advanced Traffic will hold its annual 
Christmas party December 15 at the Mor- 
rison Hotel, Chicago. Joseph Kemper, 
Nickel Plate Line, Hugo Zierfuss, P. & A. 
Shipper, and F. M. Senkpiel, Dairy Prod- 
ucts Marketing Association, are in charge 


* of party arrangements. 


of the day. The club will hold a golf 
tournament December 14 at the Ingle- 
wood Country Club. 


An educational film, “Sinews of Steel,” 
was presented at the December 4 lunch- 
eon meeting of the Transportation Club 
of St. Paul, at the Hotel Lowry. 


The Pacific Traffic Association of San 
Francisco will hold its annual Christmas 
Party December 13 at the Music Box. 
Col. Oliver Vickery is again chairman 
of the affair, with Captain Cy Meek in 
charge of tickets and reservations. 

Dr. W. D. Daugherty, minister, will 
speak on “The Angels’ Message of Peace” 
at the annual Christmas luncheon of the 
Traffic Club of Kansas City, to be held 
December 17 at the Hotel Continental. 
The club saw a sound film, “Railroading 
by Radio,’ at its December 3 luncheon 
in the same hotel. The club’s annual 
dinner will be held January 10. 

Warren T. White, special assistant to 
receivers, Seaboard Air Line Railway, 
will be the featured speaker at the rail- 
road night meeting of the Traffic Club 
of Baltimore, December 11, at the Lord 
Baltimore Hotel. Daniel J. Moynihan, 
district freight agent, Pennsylvania Rail- 
road, will be toastmaster. The Women’s 
Traffic and Transportation Club of 
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Baltimore joined in the meeting. The 
club will hold a motor truck night meet- 
ing December 10, with Bernie Ways as 
chairman. 

The Grand Rapids, Mich., Transporta- 
tion Club will install new officers at its 
thirty-second annual dinner, December 
13, at the Rowe Hotel. John J. Collins 
will be toastmaster, and James kK. 
Thompson will talk on ‘Cheating the 
Cheaters.” ; 

The Women’s Traffic Club of Milwau- 
kee held its annual Christmas party De- 
cember 3 at the Schroeder Hotel. 


The Traffic Club of New England will 
hold its thirty-sixth annual meeting for 
the election of officers and directors, 
December 12, at the Hotel Statler, Bos- 
ton. The club’s annual banquet will be 
held February 19. 


W. J. Williamson, vice-president of 
American Transportation Co. and Stand- 
ard Freight Lines, will serve as toast- 
master, and T. J. O’Shaughnessy, public 
relations officer of the Rock Island Lines, 
will speak on the subject, “Women in 
Transportation,” at the annual dinner 
of the Women’s Traffic Club of Chicago, 
December 10, at the Bismarck Hotel. 
Helen Harris, president of Harris For- 
warding Co., is in chrage of arrange- 
ments. 


The Traffic and Transportation Club 
of Philadelphia will hold its annual 
Christmas party December 18 in the 
Hotel Benjamin Franklin. 


The Traffic Club of Newark will hold 
its annual Christmas party December 30 
at Achtel-Stetter’s. C. C. Kohler is 


chairman of the entertainment commit- 
tee. 


The York Traffic Club will hold its 
annual oyster bake December 13 at the 
Manufacturers Association Building, 
York, Pa. 

The Youngstown Traffic Forum will 
entertain a group of under-privileged 
children at the annual Christmas party 
December 17. 


The Transportation Club of Spring- 
field, Ill., will elect officers at its Decem- 
ber 12 meeting at the Leland Hotel. 


In listing the new officers of the Traf- 
fic Club of Norristown, Pa., of which 
Lewis T. Cuthbert, traffic manager, 
American-Franklin-Olean Tile Co., was 
elected president, the Traffic World of 
December 1 (see p. 1370) omitted the 
name of the traffic club. 


The Junior Traffic Club of Chicago 
will hold its annual Christmas party for 
children December 16 at the Eighth 
Street Theater. At its rail night meet- 
ing December 6, at the Palmer House, 
C. Vernon Thomas, public relations de- | 
partment, Baltimore & Ohio Railroad 
Co., spoke on “Your Railroads—Essen- 
tial to Prosperity.” L. C. Williams will 
speak on “Troop Train Escort” at the 
club’s toastmaster forum December 10 
at Mandel Bros. Restaurant. Q. . 
Phillip will be toastmaster, and S. W. 
Phelan, critic. The next meeting of the 
forum will be January 7. 


The Traffic Club of New Orleans will 
hold a Christmas luncheon December 17 
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Air txpress is speedin 
the ig she will get 6 


ER NEW BLICHEN 





If a plant.is held up several days wait- 
ing delivery of new tools, dies or other 
essential material — it may mean the 
loss of weeks before new stoves, re- 
frigerators or washing machines come 
rolling off the production line. By 
using Air Express, hundreds of firms 
are avoiding such delays. They are 
procuring critical items in a matter of 
hours by way of this fastest delivery 
service — a service that is saving in- 
dustry and, the public millions of man- 
hours and dollars, and speeding the day 
folks will get the goods in their homes. 


Specify Air Express-High Speed for Low Cost: 


When time means man-hours saved, production gained, a cus- 
tomer made — Air Express “earns its weight in gold,” as thou- 
sands of firms, large and small, 
have learned. 

Shipments travel at a speed of 
three miles a minute between prin- 
cipal U.S.towns and cities, withcost 
including special pick-up and de- 
livery. Same-day delivery between 
many airport towns and cities. 
Rapid air-rail service to 23,000 off-airline points in the United 
States. Service directby airtoand fromscoresof foreigncountries. 









Baas GETS THERE FIRST———— 


Write Today for “Jig Saw Puzzle,” a 
booklet packed with facts that will 
help you solve many a shipping prob- 
lem. Air Express Division, Railway 
Express Agency, 230 Park Avenue, 
New York 17. Or ask for it at any 
Airline or Express office. 


Phone AIR EXPRESS DIVISION, RAILWAY EXPRESS AGENCY 
Representing the AIRLINES of the United States 














































































1446 


at St. Elizabeth’s Asylum. The club will 
elect new officers and directors Decem- 
ber 10, and that evening will hold a stag 
smoker at the New Orleans Athletic 
Club. 

More than 400 members and guests 
attended the annual dinner of the Trans- 
portation Club of Louisville, at the Ken- 
tucky Hotel December 4. Robert J. 
Bayer, editor, the Traffic World, Chi- 
cago, spoke on ‘Transportation in the 
Post War Years.” Paul Holdaway, Falls 
City, Transfer Company, president of 
the club, presided. J. B. Hill, president, 
Louisville & Nashville Railroad, was 
toastmaster. John Schonemann, freight 
traffic agent, Silver Fleet Motor Ex- 
press, was chairman of the dinner com- 
mittee. On the day before the dinner, 
the club elected new officers. They are: 


President, Robert E. Keith; vice-presi- 
dent, John L. Weeks; secretary-treas- 
urer, Raymond W. Ernst; members of 
the board of directors, J. K. Williams, 
Joseph P. Roth; Walter A. Hixson, Clif- 
ford J. Pilson; Herbert Euless and 
George N. Little. 

Harry Coopland, special representa- 
tive of the Jack & Heintz Co. of Cleve- 
land, will speak on “The Golden Rule 
in Industry” at the December 10 meet- 
ing of the Traffic Club of St. Louis, at 
the Hotel Jefferson. The club will hold 
its. annual dinner January 16. 


The Traffic Club of New York will 
hold a Christmas luncheon December 
12 at the Baltimore Hotel. V. G. Berdolt 
is chairman of the entertainment com- 
mittee. 





Routing and Misrouting—Effect of Term 


“Delivery” in Space for Delivering 
Carrier in Bill of Lading 


Alabama.—Question: In the Septem- 
ber 15th issue, on page 716, under the 
heading of “Routing and Misrouting— 
Switching Delivery versus Road Haul for 
Terminal Carriers,” you printed the fol- 
lowing question: 

“New Jersey.—Question: A bill of 
lading covering a carload of freight is 
turned over to the initial line with only 
routing shown on route line, for example, 
A. & Z. R. R. Delivery.” 

This specifically mentioned where “A. 
& Z. R. R. Delivery” was shown on route 
line—and your answer, of course, was to 
this question. 

We would like information as to 
whether or not the same ruling would 
apply if A. & Z. R. R. Delivery were 
shown only on the delivering carrier line 
of the bill of lading. 

Answer: In its report in Traffic Bureau 
—Lynchburg Chamber of Commerce vs. 
Virginia Ry. Co., 191 I. C. C. 479, the 
Commission held that where the ship- 
per inserted “Penn. Delivery” in the 
space in bills of lading provided for 
designating the delivering carrier that 
carrier was entitled only to make de- 
livery. 


Routing and Misrouting—Conflict Be- 
tween Rate and Route in Bill of Lad- 
ing from Transit Point 


Virginia.—Question: We would like 
your opinion on the following: 

After having shipped, prepaid, a quan- 
tity of our commodity to a certain point 
for storage in transit, we shipped several 
cars to other points, specifying on the 
outbound bills of lading that these cars 
were to be accorded transit privileges 
and complying with all tariff require- 


* ments for this purpose. We further in- 


dicated on the bills of lading the rates 
to apply for the movements from transit 
point to destinations plus the transit 
charge. These rates were, of course, the 
differences between the through rates 
from origin point and what had been 
paid in. The carrier’s agent at transit 
point accepted the shipments and ex- 
ecuted the bills of lading like a copy 
of the one attached. 

Subsequently, the carrier rendered us 
undercharge bills on some cars on the 
ground that transit arrangements were 
not applicable to these points and that 
the local rates from the transit point 
should be applied making us lose, of 
course, the amounts paid from origin to 
transit point. The applicability of this 
rule of the transit tariff is not questioned 
but we contend that since the bills of 
lading as submitted were in conflict with 
the transit tariff, the carrier at the 
transit point should have informed and 
given us the opportunity to issue in- 
structions in conformity therewith or 
withdraw the shipments. 

Moreover, the carrier has admitted 
overlooking the pertinent provision of 
the transit tariff on one of the cars and 
informed us that transit could be pro- 
tected to that point before it was 
shipped. Since all the bills for addi- 
tional charges are on cars destined to 
the same territory we concluded transit 
could be protected to these also. 

Are we liable for the additional 
charges ? 

Answer: The report of the Commis- 
sion in Crane & MacMahon vs. New 
Tom, (. & SH. L. KR. Co, BL CC. 
319, applies the principle which, in our 
opinion, covers the facts outlined in your 
inquiry. 

In holding that the shipments had not 
been misrouted the Commission said: 
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“Before this shipment moved, the 
Southern quoted complainant a rate of 
85 cents plus a stop-in-transit charge of 
$6.30 at Jasper. Complainant states that 
it would not have accepted the order for T 


i iii 


the lumber or made the shipment if jt 
had been informed that the rate of 
cents was not applicable. It is well set- 
tled that shippers are charged with 
knowledge of the lawful tariff provi- 
sions, and that misinformation in res- 
pect thereof furnished by a carrier’s 
agent afford no basis for an award of 
reparation. Nye & Jenks Grain Co. vs, 
Chicago, B. & Q. R. Co, 159 I. CC 
1, 2. The bill of lading named the rate 
of 85 cents and the routing shown above, B 
and contained the instructions, “Stop off 
at Jasper, Ind—at Ecksteins Switch— 
Notify C. A. Ivins at Indiana Hotel—Jas- 
per.” No objection was raised by that 
carrier’s agent to the bill of lading. 
Complainant contends that there was a 
conflict between the rate and the route 
named in the bill of lading; that it was, 
therefore, the duty of the initial carrier 
to obtain further and definite instruc- 
tions as to whether the shipper desired 
the rate, or the route shown with stop- 
over at Jasper, to govern; and that its 
failure to obtain such instructions ren- 
dered it liable for the additional charges 
resulting from the alleged misrouting. 
The shipment moved over the route 
specified in the bill of lading. However, 
the 85-cent rate, with a stop-in-transit 
privilege to finish loading, was not ap- 
plicable over any route. Complainant 
ordered the stop-over at Jasper and fin- 
ished loading the car at that point. The 
$1.07 rate was the lowest rate applicable 
over any route with stop-over to finish 
loading. * * * 


“We find that the charges collected 
were inapplicable; that the applicable 
charges were those accruing at rates of 
22 cents applied to the actual weight 
to, and 85 cents applied to the actual 
weight beyond, Jasper; that the appli- 
cable rates were not unreasonable; that 
complainant made the shipment as de- 
scribed and paid and bore the charges 
thereon; that it was damaged thereby in 
the amount of the difference between 
the charges paid and those which would 
have accrued at the rate herein found 
applicable; and that it is entitled to rep- 
aration in the sum of $50.79, with in- 
terest.” 


See, also General Foods Corp. vs. | 
Louisville & N. R. Co.; 246 I. C. C. 142; 
Globe Grain & Milling Co. vs. San Diego 
& A. E. Ry. Co., 219 I. C. C. 226, and 
Andersen, Smith & Hamilton, Inc., vs. 
Chicago & N. W. Ry. Co., 219 I. C. C. 82. 


Tariff Interpretation — Stopping-in- | 
Transit for Partial Unioading—Ap- | 
plicable Charge Where No Tariff Pro- | 
visions for Stop 


California.—Question: We would like 
your opinion on the following question: 

On a car to be stopped in transit for 
partial unloading where the rate is 
shown in the bill of lading, is the carrier 
responsible if the routing shown is not 
applicable for the stopover and: des- 
tination points? 

The following is an example on dried 
fruit: 

A car moved destined to Decatur, Ala- 
bama, with stopoff at Birmingham for 
partial unloading on the Southern. The 
car was routed SP, T & P, Y M V, South- 
ern, L & N. No junctions were shown 
by the shipper. The Southern delivered | 
this car to the L & N at Birmingham, 
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sooo, by PAN AMERICAN 


MISSOURI 
ARKANSAS In the future, international Air Express car- 


ried by Pan American will be referred to as 
“Clipper Express.” If you have a shipment to 
be picked up, call Railway Express Agency, 
Inc. They offer FREE pick-up at 6,000 points 
within the U.S.A. 
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Bonded warehouse . . . Personal service. 
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which was contrary to the L & N tariff. 
The local rate was charged from Birm- 
ingham to Decatur. Can the originating 
carrier be held responsible? 

Also, another car destined to Char- 
lotte, N. C., with stopoff at Roanoke. 
We understand that the rate would not 
apply moving through Group “A” to 
points in Group “K,” but would apply if 
the car moved in reverse, that is; stop- 
off at Charlotte, final destination Roa- 
noke. Could the originating carrier be 
responsible on this car if the rate was 
shown. in the bill of lading? 

Answer: Regarding your first inquiry; 
where routing instructions naming car- 
riers via which the shipment is to move. 
but without the junctions, are shown in 
the bill of lading, it is the duty of a car- 
rier to forward the shipment via junc- 
tions of the carriers named in the bill 
of lading via which the rate shown in 
the bill of lading applies. Aeolian Amer- 
ican Corp. vs. New York, N. H. & H., 





225 I. C. C. 453; American Salt Corp. vs. 
Atchison, T. & S. F. Ry. Co., 216 I. C. 
C. 284, and Brown-Bridge Mills, Inc., 
vs. Baltimore & O. R. Co., 214 I. C. C. 
659. 

However, without knowing what L. & 
N. Tariff is involved or what bearing this 
tariff has on the application of a through 
rate, subject, we presume, to a tariff 
providing for stopping in transit at a 
point on the Southern, we cannot give a 
definite answer to your first inquiry. 

Regarding your second inquiry; in the 
event there is no route, composed of the 
carriers named in the bill of lading by 
the shipper, over which the through rate 
would apply if the shipment were 
stopped for partial unloading, there was, 
in our opinion, no misrouting of the 
shipment. General Foods Corporation vs. 
Louisville & N. R. Co., 246 I. C. C. 142. 
See, also, Crane & MacMahon vs. New 
ue ce. @ St. i. BE. Co, 168. £b C..C, 
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Consolidated Carloads 


INlinois.—Question: Is there anything 
to prevent two or more firms joining to. 
gether in loading a carload of one com. 
modity freight in interstate commerce? 


We have in mind that each firm would 
contribute part of the load to make up 
a minimum car and offer it to the car. 
rier on one bill of lading, to be dis. 
tributed by a warehouseman or through 
other arrangements. This operation to 
be weekly or oftener. 

Answer: In its decisions in Wholesale 
Fruit & Produce Association vs, Atchi- 
son, T. & S. F., 14 I. C. C. 410 and Ex.- 
port Shipping Co. vs. Wabash R. Co. 
14 I. C. C. 437, the Commission held that 
a carrier may not refuse to apply the 
carload rate on a carload of freight con- 
sisting of freight of various owners 


where the goods are consigned on a sin- 















































gle bill of lading to a single consignee. 








Air Policy Board Proposal | 


Senator Mitchell, of Washington, has introduced S. 1639, to 
amend the transportation act of 1940 so as to establish, for a 
period of one year after enactment of the bill, a National Air 
Policy Board of nine members, appointed by the President and 
confirmed by the Senate, to make “a full and complete study 
and investigation of air transportation and its relation to the 
national defense and a national transportation system by water, 
highway, rail and air adequate to meet the needs of the com- 
merce of the United States, both interstate and foreign.” 

Under terms of the bill, the study would include, but would 
not be limited to, consideration of the following: 


(1) Government policies that should be adopted to stimulate a 
healthy rate of technical progress in air transportation; (2) coordina- 
tion and organization of the military and naval, air forces and govern- 
ment agencies concerned with aviation and transportation; (3) the size 
of peacetime air forces necessary to the national defense; (4) main- 
tenance of a properly balanced and expansible productive capacity of 
aircraft in peacetime; (5) the extent, if any, to which plans for future 
wartime expansion should rely upon peacetime aircraft production com- 
panies, and the extent, if any, to which such expansion should involve 
conversion of the automobile and other non-aircraft industries; the 
extent, if any, to which civil aviation and aircraft exports should sup- 
port a peacetime military aircraft industry; (6) suggestions for the 
conversion of aircraft production from a wartime to a peacetime basis, 
so as to assure the preservation of an aircraft production industry ad- 
equate to meet the transportation and national defense needs of the 
future; (7) means of effectively utilizing new modes and improvements 
to existing: modes of air transportation developed during the war, and 
(8) the coordination, strengthening, and preservation of a national 
transportation system by water, highway, rail and air adequate to 
meet the needs of the commerce of the United States, both interstate 
and foreign. 


PAN AMERICAN LAND PLANES SERVICE 


The Civil Aeronautics Board by an order in No. 2146 has 
further modified the certificate of Pan American Airways, Inc. 
(see Traffic World, Nov. 17, p. 1219), to exempt it, until March 
31, 1946, from the terms of its certificates that would prevent 
it from engaging in foreign air transportation between New 
York, N. Y., and Lisbon, Portugal, via Gander Airport, New- 
foundland, and Shannon Airport, Eire, and from temporarily 
suspending service at Horta, the Azores. 

The effect of the exemption is to permit Pan American to 
use land planes in the New York-Lisbon service, and discon- 
tinue seaplane service at Horta until landplane facilities on the 
latter route are available. 

The order said the proposed operations were desirable be- 
cause in the winter months weather conditions in the North 
Atlantic were not conducive to regular and dependable service 
with seaplane equipment, and because the applicant had not 
obtained the requisite licenses to utilize landplane facilities in 
the Azores. 


Air Certificate Applications 


Applications for air-transportation authority or amend- 


ments to previously granted certificates have been filed with the 
Civil Aeronautics Board as follows: 


No. 2143, Reeve Airways, Anchorage, Alaska, non-scheduled; per- 
sons, property, and mail between Anchorage and Umnak Island, Alaska, 
via Cold Bay and Dutch Harbor. 


No. 2148, Eastern Air Lines, Inc., New York, N. Y., amendment 
to its certificate for route No. 5, so as to authorize extensions and 
additional points, as follows: San Antonio, Tex., to San Francisco-Oak- 
land, Calif.; Beaumont, Tex., to San Francisco-Oakland; and New Or. 
leans, La., to San Juan, P. R., all via specified intermediate points. 

No. 2149, Julius E. Nervo, Santa Rosa, Calif., temporary, scheduled; 
persons, property, and mail between Santa Rosa and Sacramento, Calif. 

No. 1279, Worcester Yellow Cab Co., Inc., Worcester, Mass., amend- 
ment No. 1, scheduled; persons, property, and mail, six flights, be- 
tween Worcester, on the one hand, and, on the other, Bangor, Me., 
Franconia, N. H., Albany, N. Y., New York, N. Y., and Provincetown, 
Mass., and a circle route from Worcester, all via specified intermediate 
points, and a non-stop flight, Worcester to Boston, Mass. 

No. 1642, Air Commuting, Inc., New York, N. Y., amendment No. 2, 
scheduled; persons, property, and mail between 47 specified points in 
N. Y., N. J., and Conn., on the one hand, and New York City, on the 
other; between Idlewild Airport, on the one hand, and, on the other, 
LaGuardia, Westchester, Newark, and Bendix airports; between La- 
Guardia Airport, on the one hand, and, on the other, Westchester, 
Bendix, and Newark airports; and between Westchester Airport, on 
the one hand, and, on the other, Bendix and Newark airports. 


UNITED SERVICE AT OGDEN, UTAH 


The Civil Aeronautics Board has authorized the addition of 
Ogden, Utah, as an intermediate point between Rock Springs, 
Wyo., and Salt Lake City, Utah, on United Air Lines’ transcon- 
tinental route No. 1. 

The board said its action gave Ogden east-west airline 
service, in addition to present north-south service furnished by 
Western Air Lines. 


TEMPORARY AIR AUTHORITY 


The Civil Aeronautics Board, by an order in No. 2133, has 
granted Northern Airways, Inc., authority to operate temporar- 
ily over the routes of Gillam Air Lines and to render the service 
Gillam was authorized to render, until such time as the board 
reaches a decision on a proposal by Northern to purchase the 
Gillam rights. 


Cc. A. B. PERSONNEL 


The Civil Aeronautics Board has announced its appoint- 
ment of Robert W. Oliver as assistant director of its economic 
bureau. A graduate of Georgetown University law school, Mr. 
Oliver formerly served as an attorney in the economic bureau 
and as principal attorney in the office of the C. A. B. general 
counsel, said the board. For the last two years, said the C. A. B., 
Mr. Oliver had been a lieutenant in the navy serving as a 
legal and liaison officer in the Naval Air Transport Service 
where he was in charge of the navy’s contracts with commer- 
cial airlines for air transport services. 


LINDBERGH ON MILITARY AVIATION 


Charles A. Lindbergh will be the principal speaker at the 
42nd annual aviation dinner in observance of the anniversary 
of the Wright Brothers’ first flight at Kitty Hawk, according 
to the Aero Club of Washington, which is sponsoring the din- 
ner, to be held at the Statler Hotel, Washington, D. C., De- 
cember 17. 

Mr. Lindbergh, until recently a special consultant to the 
War Department, will relate, for the first time, his observations 
of military aviation, based on his special battlefront tour for 
the Department. 
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M. C. Inquiry on Carrier Status 


The Maritime Commission, through its division of regula- 
tion, has addressed to each of 113 steamship conferences a let- 
ter requesting a review of the common carrier status of each 
of its members in the light of the commission’s decision in No. 
635, in the matter of United States Gulf-Atlantic and India, 
Ceylon and Burma Conference (agreement No. 7620), in which 
the commission found Kerr Steamship Co., Inc., was not a com- 
mon carrier by water and therefore not properly a party to the 
agreement in question. (See Traffic World, Nov. 24, p. 1281, 
and Dec. 1, p. 1358). ; 

The letters to the ship conferences were signed by R. H. 
Hallett, director of the division of regulation. | 

“Your conference should immediately review the common 
carrier status of each of its members in the light of the com- 
mission’s decision in Docket 635,” said Mr. Hallett in his letter. 
“Should it appear that any party recorded as a member of your 
sonference is not a common carrier by water itself but is an 
agent for the common carrier, or that the member is not a legal 
antity but only a trade name for a line, steps should be taken 
to see that the true common carrier principal becomes the mem- 











e 

4 “Prompt advice should be given if your record of conference 
membership does not coincide with the membership as shown 
in the attached list. Any change which results from your con- 
ference’s review of the common carrier status of its members 
should be communicated to this division at once.” 






ADMIRAL LAND RESIGNATION REPORT 

The Air Transport Association of America’s board of direc- 
tors has offered the position of president of the association to 
Vice-Admiral Land, chairman of the Maritime Commission, 
according to information from the association’s offices. 

“Admiral Land has stated he can neither accept nor reject 
the offer until he has been released by the White House,” said 
a spokesman for the association. “Admiral Land is unable to 
state when it will be possible for him to take action with re- 
spect to this offer.” 

At Admiral Land’s office it was stated that he had not 
resigned and had not signed a contract and that he would do 
neither until released by the White House. In the meantime, 
the admiral’s office said, “He will be glued right here to his 
chair.” 







HAWAIIAN SHIP RATE INCREASES 

Acting on a protest by the Price Administrator, who alleged 
that some of the rate increases proposed by the respondent 
amounted to 100 per cent, the Maritime Commission late No- 
vember 30 suspended until April 1, 1946, the operation of tariff 
USMC No. 2 issued by the Inter-Island Steam Navigation Co., 
Ltd., of Honolulu, T. H., canceling its tariff USMC No. 1, and 
published to become effective December 1. 

The commission docketed the investigation and suspension 
proceeding as No. 644, Increased Rates—Between Ports of Call 
in Hawaii, Inter-Island Steamship Navigation Company, Ltd. 
The suspended tariff proposed class and commodity rates be- 
tween ports of call on the islands of Oahu, Hawaii, Mani, Kanai, 
Molokai, Niihau and Lanai. 

In his protest, the Price Administrator said that the pro- 

posed increases appeared to be unwarranted and that Office of 
Price Administration records did not contain any information 
that would tend to justify “increases of such a substantial 
amount.” 
_ “If the proposed increases are permitted to become effec- 
tive they will definitely affect, adversely, price control in the 
Hawaiian Islands and disturb prices for commodities therein 
and will result in substantial hardship and gross inequities to 
manufacturers, retailers and consumers,” he added. 












PUBLIC-MERCHANDISE WAREHOUSING 

J. C. Capt, director of the census, in a report on public- 
merchandise warehousing for October, showed, for 645 firms, 
90.4 per cent of space occupancy, the same as that reported for 
September of this year. 
_ The 645 firms reported 1,914 merchandise warehouse build- 
ings operated with a total of 50,251,461 sq. ft..of occupiable 
space intended for public warehousing of general merchandise, 
of which, they said, 45,434,033 sq. ft. were occupied. 














CHANGES IN DOCKETS 
Hearing in MC 106104, assigned for December 3, at Springfield, I1l., 
was postponed indefinitely. 
Hearing in MC 106040, assigned for December 4, at San Francisco, 
Calif., was canceled. 
Hearing in MC-F 2954, assigned for December 4, at Philadelphia, 









Examiner Conlon. 





Y., before Exmainer Conlon. 
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Pa., was changed to January 8, at U. S. Ct., Philadelphia, Pa., before 


Hearing in MC-F 2989, assigned for December 6, at Philadelphia, 
Pa., was changed to January 9, at 641 Washington St., New York, N. 


















LYON COVERS 
o THE WEST COAST 


If the consignment is to any 
point in California, Oregon 
or Washington, specify Lyon. 
Offices in San Diego, Los 
Angeles, Fresno, Sacramen- 
to, San Francisco, Portland, 
Tacoma, Seattle. Member of 
AWA, NFWA, Allied Vans. 


MAIN OFFICES: LOS ANGELES, CALIFORNIA 





“America’s Most Modern Port” 











The 


P. ort of along Weach, 
Calfornia 


















































Fast Freight Service; 
For Industry — Som | 

For Agriculture 

in Minnesota, lowa, _. 


Illinois, South Dakota 










RAILWAY 
and its PEORIA GATEWAY 











NOTE—lItems in the docket marked with an asterisk (*) have been added since the last issue 
of THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later 
than herein shown will not bear asterisks when they do appear. Current cancellations and 
postponements announced too late to show the change in this docket will be noted else- 
where. 


December 10—Binghamton, N. Y.—U. S. Ct. 
—Examiner Mayo: 

MC 22816, Sub. 2—K. F. Scott, Margaret- 
ville, N. Y., certificate. 

December 10—Grand Rapids, Mich.—vU. S. Ct. 
—Examiner Driscoll: 

MC 48846, Sub. 12—Curtis Keal Transport 
Co., Cleveland, O., certificate to extend 
operations. 

December 10—Little Rock, Ark.—State Comm. 
—Jt. Bd. 215: 


MC C-493—North Little Rock Transfer Co., 
North Little Rock, Ark. 
December 10—Needles, Calif.—City Hall Bldg. 
—Examiner Brooks: 

MC 57865, Sub. 1 Ex.—N. R. Dunton, Gold- 
road, Ariz., certificate of exemption. 
December 10—New York, N. Y.—641 Wash- 

ington St.—Examiner Boss: 
MC-C 507—Hudson Bus Transportation Co., 
Inc., passenger service. 
December 10—Oklahoma City, Okla.—Skirvin 
Hotel—Examiner Clifford: 
MC-F 2968—Clanton Transportation Co., 
wee purchase Lee Way Motor Freight. 


ne. 
December 10—Oklahoma City, Okla.—Skirvin 
Hotel—Examiner Clifford: 
MC-F 2905—E. L. Miller, purchase, E. L. 
and T. L. Hickerson. 
December 10—Omaha, Neb.—Hotel Fontenelle 
—Examiner Carpenter: 
MC 52615, Sub. 1—Knowles Vans, Inc., Oma- 
ha, Neb., certificate to extend operations. 
December 11— Baton Rouge, La. — State 
Comm.—Jt Bd. 164: 
MC 1501, Sub. 9—Greyhound Corp. (Teche 
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Greyhound Lines Div.), Chicago, IIl., 
certificate to extend operations. 
December 11—Binghamton, N. Y.—U. S. Ct. 
—Examiner Mayo: 
MC 105992—W. Birdsall, Johnson City, N. 
Y., certificate. 


December 11—Boston, Mass.—New P. O. 
Bldg.—Examiner Cosby: 
MC-FC 20933—D. Slomiansky, purchase, 


Gold Line Express, Inc. 
December 11—Chicago, I!l.—Sherman Hotel— 
Examiner Driscoll: 

MC 30837, Sub. 26—Kenosha Auto Trans- 
port Corp., Kenosha, Wis., certificate to 
extend operations. 

woes 11—Fargo, N. D.—U. S. Ct.—ZJt. 


Bd. - 
MC-C 504—F. Vajdl, revocation of certifi- 


cate. 
December 11—Little Rock, Ark.—State Comm. 
—Jt. Bd. 215: 


MC 36394, Sub. 12—Great Southern Coaches, 
Jonesboro, Ark., certificate to extend op- 
erations. 

December 11—Louisville, Ky.—Kentucky Ho- 
tel—Jt. Bd. 155: 

MC 106187—New Albany & Louisville Elec- 
tric RR Corp., Inc., New Albany, Ind., 
certificate. 

December 11—Oklahoma City, Okla.—Skirvin 
Hotel—Examiner Clifford: 

MC-F 2977—G. C. McMakin and M. Pat- 
terson, control; Southwestern Motor Car- 
riers Corp., control, Rainbow Coaches (a 
Saw and Southwest Coaches, 

ne. 


LZ, 


FA YY 55: 
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MC-F 2978—M. Patterson et al., contro. 

Mid-Continent Coaches, Ine., control, 
Rainbow Coaches (a_co-partnership) and 
Southwest Coaches, Inc. 


Deogunder 11—Washington, D. C.—Examiner 


ood: 
MC 34767, Sub. 9—Good’s Transfer, Harri. 
awe. Vt., certificate to extend opera. 
ons. 
as se N. Y¥.—U. S. Ct 
MC 39411, ‘Sub. 4—G. E. Treyz, Binghamton, 
N. Y., certificate to extend operations. 


December 12—Fort Smith, Ark.—Hotel Gold. 
man—Examiner Cantrell: 

MC 105916 Ex.—Twin City Auto Salvage, 
Fort Smith, Ark., certificate of exemption, 

December 12—International Falls, Minn.— 
New City Hall—Jt. Bd. 248: 

* MC 89954, Sub. 1—T. Landry, Fort Frances, 
Rainy River District, Ontario, Canada, 
and 56 other applications. (In matter of 
Pulpwood Applications—Canada.) 


December 12—Prescott, Ariz.—Chamber of 
Comm.—Examiner Brooks: 
MC 15212, Sub. 1 EX—Davis Transfer, Pres. 
cott, Ariz., certificate of exemption. 
MC 38476, Sub. 2 EX—H. M. Farley, Cot- 
tonwood, Ariz. 


December 12—Silver. City, N. M.—Murray Ho- 
tel—Jt. Bd. 87: 
MC 30605, Sub. 47—Santa Fe Trail Trans- 
portation Co., Wichita, Kans., extension, 
New Mex. points. 


December 12—Washington, 
Valentine: 
1. & S. 5368—Magnesite, Cape May, N. J., 
to Curtis Bay, Md. 


December 12—Washington, 
Valentine: ems! 
Fourth Section Application 21546—Magne. 
- from Cape May, N. J., to Curtis Bay 
December 13—Chicago, !I1.—Sherman Hotel— 
Examiner Driscoll: 
MC 44761, Sub. 1—Lee Brothers, Inc., Chi- 
cago, Ill., certificate to extend operations. 
December 13—Washington, D. C.—Argument: 
1. & S. M-2492—Increased rates, middlewest 
territory. 
1. & S. M-2507—Canned goods, eggs, between 
midwestern points. 


D. C.—Examiner 


D. C.—Examiner 


and SOUTHWEST 








DECATUR CARTAGE CO., INC., 


OF INDIANA 


Decatur. Cartage Co. 








COMMON CARRIER—I. C. C. Certfs. 68909-80412; P. S. C. I. No. 418A-1-10; P. S.C. I. 

3 > No. 1597-A-1; P. S. C. M. No. T-3406; P. U. C. O. No. 4856-RX; U. S. Customs Bond. Estab- 

‘ —_ _—— lished 1926. INSURANCE: Cargo, $50,000-$100,000; Public Liability, $25,000-$50,000; 
er ERRE HAUTE eX-- Property Demage, $50,000. 

a — ~ Ngee Route it “DECATUR” for Cleveland, Cincinnati, Toledo, Terre Haute, Indianapolis, 

- SINCINNATE = St. Louis, Quincy, Peoria and a thousand and one other spots in the great area shown on the 

h P h map ... served day and night by our great fleet of modern transports . . . affording a tran 

og Pater us Hee eee OT RAFFIC WORLD. 5 portation service whose dependability amply proves that “FOR SHIPMENTS MIDWEST, 


& OBeliewilie rae rare Wome emenen 





DECATUR IS BEST.” 


20th St. & Wentworth Ave., Chicago 16, Ill. 
WALTER MULLADY, President 


LQ », INDIANAPOLIS 


Telephone—Victory 6000 


* R. A. BAENSCH, V. P.-Traffic 
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1. & S. M-2513—Wool, N. D. points to 
Duluth and Twin Cities. 
1. & S. M-2515—Increased rates, middlewest 
territory (2). 
1. & S. M-2521—Increased rates, middlewest 
territory (3). 
1. & S. M-2525—Increased rates, middlewest 
territory (4). 
December 13—Washington, D. C.—Examiner 
er: 
wt S. 5369—Routing tar, Holt, Ala., to 
Chattanooga, Tenn. 
December, 14 chicago, 1il.—Sherman Hotel 
—Jt. ° 2 
Mc 103880, Sub. 14—Producers Transport, 
Inc., Benton Harbor, Mich., certificate to 
extend operations. 
December. 14—Chicago, I!|.—Sherman Hotel— 
Jt. B : 


a . 60: 

MC 103880, Sub. 15—Producers Transport, 
Inc., Benton Harbor, Mich., certificate 
to extend operations. 

December, 14—Deming, N. M.—City Hall— 
Jt q 


; 87: 

MC 58406, Sub. 2—Doc’s Feed and Fuel, 
Lordsburg, N. M., certificate. 

December a Falls, Mont.—Civic Cen- 
ter—Jt. a ; 

MC 94098, Subs. 8 and 10—Badger Basin 
Distributors, Great Falls, Mont., permit 
to extend operations. 

December 14—Holbrook, Ariz.—Fed. Bldg.— 
Examiner Brooks: 

MC 105772 EX—M. M. Wygal, Springerville, 
Ariz. 

December 14—Oklahoma City, Okla.—Skirvin 
Hotel—Jt. Bd. 16: 

MC 69419, Sub. 37—Groendyke Transport 
Co., Enid, Okla., certificate to extend 
operations. 


December 14—Oklahoma City, Okla.—Skirvin 
Hotel—Jt. Bd. 16: 

MGC 29427, Sub. 9—Southwestern Motor 
Carrier corp., Oklahoma City, Okla., cer- 
tificate to extend operations. 

December 14—Scranton, Pa.—Casey Hotel—Ex- 
aminer Mayo: 

MC 23929, Sub. 10—Alto Trucking Co., Inc., 
West Hazelton, Pa. 

December 14—Washington, D. C.—Argument: 
29239—Wilson & Toomer Fertilizer Co., et 
al. vs. A. G. S., et al. 

29296—Armour and Co. vs. A. G. S., et al. 

December op -—heeaeerae, N. M.—Hilton 
Hotel—Jt. Bd. 125: 

MC 54578, Sub. 4—San Juan Basin Lines. 
Inc., Albuquerque, N. M., certificate to 
extend operations. 

December 17—Atlanta, 
Examiner Yardley: 

Ex Parte MC 39—Practices of property 

brokers. 


December 17—Chicago, I!l.—Sherman Hotel— 
—Examiner Driscol: 

MC 52657, Subs. 297 and 301—Arco Auto 
Carriers, Chicago, Ill., certificate to ex- 
tend operations. 

December 17—Oklahoma ote Okla.—Hotel 
Skirvin—Examiner Cantrell: 

MC 10872, Sub. 13—Be-Mac Transport Co., 

Inc., St. Louis, Mo. 


December 17—Pittsburgh, Pa.—Roosevelt Ho- 
tel—Examiner Carpenter: 
MC 31285, Sub. 9—Tower Trucking Co., Inc., 
Wheeling, W. Va., certificate to extend 
operations. 


December 17—Washington, D. C.—Argument: 
1. & S. M-2240—Minimum charges in cen- 
tral territory. 
1. & S. M-2436—Minimum charges per ship- 
ment in east. 
1. & S. M-2450—Continental Transportation 
Lines, Inc., minimum charges. 
December 17—Wilkesbarre, Pa.—Wyo. Cham- 
ber of Comm.—Jt. Bd. 42: 
MC-C 497—Boston Store et al. vs. Daley’s 
Blue Line Transfer Co et al. 
December 17—Wilkes-Barre, Pa. — Wyoming 
—— Chamber of omm.—Examiner 
ayo: 
MC 90315, Sub. 1—A. Caruso, Wilkes-Barre, 
Pa., certificate to extend operations. 
December 18—Lewiston, Ida.—City Hall— 
Public Utilities Comm. of Idaho: 
Finance 15088—Application of Nezperce R. 
R. to purchase properties of Nezperce & 
Idaho R. R. 
December 18—Montpelier, Vt.—U. S. Ct.—Jt. 
Bd. 116: 


MC 45626, Sub. 15—Vermont Transit Co., 
Ine., Burlington, Vt., certificate to ex- 
tend operations. 

December 18—Nashville, Tenn.—Andrew Jack- 
son Hotel—Jt. Bd. 35: 

MC 88293, Sub. 4—William Fuqua Bus Line. 
Central City, Ky., certificate to extend 
operations. 

December 18— Nashville, Tenn. — Andrew 
Jackson Hotel—Jt. Bd. 106: 

MC 105449, Sub. i—Joiner’s Bus Line, 
Anderson, Ala., certificate to extend 
operations. 

December 18—San Francisco, Calif.—P. O. 
Bldg.—Examiner Linn: 
MC 30837, Sub. 26—Kenosha Auto Trans- 























































Ga.—State Comm.— 








































port Corp., Kenosha, Wis., certificate to 
extend operations. 
December 18—Washington, 
Snider: 
29388—Lignum-Vitae Products Corp. vs. A. 
G. S. et al. 


December 19—Chicago, Iiil.—Sherman Hotel 
—Examiner Driscoll: 

MC 8989, Sub. 115—Howard Sober, Inc., ex- 
tension, Sonoma County, Calif. 

December 19—Nashville, Tenn.—Andrew Jack- 
son Hotel—Jt. Bd. 107: 

MC 20901. Sub. 8—Cherokee Motor Coach 
Co , Chattanooga, Tenn., certificate to ex- 
tend operations. 

December 19— Nashville, Tenn. — Andrew 
Jackson Hotel—Jt. Bd. 107: 

MC 66562, Sub. ast Express Agen- 
cy, Inc., New York, N. Y., certificate to 
extend operations. 

December 19—Philadeiphia, Pa.—U. S. Ct.— 
Examiner Mayo: 

MC 21866, Sub. 20—West Motor Freight. 
Boyertown, Pa., certificate to extend 
operations. 

December 20—Washington, D. C.—Argument: 
oy & Cheney Engineering Co. vs. 
A. T. &S. F., et al. 
December 21—Philadelphia, Pa.—U. S. Ct.— 
Examiner Mayo: 

MC-C 453—Ballard Motor Service, Inc., revo- 
cation of certificate. 

MC 105677, Sub. 1—J. S. Binsberger, Silver- 
dale, Pa., permit. 

December 21—Washington, D. 


D. C.—Examiner 


C.—Examiner 


Boss: 
he Pang M-2592—Tidewater Express Co., class 
rate. 

December 27—Washington, D. C.—Examiner 
Brown: 

* = Yee Sand Co., Inc., vs. C. & O. 
et al. 

December 27—Washington, D. C.—Examiner 
Harrison: 

* MC 3114, Sub. 
Cacapon, W. 
operations. 

January 2—St. 


11—T. H. Compton, Great 
Va., certificate to extend 


Louis, Mo.—Mark Twain 
Hotel—Jt. Bd. 149: 
MC 35484, Sub. 10—Viking Freight Co., St. 

a. Mo., certificate to extend opera- 
ons. 

January 3—Washington, D. C.—Argument: 

* Finance 5045—Arcata & Mad River R. R., 
deficit status. 

* |. & S. M-2499—Sanitary pads, classification 


rates. 
3—Washington, 
Molster: 

* Finance 15114— Application of Lakefront 
Dock and Railroad Terminal Co. for a 
certificate authorizing construction of ter- 
minal facility, including railroad lines, in 
Oregon Township, Lucas County, Ohio, 
and joint application of B. & O. and N. 
Y. C. for authority to acquire control of 
Lakefront Dock and Railroad Terminal 
Co. through ownership of stock, to ac- 
quire xiges go rights and joint use of 
property of that company, and to modify 
bet mes ' aoe with Toledo Ter- 


minal 
January 7—Atlanta, 


Ga.—State Comm.—Ex- 
aminer Yardley: 
MC 2900, Sub. 41—Great Southern Trucking 
Co., Jacksonville, Fla., certificate to ex- 
tend operations. 


D. C. — Examiner 


P. & P.U. Ry. Co. 
and Peoria Gateway 


Gat 
Ny, 


Everybody's Gateway 
Always Open 


PEORIA-GATEWAY 


Peoria and Pekin Union Ry. Co. 


Koom 36, Union Station, Peoria 2, Ill. 


E. F. Stock, Traffic Manager 


"One of America's Railroads—All United 
for Service in the Post-War Era."' 


LONG-DISTANCE 


MOVING 


SERVICE 
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January 7—Philadelphia, Pa.—U. S. Ct.—Ex- 
aminer Bennett: 
MC 18176, Sub. 86—Creston Transfer Co., 
Grand Rapids, Mich., certificate. 
= 7—Pittsburgh, Pa.—Roosevelt Hotel 
—Examiner Brown: 
— H. Robertson Co. vs. P. R. R. 
et al. 


January 7—Pittsburgh, Pa-—Roosevelt Ho- 
tel—Jt. Bd. 65: 
MC 101243, Sub. 6—A. Scott, Altoona, 


Pa., certificate to extend operations. 
January 7—Pittsburgh, Pa.—Roosevelt Hotel 

—Examiner Garofalo: 
MC 106138—M. Zimmerman, Pittsburgh, 
Pa., certificate. 
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MISSISSIPPI SHIPPING CO., INC., AGENTS 
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See your classified directory for 
local branch or agent 
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FREIGHT CARS 


Box Gondola 
Flat Hopper 
Dump Tank 


Also Special Purpose Equipment 
Your inquiries appreciated 


IRON & STEEL PRODUCTS, INC. 
40 years’ experience 


“ANYTHING containing IRON or STEEL’ 






















CHICAGO 33, ILLINOIS 







NEW TRAFFIC COURSE now ready. Material in our well-known 
resident course available by mail, including current classifications, 
actual tariffs—rail, motor, forwarding, air, express, water—covering 
rates. rules, routes, demurrage, storage, transit, claims, etc. Low cost 
—liberal terms. Enrollments will be limited because of tariff supply 
College of Advanced Traffic, 12 E. Jackson Blvd., Chicago 4. 





TRAFFIC SECRETARY, female, 2 years college, Spanish major, 
organize freight and correspondence records, maintain small set books, 
Experience: 3 years aircraft traffic, 6 years oil well equipment. Avail- 
able January 1. Write Box 440, Traffic World. 


YOUNG MAN, 25, six years’ practical and academic training in 
southwest territory handling rates, claims, routings, fabrication-in- 
transit. Desire connections with industrial or airline. Excellent refer. 
ences. Box 441, Chicago office, Traffic World. 





TRAFFIC MANAGER OR ASST. Ample experience to take over 
growing traffic dept. or organize new one. Army Capt. 3 years’ charge 
of in and outbound traffic large port terminal. 9 years’ managing 
warehouses. Registered I. C. C. Christian. College grad. Prefer New 
York area. Box 444, New York office, Traffic World. 

TRAFFIC MANAGER with 5 years’ experience in large war indus- 
try and previous accounting background and experience desires similar 
permanent position with future. Present earnings $5,000 annually. Box 
445, Chicago office, Traffic World. 





ARMY TRAFFIC OFFICER on terminal leave available for indus- 
trial traffic management. Age 28—college graduate. Varied experience 
in all phases of freight and passenger transportation. Considerable 
background in personnel and administration. Free to locate wherever 
opportunity exists. Box 447, Chicago office, Traffic World. 





WANTED—Rate or Tariff man, state experience and salary ex- 
pected. Box 442, Chicago office, Traffic World. 


RAILROAD SHORT LINE in California has opening for rate and 


division clerk. Pleasant working conditions. Give qualifications and 
salary expected with reply. Box 443, Chicago office, Traffic World. 


TRAFFIC CLAIM AND RATE CLERK 


Experienced man to handle combination 
job for well known manufacturer and dis- 


tributor. A real opportunity for right 
man. Position holds real possibilities for 
advancement. Box 446, Chicago office, 
Traffic World. 








How could YOUR OWN tank cars 


Reduce your Costs? 
Save’you Labor? 
Save you Money? 
Improve your Operations? 
Increase your Profits? 


ae lk te ae 


We have just purchased several hundred good used cars right out 
of service. 


THESE ARE AVAILABLE TO YOU AT CLOSE TO 
PRE-WAR PRICES! 
Request our prices—"if just out of curiosity’’—because there is no 
obligation. 
TANK CAR TANKS ALSO FOR SALE and 
PRICED RIGHT, too! 


IRON & STEEL PRODUCTS, INC. 
40 years’ experience 
13450 S. BRAINARD AVENUE CHICAGO 33, ILLINOIS 


"*ANYTHING containing IRON or STEEL‘ 
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You get two important marketing advantages when you 
warehouse at strategic river terminals. First, improved cus- 
tomer service becomes easy. Second, shipping costs drop 


Warehouses =: 
‘ we Today, many key distributing centers reached by rivers, 


—s : provide public facilities for handling and storing barge loads 
. and a complete, precision waterways transportation 
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a — on the rivers system carries every kind of shipment from heavy machin- 
. fi t ery to sugar. 

ining In pay a prot... Write for the Union Barge booklet. See what modern river 

‘ication-in- 


equipment looks like. And ask for rates. Learn what Union 
Barge service means in the distribution of your particular 
product. Bring yourself up-to-date on a proved answer to 
competitive selling. 
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UNION BARGE LINE CORPORATION 


PITTSBURGH 22, PA 

























DRAVO BUILDING 
for indus- 


experience 
nsiderable 
wherever 


salary ex- 


* rate and 
itions and 
World. 





ight out 
E TO 


e is no 


ILLINOIS 
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A striking example of the ability of Timken Bearings to keep ’em 
rolling is afforded by Burlington Diesel locomotives Numbers 9906 
and 9907 in service on the Denver Zephyr (Denver-Chicago). 


These locomotives were placed in service in October, 1936. Before 
their first shopping period they rolled up 792,839 miles and 690,212 
miles respectively. Between their first and second shopping periods 
they operated respectively 1,084,101 miles and 1,239,970 miles. 


All journals of both locomotives are equipped with Timken 
Roller Bearings. Since the first Denver Zephyr streamlined 
train went into service on Timken Bearings in 1930, the 


Chicago, Burlington and Quincy Railroad has specified 
Timken Bearings for one Zephyr after another. 


THE TIMKEN ROLLER BEARING COMPANY, CANTON 6, OHIO 
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